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WASHINGTON, D. C. 
POLITICAL RATE MAKING 

We have had considerable to say in these columns as to 
rate making by direct action of Congress and through the 
use of influence on the Interstate Commerce Commission 
by the administration. It has not seemed to arouse much 
excitement. Usually such warnings do not arouse excite- 
ment. Those who should become excited prefer to wait for 
the actual event—and then kick about it. Well, their op- 
portunity seems to be almost at hand. 

“When, in the name of Heaven, are we going to stop 
giving certain commissions the power to fleece the people 
at their will and send in reports that are entirely mislead- 
ing?” exclaimed Senator Smith, in the course of the debate 
on the Pullman surcharge bill. He was not referring to 
some special or sporadic commission, created to make jobs 
for political lame ducks. He was referring to the Inter- 
state Commerce Commission, created by Congress for the 
purpose of settling just such questions as that settled in the 
report referred to as “misleading.” He was not referring 
to a matter that was not properly before the Commission, 
but one that, as we say, was entirely within its jurisdiction. 
Lastly, Senator Smith is not supposed to be an ignorant 
legislator from the backwoods who knows nor cares noth- 
ing about the merits of legislation but is seeking merely 
to please his constituents; he is (you wouldn’t think it, 
would you?) chairman of the Senate committee on inter- 
state commerce and, as such, is supposed to be fully in- 
formed as to all transportation legislation, actual and pro- 
posed, and to be as fully informed as to the workings of 
government machinery in transportation matters. How 
ignorant he is about some of these things we shall point 
out presently, but we are speaking now of the attitude of 
the chairman of the Senate committee on interstate com- 
merce toward the Interstate Commerce Commission as the 
regulator in rate matters. His remark can be construed in 
no other way than as favoring the abolition of the Com- 


mission, or the curtailment of its authority, and the settle- 
ment of rate questions by Congress directly. To such a 
pass we have come on account of our complacent attitude 
toward the increasing encroachment of politics in rate 
making. 

There is, of coupe, no doubt that Congress has the 
right to deal directly with such matters if it wishes to do 
so. But it acted wisely when it provided for a commis- 
sion of experts to deal with them and who could give their 
full time to the work. It acts foolishly when, as it fre- 
quently does, it attempts to interfere with the work of its 
commission. Our Washington correspondent points out 
in his “current topics” this week several instances of such 
action by Congress recently, and there are others. The 
practice is becoming so common as almost to escape com- 
ment. Few seem to realize the importance of the principle 
on which we are insisting and the danger in departure from 
it. 

Those who welcome Congressional interference in 
some matter in which they are especially interested, be- 
cause Congress happens to take their view and the Com- 
mission may not, are helping establish a practice from 
which they may suffer later. For instance, we had a letter 
from a subscriber this week objecting to our attitude on 
the Gooding fourth section bill. He thought the bill was 
good and ought to pass because there were some fourth 
section violations in his section of the country that he 
thought were detrimental to his interests, but which the 
Commission permitted. Granted, for the sake of the argu- 
ment, that these particular fourth section violations were 
not proper and that they worked an injustice on him; 
would he argue that his recourse ought to be to Congress 
rather than to the Commission? Ought the regulatory 
power over rates to be taken away from the Commission 
because, in some cases, it has not done what some persons 
consider to be justice? Is it an argument against the 
Commission having the power to grant fourth section vio- 
lations where they are justified to say that it has granted 
some where they do not seem to be needed? The point is 
that those who favor Congressional interference and the 
curtailment of the authority of the Commission do not see 
whither they are drifting or, seeing it, do not realize the 
danger. 

Congress ought to concern itself only with general 
principles of regulation and let the Commission, under such 
instructions, administer the law. Even if Congress were 
composed of the best and wisest men they would not have 
the qualifications necessary for passing on the kind of 
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problems we are discussing and they would not have the 
time to inform themselves properly. At best, they would be 
in the position of the average man who begins the study 
of transportation problems. He immediately concludes that 
certain policies are right and certain other policies are 
wrong, because they appear so on the surface. It takes 
a long time for him to become convinced that he is wrong. 
If this would be true of a Congress composed entirely of 
the right sort of men, how much more is it true of an aver- 
age Congress—like the present one, for instance? Could 
there be any more ignorance displayed by any body of men 
discussing any question than was displayed by certain mem- 
bers of the Senate of the United States in discussing the 
Pullman surcharge bill and the report of the Commission 
on the matter of the surcharge? Not only was this ignor- 
ance displayed by certain who spoke but, in spite of the 
glaring mistatements of fact that even the casual reader 
of the newspapers would recognize as such, not a senator 
arose to set them right. 


It is difficult to treat seriously the greater part of the 
debate in the Senate on the Robinson amendment making 
illegal the collection of a surcharge on travel in parlor and 
sleeping cars. However, inasmuch as the members of that 
body make laws for us, we are compelled to take them 
seriously and to point out that, although grossly misin- 
formed as to some of the fundamental facts about the 
subject under consideration, they practically unanimously 
passed a measure, which, if approved by the House and 
the President, would deprive the railroads of from $35,- 
000,000 to $40,000,000 a year in revenue. 


The majority of the senators who participated in the 
debate that preceded adoption of the amendment indicated 
clearly by their remarks that they did not have the under- 
standing necessary for them to legislate with respect to the 
surcharge, assuming that it is proper for the Senate to 
resort to direct rate making—which, of course, it is not. 

Senator Smith, one of the leaders in the attack on the 
surcharge, said that “the roads that are not earning 534 per 
cent have a form of contract with the Pullman Company 
under which they do not get the benefit of the surcharge.” 
Regardless of the contracts between the Pullman Company 
and the railroads under which the Pullman Company fur- 
nishes the parlor and sleeping cars, the fact is that every 
penny of the surcharge collected goes to the railroad com- 
panies. If a railroad company, under its contract with the 
Pullman Company, has to pay money to the Pullman Com- 
pany, that money comes from revenue from all sources, and 
that money has to be paid whether or not there is a sur- 
charge. Under the usual Pullman contract, if a Pullman 
car does not earn an agreed amount of money, the railroad 
has to make up the difference, and if the car earns more 
than the agreed amount, the railroad shares in the excess. 

Senator Caraway, of Arkansas, seeking information 
about the nature of the surcharge, asked whether, for in- 
stance, under the contract of the St. Louis Southwestern 
with the Pullman Company, the surtax on Pullman tickets 
would not go to the St. Louis Southwestern but would go, 
for instance, to the New York Central. Senator Smith 
replied that “it goes to the Pullman Company.” The fact 
is that the surcharge on travel in Pullman cars hauled by 
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the St. Louis Southwestern would go to the St. Louis 
Southwestern and not to the Pullman Company. 

“The Pullman Company gets more than its scheduled 
tariff and keeps the 50 per cent surtax?” queried Senator 
Caraway. 

“Oh, yes, in many instances; the railroads pay the Pull- 
man Company for furnishing the cars,” replied Senator 
Robinson. 

That statement stood uncontroverted, notwithstanding 
that Senators travel to and from Washington in Pullman 
cars and buy Pullman tickets on which the Pullman Com- 
pany has taken the pains to print in fairly large type that 
the surcharge goes to the railroad company and not to it. 

Senators Smith and Robinson argued repeatedly that 
the surcharge could be taken off because, they said, the 
larger amount of the surcharge accrued to railroads that 
were earning in excess of 6 per cent. These senators not 
only favored direct action in rate making but also in recap- 
ture of excess earnings. The Commission has made no 
determination that a given railroad has earned so much in 
excess of 6 per cent on the value of its property, as deter- 
mined by the Commission. Notwithstanding that, these 
senators urged “recapture” of from $35,000,000 to $40,000,- 
000 annually without a finding, as required by the recapture 
clause of the transportation act. They urged “recapture” 
from the strong roads and from the roads that admittedly 
were not earning in excess of 6 per cent. That is what 
their proposal amounted to. 

It is rather remarkable that, out of the entire mem- 
bership of the Senate, Senator Howell, of Nebraska, who 
frankly stated that he did not agree with the provisions of 
the “Esch-Cummins” act, was the only senator who pro- 
tested against direct rate making by the Senate. He de- 
clared against rate making by the Senate, but he said if 
the Senate was going to make rates, it could reduce the 
rates on wheat for the benefit of the farmer as well as re- 
duce passenger charges. Senator Howell also showed 
that he had a clear understanding of the effect of section 
15a of the interstate commerce act and of what the Com- 
mission was required to do under that section. He pointed 
out that the Commission said the railroads as a whole had 
not earned the fair return of 534 per cent, and added that 
removal of the surcharge simply meant postponement of 
the day when rates on farm products might be reduced. 
These were only glimmers of intelligence in the murk of 
ignorance—and even these senators did not point out the 
errors in the statements that had been made as to who got 
the money received from the surcharge. 


LABOR BILL ABANDONED 


The Trafic World Washington Bureau 


Formal announcement that no further efforts would be 
made to obtain action on the Howell-Barkley railway labor 
bill at this session of Congress was made in the House February 
16 by Representative Barkley. After reviewing the legislative 
history of the bill, he said conferences had been held with 
Senator Cummins and Secretary Hoover, who, in turn, had 
conferred with the President with the end in view of arranging 
conferences with the railway executives on the bill. Some 
railway executives were anxious to co-operate, but the majority 
rejected the conference idea, he said. 

Efforts to bring about a conference between the executives 
and railroad labor leaders will be made while Congress is not 
in session this summer in the hope that, at the next session 
of Congress, a law may be passed that “will cure the manifest 
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and glaring inequalities contained in the present law and which 
will recognize and protect the legitimate interests of the roads, 
the men and the public,” Barkley said. 

A subcommittee representing the twenty railway labor or- 
ganizations that supported the bill issued a statement review- 
ing the history of the measure and charging that, while the 
railway employes wanted “peace,” the railway presidents were 


making “war” on their employes and did not want that “war” 
stopped. 


The statement was, in part, as follows: 


“Blessed are the peace-makers.” 

The organized railway employes sought to establish indus- 
trial peace on the railroads. , 

They sought the aid of public officials to protect the public 
interest in transportation service. 

They sought the aid of railway presidents to promote con- 
tinuous and efficient operation of the roads. 

The highest government officials welcomed the peace-makers. 

The President and his Cabinet, leaders of both House of 
Congress, gave their time generously and sympathetically to the 
work of peace. 

The railway presidents did not want peace. 

The railway presidents hired a gang of publicity agents to 
throw mud at the peace-makers and their friends. 

The highest public officials of the nation asked the railway 
presidents to attend a peace conference—to end industrial war- 
fare on the railways—to join in writing a law of peace. 

The railway presidents refused to attend a conference to dis- 
cuss peace. 

The railway presidents are making war upon their employes. 
They do not want the war stopped. 

The railway presidents want to go on fighting—no matter 
how much the public suffers. 

They want the public to help them fight. 

They do not want the public to help them make peace. 

“Blessed are the peace makers’—but not on the railways. 

Here is the record of the war-making of the railway presi- 
dents—submitted to the candid judgment of the American people. 

Here is the record of what happened to the railway employes 
who sought peace. 


Here is the story of what happened to the peace program— 
called the Howell-Barkley bill. 


In a report on the progress of the Howell-Barkley bill to 
date which, with recommendations for future action, was 
submitted to a meeting of the chief executives of the railway 


unions in Chicago, February 20, the subcommittee said in 
conclusion: 


Wth a few notable exceptions, the railroad presidents are now 
engaged in attempting to destroy every genuine employe organi- 
zation which is not too powerful to be attacked. They are estab- 
lishing wherever possible fictitious company unions—paper or- 
ganizations dominated by the railroads—to make a farce of col- 


lective bargaining. They are not working to preserve peace. 
They are fomenting war. 


But when in due course of time their provocative activities 
result in a strike that interrupts seriously interstate commerce, 
these same railroad presidents will suddenly become self-ap- 
pointed spokesmen for the “public” and demand that the govern- 
ment of the United States and the people of the United States 
support them in their war against their employes which is being 
carried on in order to destroy the organizations formed by their 
employes for that self-protection and self-advancement which is 
the pride of American citizenship. 

In this program of anti-labor unions which is now being 
carried on by the railway presidents, they expect, and according 
to precedents they will receive, substantial assistance from the 
activities of the railroad Labor Board, whose decisions they call 
upon the men to obey when pleasing to the managers, and whose 
decisions they will violate when offensive to the managers. 


The proper position to be taken by the organizations of rail- 
way employes seems clear. They are and will remain independent, 
self-governing organizations but, as they have cooperated in the 
matter of the Howell-Barkley bill, so they can cooperate in pro- 
tection of their common interests against the organized hostility 
of the railway presidents. In order to prevent misunderstanding 
of the cause and purpose of any common action of these organiza- 
tions, it may be well to state clearly what their intentions are 
not, as well as what their intentions are. 


The railway labor organizations have no program of attack 
upon the railroads. Despite malicious propaganda to the con- 
trary, they have no common program except that all are seeking 
through collectively bargaining and through honest representa- 
tion of employe interests to protect and advance the interests of 
the men who work upon the railroads, with due regard for the 
public and private interests involved. They are not trying to 
bring about government ownership. They are not seeking to con- 
trol the operation of the railroads. They have no common political 
policy or common political theories to advance, except that they 
all believe in democracy and that they are all opposed to auto- 
cracy alike in government and industry. They all believe in the 
right of representation and government by consent of the gov- 
erned alike in government and industry. They believe that honest 
collective bargaining is necessary for industrial peace. They have 
a common program of peace, but if the railroad presidents are 
determined to make war upon them day in and day out, these 
organizations will seek a common program of defense. 


In the debate in the Senate on Senator Howell’s amend- 
ment to strike out the appropriation for the Railroad Labor 
Board, Senator Howell quoted at length from testimony on the 
Howell-Barkley bill before the Senate interstate commerce com- 
mittee and from other statements attacking the board. Sen- 
ator Dill, of Washington, criticized the board for holding down 
the wages of maintenance of way employes. Senator Bruce, 
of Maryland, spoke against the amendment. Senator Pittman, 
of Nevada, proposed that the Howell-Barkley bill be offered as 
a substitute for the Howell amendmeent. This precipitated 
considerable debate about the board and its decisions in which 
criticism of Chairman Hooper was made by Senator Shipstead 
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of Minnesota. Objection was made to the Pittman proposal. 
The vote rejecting the Howell amendment was 42 to 21. 

After Representative Barkley had made his statement with 
respect to the bill, Representative Cooper, of Ohio, asked whether 
it was not a fact that the railroad unions had refused to con- 
sider any important changes in the bill in the last session. 
Barkley said he had prepared amendments in collaboration with 
other members and with representatives of the employes so that 
it was not true that proposals for changes were rejected. Cooper 
then said he had conferred with brotherhood officials and that 
they said they would consider no change in the bill. 

Chairman Winslow, of the interstate and foreign commerce 
committee, commended the stand taken by Barkley in his state- 
ment to the House. He expressed the hope that at the next ses- 
sion a bill would be submitted that would fairly represent the 
interests of everyone concerned. Continuing, he said: 


I do wish to say one more thing, and that is this, and I can 
not lay too great emphasis upon it: There is no problem affecting 
the transportation system of this country so insignificant as to he 
properly considered off the reel. The problem is big, it is tre- 
mendously and wonderfully ramified, one consideration as compared 
with another. Let me tell you, my friends, that I have no ax to 
grind as to future legislation. P ’ 

You can not take up a transportation bill in this House with any 
degree of intelligence, with any degree of certainty as to what you 
are talking about or doing without real study. No bill should ever 
be considered here for transportation, which is so tremendously 
complicated, without a careful review by the proper committee, 
whatever that committee may be. It is a bad policy, and I hope that 
this House will realize that in respect to transportation problems, 
involving not only large sums of money but more particularly the 
well-being of the people from an economic and domestic point of 
view. If brought before the House, it should be well fortified with 
hearings and report, and I trust that will always be the method of the 


House. 

Senator Howell, of Nebraska, February 13 offered an amend- 
ment striking out the appropriation for the Railroad Labor 
Board for the next fiscal year. He attacked the board and 
discussed the Howell-Barkley bill. The Senate had approved 
all the items in the appropriation bill when Howell began his 
attack and the bill went over for further consideration. 


The Senate February 14 voted down the amendment offered 
by Senator Howell. 


MONEY FOR I. C. C. AND BOARD 


The Senate has passed the independent offices’ appropria- 
tion bill, which carries $6,853,962 for the Commission and $24,- 
330,000 for the Shipping Board and Fleet Corporation. Presi- 
dent Coolidge will sign it when it reaches him. 

The appropriation for the Commission went through in doth 
the House and Senate practically without opposition. It rep- 
resented an increase of $1,940,462 over the estimate submitted 
by the Bureau of the Budget. 

The money is to be available for the fiscal year ending 
June 30, 1926, but $100,000 of the total will become immediately 
available for the Commission under a special provision to that 
effect. 

Efforts in both branches of Congress to amend the bill so 
that the Shipping Board would be required to obtain estimates 


from navy yards on repair and reconditioning work on vessels 
failed. 


SHEPPARD BILL REPORTED 


The Senate interstate commerce committee February 16 
adopted a favorable report on the Sheppard bill (S. 4183) amend- 
ing paragraph 11 of section 20 of the interstate commerce act 
so as to extend the liability of the initial carrier to reconsigned 
or diverted shipments. 


The report of the committee follows: 


The committee on interstate commerce, to whom was referred 
the bill (S. 4183) ‘“‘to amend paragraph (11), section 20, of the inter- 
state commerce act,’ after consideration, report favorably thereon 
and recommend that the bill do pass. 

This bill was referred by the committee to the Interstate Com- 
merce Commission, who reported favorably thereon, which report 
read in part as follows: 

“The purpose of the amendment appears to be to resolve any doubt 
or uncertainty which may exist as to whether under the existing 
provisions of that paragraph the initial carrier is liable for any loss, 
damage, or injury to property received by the initial carrier for trans- 
portation, as in that paragraph provided, which loss, damage, or in- 
jury is caused by it or by any common carrier, railroad, or trans- 
portation company to which such property may be delivered or over 
whose line or lines such property may pass within the United States 
or within an adjacent foreign country in cases where that property 


is lawfully reconsigned or diverted, either before or after reaching its 
billed destination.”’ 


POSTAL BILL IN CONFERENCE 

The Senate February 16 again passed its own postal salary 
rate increase bill, substituting it for the bill that passed the 
House last week. This action put the two bills before House 
and Senate conferees. 

The 1-cent service charge of parcel post packages, provided 
for by the postal bill as it originally passed the Senate, was 
eliminated on motion of Senator Harrison, of Mississippi. The 


vote on the Harrison amendment was 42 to 38. That was the 
only change made in the Senate bill. 
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| Current Topics 
in Washington 


The Matter with Congress.—Nearly a generation ago Wil- 
liam Allen White drew the nation’s eyes to himself by asking 
a question as to what might be the matter with Kansas, and 
then answering it, making use of the Socratic method. His 
conclusion was that there was nothing wrong with Kansas. 
As a good many see it, there is nothing wrong with Congress. 
As an institution, they are inclined to say, it is all right. How- 
ever, having given thought to what the Senate has done with 
the surcharge and what Congress done with the Hoch-Smith 
resolution, they admit that there are several things the matter 
with members of Congress, both Representatives and Senators. 
One of their infirmities, they might suggest, if pressed, is that 
they, aS law-makers, are not as wise ag those of thirty-vight 
years ago. In 1887 the members of Congress reached two 
conclusions. The first was that the railroads needed regula- 
tion; the second was that they knew precious little about the 
regulation of railroads. Therefore, they decreed that the regu- 
lation should be by men who would have no work other than 
that of studying the facts and applying the rule that all rates 
must be just, reasonable, and non-discriminatory. The Con- 
gressmen of those days thought they could hire fit men at 
salaries no greater than they paid themselves. As time went 
on they found it hard to get the proper kind of men at salaries 
with which members of Congress appeared satisfied. So they 
raised the salary of a commissioner so that now it is $12,000 
a year, the same as that of the head of an executive depart- 
ment, commonly known as a member of the President’s cab- 
inet. Their own is $7,500. Now the thought seems to have 
swung to the other end of the arc. Congress seems to think 
that it is composed of men who are able, out of hand, to dis- 
pose of hard-fought rate propositions, on which the comunis- 
sioners have divided, on the advice of losers in the fights 
before the Commission and in accordance with their wishes. 
In other words, the Congressmen are willing to act as a court 
of appeal from the Commission and substitute their judgment 
for that of the men whose oaths require them to judge fairly 
between the shipper and the railroad, or between certain ship- 
pers. For purposes of illustration, the Hoch-Smith’ resolution, 
the weasel words in which are such as to rob it of a definite 
meaning, at least to honest traffic men who have been com- 
pelled to think about it, may be deemed the result of the appeal 
of the losers in the Kansas grain case. The abolition of the 
surcharge so far as the Senate is concerned, may be regarded 
as the appeal of the losing traveling men. The Butler port 
differential bill may be taken as the appeal of New England 
from the Commission’s decision in the port differential case, 
even if it was introduced before the decision was announced. 
There were definite rumors before the decision was made pub- 
lic that the Commission would decide as it did. That was 
based on the knowledge that the question had often been con- 
sidered and the adjustment now in existence was the hest 
that anybody, with an eye single to the interests of all con- 
cerned, could work out. Senator Butler probably had been 
advised that that probably would be the outcome of the case. 
No well informed traffic man questions the right and power 
of Congress to legislate on any and every rate question that 
can be raised and everything it enacts will stand, provided 
only that it keeps within the rule of the Constitution that there 
must be no confiscation. But, it is suggested, if Congress is 
going to take over regulation, the men now practicing before 
the Commission had better hang out their shingles as lobby- 
ists rather than as practitioners before ‘a quasi-judicial body. 
Also, the winners before the Commission had better be prepared 
to lobby against the legislation proposed by the losers. Also 
let the railroads re-establish their lobbies in Washington cand 
the state capitols; that is, put the railroads back into politics 
and compel shippers to meet them before legislative bodies, 
each set of shipprs with his senators and representatives massed 
behind him. ’Twould be fine fighting, perhaps. 





Eastman Turns Hamlet.—“To scale or not to scale, that 
is the question: Whether ’tis better to let the shippers suffer 
the results of outrageous discriminations, or to take up arms 
against the carriers’ proposals, and, by opposing, end them? 
To group; to scale; no more; and by a scale to say we end 
the injustice and the thousand maladjustments that rates are 
heir to. ’Tis a consummation devoutly to be wished. To 
group; to scale; to scale, perchance to fix, ay, there’s the rub; 
for, in that rigid scale what changes may come when we have 
applied it to certain cities must give us pause. There’s the 
respect that makes calamity of so long preferential rates. But 
Who would bear the quips and scorns of rate men, the op- 
pressor’s wrong, the proud man’s contumely, the pangs of 
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despised honor, the law’s delay, the insolence of office, and 
the spurns that patient merit of the unworthy takes, when he 
himself might his quietus make, with a bare class scale? Who 
would hesitate, and grunt and sweat under a weary life, but 
that the dread of upsetting ancient custom, in making rates, 
puzzles the will, and makes us rather bear the ills we have 
than fly to others we know not of:” * * * In the insidious 
form of speech of the melancholy Dane, A. J. McGehee, sec- 
retary-attorney for the Southern Interior Traffic Association, 
Jackson, Tenn., depicts Commissioner Eastman and makes him 
appear to favor the adoption of a rigid scale notwithstanding 
all he heard at the recent argument on No. 13494, the southern 
class rate investigation—or perhaps not favor it. Anyhow, Mr. 
McGehee turned to the great dramatist after he got home from 
the arguments and Hamlet is the figure the arguments called 
to his mind’s eye, as representing Joseph B. Eastman. Ag to 
whether the effort is worth preserving by a Shakespearian, 
the advice of S. S. Ashbaugh, of counsel for the Short Line 
Association, would probably be regarded as good. He is an 
authority on matters pertaining to Anne Hathaway’s husband. 





A Light Giving Committee.—Congress has approved the ap- 
propriations bill, which carries allowances for the Commission. 
The bill, as passed, provides $1,940,462 more than the Bureau 
of the Budget recommended for the Commission. The sum, 
however, is not as large as the estimate of its needs made by 
the Commission. The Bureau of the Budget cut $2,450,996 from 
the estimates of the Commission. Although the allowance is 
half a million less than the total for which the regulating body 
prayed, the outcome is regarded as remarkably good. No other 
branch of the government was able to upset the Bureau of 
the Budget and take from it so much as was procured for the 
Commission. Much of the credit, if not all of it, for that 
accomplishment rests on the shoulders of the special com- 
mittee of the National Industrial Traffic League, composed of 
R. C. Fulbright, Luther M. Walter, H. J. Wagner and Joseph 
H. Beek, two former employes of the Commission and two 
men who know about as much concerning the rate body. as 
Walter and Wagner, the former employes. That committee 
took up the work of obtaining a respectable appropriation for 
the Commission under trying conditions. At least, that is the 
belief of those who know how popular igs President Coolidge’s 
economy program, the power of the Bureau of the Budget, 
and the inclination of Chairman Woods, of the House appro- 
priations committee, to carry out the Coolidge program. The 
committee convinced Woods and his associates (it could do 
nothing with the Bureau of the Budget) that the bureau, in 
respect of the Commission, had set off on the wrong foot. 
The committee won Chairman Woods to its view. In report- 
ing the increased appropriation bill to the House he said: “I 
want to say that Mr. Fulbright and the gentlemen who ap- 
peared with him were the most elucidating lot of men I have 
ever had before any committee that I have had anything to 
do with.” Flowers like that from the hard-boiled chairman of 


the appropriations committee are as rare as peace in the 
Balkans. 





End of This Delirium Near.—While Noah’s flag as the all- 
highest admiral was still at sea, it was necessary for him to 
send out a carrier pigeon to find out about the conditions 
beyond what might have been a cloud bank or a body of dry 
land. It is hardly necessary, it has been borne in on those 
who have been navigating business craft for the last two years, ~ 
to do anything of that kind now. The end of the storm is 
near. In a little more than a week the funeral march for the 
current Congress will have been played. Probably, were the 
harassed business men in control of the musicians, the dirge 
would be played prestissimo so as to make the choral finale 
of Beethoven’s ninth symphony seem like the pokiest adagio 
ever written. Regardless, however, of the wishes of the men 
who had been forced to keep one eye on their work and one 
eye on the whirling dervishes elected to Congress in 1922, it 
may be set down that their delirium will come to an end at 
noon, March 4. It is not certain that President Coolidge will 
be able to guide the steps of the incoming Congress. It is 
certain, however, that the delirious ones will not be able to 
command a majority in each house of the next Congress as 
they have in this one. That’s why March 4, probably, is re- 
garded as such a red letter day by those who have had to 
consider what effect the law-making body in Washington might 
have on plans for future business. It is a certainty that Presi- 
dent Coolidge will not convene the Congress elected last No- 
vember in extraordinary session this spring unless something 
happens of distressing character. It is known that he is op- 
posed, among other things, to investigations by committees 
of Congress, not because he favors covering up wrongdoing, 
but because he believes the multitude of district attorneys of 
the United States, aided by the greater multitude of state’s 
attorneys, federal and state grand juries, and other officers 
of the law, can and should be made to enforce the statutes, 
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of which there is such a volume that they are written one on 
another, like the layers of earlier cities on the sites of exist- 
ing old cities. He also believes Congress is hired to legislate, 
rather than act as a grand jury. 





Ford and Other Rail Executives.—A suggestion that rail- 
road executives are dense and somnolent, Commission men 
think, is contained in a New York newspaper “discovery” that 
Henry Ford uncovered a new trick a few days ago when he 
applied to the Commission for authority for the Detroit, .Toledo 
& Ironton to issue $1,181,000 of 5 per cent bonds, to be sold 
to Henry Ford, at par. The allegation was that that was 
another evidence of Ford’s determination to cut out the middle- 
man, the banker being that individual in this instance. By 
selling the bonds to himself, it was said, Ford would save 
the bank commissions. The amusing part of the thing was 
that Ford never had offered any D. T. & I. securities to the 
public. All have been sold to Ford, the Ford family, or the 
Ford Motor Company. No commissions for loans has ever 
had to be paid by the Ford people for loans to the railroad. 
They have always had the money needed to rehabilitate the 
railroad. The only real ground for jeers about Ford that the 
railroad executives have ever had, is afforded by the laudatory 
exclamations of the self-proclaimed “progressives” that Ford 
had shown himself a genius at railroading. Level-headed ex- 
ecutives have always admitted, at times with some. sarcasm, 
that any big shipper, controlling vast tonnage, could have made 
a success of even the D. T. & I., by the simple trick of giving 
it work to do, in violation of the supposed principles laid 
down in the tap line cases, a line of cases with which many 
ardent believers in the work of the Commission have violently 
disagreed. They have dissented because the fundamental idea 
in them was that the Commission, under pretense of prevent- 
ing rebates, had the power to say, in effect, who might build 
a railroad. That assumption was taken long before the staiute 
gave the Commission that power. In passing, it might be 
said there are rail executives who are now willing to admit 
that, aside from the bestowal of tonnage, Ford’s men have 
been able to do things in railroading that they themselves have 
been unable to do. For instance, Ford has been able to bend 
the rules of union labor so that overtime is avoided and the 
men he employs made to give something substantial in return 
for their pay. Ford and his supervisory force have also been 
able to break up, to a large degree, the English servant idea 
especially around stations, that the bootblack man could not 
possibly do any of the work which ordinarily was within the 
scope of the duty of the coachman, or vice versa. A. E. H. 


LEAGUE ON GOODING BILL 


The National Industrial Traffic League’s special committee 
has sent the following to members: 

“The analysis of the bill contained in the enclosed state- 
ment (of the special committee to the House committee) is, 
we think, conclusive of the disastrous effect its enactment 
would have upon the commerce of the country. Your attention 


is specifically invited to the following significant proposed 
changes: 


First—No Fourth Section relief could be granted by the Com- 
mission until after public hearing. The words “In special cases, after 
investigating’’ were eliminated. 


Second—No Fourth Section relief could be granted to a rail car- 
rier on account of water, or rail and water, competition. 

Third—Fourth Section relief could not be granted to a rail car- 
rier, or rail carriers, upon any ground other than for circuitous route, 


or “routes between the same points,” and the equi-distant rule would 
have to be applied in every case. 


Fourth—A weak line—and there are a large number of them, 
especially in the south—if it is the short line, could not apply for, 
or be granted, relief by the Commission, to meet the rates of the 
stronger lines at competitive points, without pulling down all its 
rates at intermediate points. The weak line, therefore, would face 
one of two alternatives; either to go out of the business at competi- 
tive points, or meet the competition of the stronger line at com- 
petitive points and reduce the rates at intermediate points to the 


level of the rates at competitive points. In either case it would 
face a loss of revenue. 


“The effect of this latter provision would be undoubtedly 
to bankrupt a great many of the so-called weaker lines. 

“We are not overlooking the provisions that in cases of 
emergency, such as drouth, flood, and other disaster, all of 
the provisions of the bill as proposed could be temporarily 
ignored by the Interstate Commerce Commission. 

“The time that the House committee was able to spare 
for hearings on this bill was wholly inadequate for a thorough 
presentation of the thousands of definite illustrations of the 
ill effects of the bill upon the commerce of the entire country, 
if it became a law. Nevertheless, we are of the opinion that 
the ‘Hearings’ when published, will constitute a valuable record 
for future reference upon fourth section subjects. 

“Notwithstanding that the committee on interstate and 
foreign commerce, after as exhaustive an investigation as time 
would permit, voted against reporting the bill favorably by a 
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vote of 16 to 4 (one member, Mr. Mapes, of Michigan, being 
absent) and, after considering several amendments, voted on 
the following day to lay the bill upon the table by a vote of 
11 to 6, Senator Gooding, of Idaho, the author of the bill an. 
nounced that he would seek to have the bill attached as a 
rider to the Cape Cod Canal purchase act, when it is con- 
sidered by the Senate. 

“The practice of attaching proposed measures of doubtful 
or no merit to appropriation or other bills, as riders, is a very 
objectionable form of legislation, and has been repeatedly de. 
nounced by leading statesmen. It is, however, successfully 
resorted to occasionally, and undoubtedly a_ desperate effort 
will be made by Senator Gooding to attach his bill as a rider 
to some pending bill. 


“We are just this moment in receipt of a telegram from 


one of our members—a leading chamber of commerce—which 
reads as follows: 


Understand author of Gooding bill will attempt to force bill through 
as rider on appropriation measures. Membership of League should be 
circularized immediately suggesting they advise their Senators and 


. Representatives to vote against any action of this kind, pointing out 


that the vote by House Committee after exhaustive hearings is rep- 
resentative of the true sentiment of nation against passage of mill. 


“We respectfully suggest that our members should imme. 
diately write to their senators and representatives in Congress, 
acquainting them thoroughly with the provisions of the Gooding 
bill, pointing out that this country has developed, and grown 
great commercially, by permitting the free play of all com- 
petitive forces. The rail carriers, upon which the country must 
depend for the major portion of its transportation, should be 
allowed to meet competitive forces, whether they be of rail 
or water, at the point where the competition exists, and in 
meeting this competition intermediate communities are not 
discriminated against, by being denied rates as low as those 
forced by competition at the terminals, assuming, of course, 
that the rates at the intermediate points are reasonable. 

“Your special committee urges members to ask their sen- 
ators and representatives to vote against any effort to attach 
the Gooding bill (S. 2327) to any other measure as a rider, send- 
ing copies of your communication to the office of the executive 
secretary for the benefit of his files. 


“Your special committee takes this opportunity to acknowl- 
edge receipt of numerous letters written to its chairman, in 
response to League Circular No. 724. Some twenty-three states 
were heard from, and all of these letters were put before the 
House committee, and will appear in the published hearings. 


“We respectfully suggest the necessity for prompt action 
in communicating with your senators and representatives, ask- 


ing them to oppose attaching the Gooding bill, as a rider, to 
any measure.” 


GOODING BILL PLAN 


The Traffic World Washington Bureau 


Senators interested in the Gooding long-and-short-haul bill 
held a conference February 16 to consider what action should 
be taken with respect to the measure, which was rejected by 
the House interstate commerce committee. No decision was 
reached, it was said, after the conference. Among the senators 
present were Gooding, Pittman, Kendirck and Brookhart. 

Senator Gooding has had printed the amendment to be 
offered by him to the bill providing for purchase by the 2ov- 
ernment of the Cape Cod Canal. It is not the original Gooding 
bill as passed by the Senate, but is designed to limit the ab- 
solute prohibition as to fourth section departures to water trans- 
portation. The amendment follows: 


That section 4 of the interstate commerce act, as amended, is 
amended by adding thereto the following: ; 

‘Provided, however, That from and after the passage of this 
amendatory act no further authority shall be granted to the Com- 
mission to relieve any rail carrier, or rail carriers, from the pro- 
visions of this section in order to meet the competition of water 
transportation, directly or indirectly; And provided further, That 
nothing in this section contained shall prevent the Commission from 
authorizing or approving departures from the provisions of this sec- 
tion in so far as applicable to import or export rates, including rates 
applicable to traffic coming from or destined to a possession or 
dependence of the United States or to a block system of express 
rates established by order or with the approval of the Commission or 
permitted by it to be filed.’’ 


The amendment as now proposed by Senator Gooding would 
make inapplicable thereto many of the objections raised against 
the Gooding bill as it passed the Senate and that were pointed 
out recently in the hearings before the House committee. It 
would not disturb departures on account of circuitous rail routes, 
would not require public hearings and would not make uwun- 
lawful departures not authorized within twelve months from 
the date of passage of the act, as provided in the original bill. 
Efforts to have the House interstate commerce committee aP- 
prove an amendment such as Senator Gooding has now pro- 
posed were not successful. 
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Decisions of Interstate Commerce Commission 


PORT DIFFERENTIAL CASE 


The Commission has dismissed No. 13548, Maritime Asso- 
ciation of Boston Chamber of Commerce et al. vs. Ann Arbor 
et al., opinion No. 10117, 95 I. C. C. 539-92, finding class and 
commodity rates on import and export traffic between Boston, 
Fall River, and New Bedford, Mass., New London, Conn., Port- 
land, Me., and Providence, R. I., on the one hand, and that part 
of Central territory, known as differential territory, on the other 
hand, not unreasonable nor unduly prejudicial. A like finding 
was made in respect of export rates on ex-lake grain and grain 
products, other than flour, from Buffalo to the before-named 
New England ports. The report covers Sub-No. 1, Same vs. 


Ann Arbor et al., and Sub-No. 2, Same vs. Alabama Great South- 
ern et al. 


Dismissal of the complaints did not surprise those who had 
been watching this particular effort and were familiar with 
prior moves in the same manner. The same case, presenting 
primarily the water aspects of the situation, was involved, it 
was generally understood, in the port differentials case re- 
cently disposed of by the United States Shipping Board. Tech- 
nically, of course, the cases had no connection, but, as under- 
stood by transportation and traffic men they dealt with, in their 
essence, the same thing. 


While the cases were dismissed, and the carriers, tech- 
nically, left free to continue as they have been in the applica- 
tion of the differential rates, the Commission did not turn away 
the complainants without at least words of comfort. So as to 
save litigation, it said, it went outside the technical allegations 
of the complaint, although, it said, not outside the record, to 
point out that there should be a revision of the rates from and 
to the territory west of the Mississippi river, particularly those 
on grain from that territory; and rates on ex-lake grain, in con- 
sonance with the principle that differences in distance sufficient 
to cause differences in rates on short hauls, did not warrant 
such differences when the hauls involved were long ones. 


Much history is contained in the report of the Commission. 
After stating the underlying facts, the Commission said the 
complainants asserted that the port differentials had their origin 
in an endeavor to compose rate wars and controversies be- 
tween the carriers under bygone conditions; that they were 
arbitrary, not intended to reflect, and did not reflect, trans- 
portation conditions. It said they asserted that arbiters in the 
past, including the Commission, had recognized the differentials 
as temporary expedients to be modified or abolished when they 
should affect prejudicially, the natural flow of commerce to 
the ports. They contended that, notwithstanding the efforts of 
those interested in the welfare of Boston, to maintain and de- 
velop it, as a port, the differentials had been a bar to its devel- 
opment, had reduced export and import traffic, between 
differential territory and Boston, almost to the vanishing point, 
and had prevented the obtaining of bulk or dead-weight cargo, 
such as grain and grain products, the lack of which accounted 
for the absence of satisfactory trans-Atlantic steamship service 
from and to Boston. 


Prior to the entry of the United States Shipping Board, 
Emergency Fleet Corporation, into ocean carriage, the effect of 
the differentials was said to have been offset and nullified by 
shrinkage of ocean rates in amounts corresponding to the dif- 
ferences in rail rates. Thus the rates between inland points of 
the United States and foreign ports, were equalized, through 
the north Atlantic ports. 


“Upon this record,” says the Commission’s report, “the 
policy of the United States Shipping Board is to make the 
ocean rates to and from the north Atlantic ports uniform. This 
equalization of the ocean rates to and from the ports, complain- 
ants offer as the reason for like equalization of the rail rates 
to and from the same ports.” 


After having referred to prior decisions in which the port 
differential question was involved, the Commission said the 
complainants took the view that it did not approve the differ- 
entials, but merely found them not unduly prejudicial under 
the law then in force and in the circumstances and conditions 
then existing. They contended, it said, that there had since 
been material changes, both in the law and in the circum- 
stances and conditions. It said the complainants referred to 
the power to make minimum rates, section 15-a and section 
500 of the transportation act. Then, it said, the thought of 
the complainants seemed to be that the railroads were now 
regarded by the law, not only as independent entities, but also 
as parts of a national transportation system, and that by the 
power to fix minimum rates, the Commission was now able to 
control relationships of rates which could not previously have 





been reached under the undue preference and prejudice provi- 
sions. 

The Commission discussed the competitive influence, in its 
situation, its power under the minimum rate provision and the 
general suggestion that it had power to do almost anything it 
desired in the way of establishing relationships in the so-called 
public interest. Commenting upon In the Matter of Differential 
Rates, 24 I. C. C. 78, the Commission said that that proceeding 
was unique, for it was instituted upon the petition of the com- 
mercial organization of the four north Atlantic ports asking 
it to examine the whole situation broadly and determine whether 
the existing differentials should be abolished, or, if retained, 
modified. It called attention to the breadth of that inquiry, 
which amounted to an arbitration. 

“In the present proceeding,” it said, “we have no such broad 
field of inquiry. It is conceivable, for example, that it might 
be in the public interest to establish lower rates on export and 
import traffic to and from Boston, Philadelphia and Baltimore, 
than to and from New York. Complainants, however, are not 
seeking lower rates than New York, and it will hardly be con- 
tended that they could seek such rates under any provision of 
the interstate commerce act. The question which we are facing 
is whether the rates under attack violate, in the respects al- 
leged by complainants, the law which we administer. We have 
no arbitrary power to do what may seem to be, in the public 
interest, but only such powers as are conferred by the statute, 
and here our only duty is to determine whether the rates under 
attack are unreasonably high or low and whether they unduly 
prejudice the New England ports and unduly prefer the other 
ports named.” 


The report discussed the things that must be taken into 
consideration for the determination of a reasonable rate, what 
were the effects of competitive influence, and the result of the 
moves made by particular carriers to further their own inter- 
ests. It said that the railroads were monopolistic in many re- 
spects and because of that fact were subject to public regula- 
tion. In that public regulation, it said, cost of service and hence 
distance were factors which had to be taken into consideration. 
But, it said, the railroads were also subject to competition in 
respect to much of their traffic and that it had, and was the 
policy of public regulation, to allow them considerable latitude 
in meeting that competition. That, it said, accounted for many 
of the apparent inconsistencies of the rate structure under 
consideration and also for many of the instances where dis- 
tances were disregarded. It said the port differentials were 
arbitrary, fixed and uniform. It said that except on the first 
two classes, westbound, they were not graded to correspond 
with the different class and commodity rates and had not fluctu- 
ated with fluctuations in those rates. The report said it might 
be conceded, that they “are the result of compromise, arbitra- 
tion, and agreement, resorted to as the only means so far found 
of averting rate wars.” It said they did not accurately reflect 
transportation conditions, first, because they were uniform, and 
second, because the lesser distances from differential territory 
to Philadelphia and Baltimore, as compared with New York 
and Boston, were reflected only in part. 

As to revisions, it thought they should be made notwithstand- 
ing that the complainants did not specifically ask for such relief, 
the Commission said: 


In the present proceeding there is no evidence that the rates under 
attack are either unreasonably high or unreasonably low. The real 
issue is whether undue preference and prejudice exist. In view of the 
very substantial advantages in distance from differential territory 
which Philadelphia and Baltimore enjoy, as compared with New York 
and Boston, and as compared with the total hauls, we are unable to 
find that there is anything unlawful about the port differentials in 
favor of Philadelphia and Baltimore. Compared with the advantages 
in distance the present differentials in many cases are relatively small. 
There are, however, certain situations which merit special discussion. 

One of these situations is presented by the application of the port 
differentials to traffis originating at or destined to points west of the 
Mississippi River. It is a recognized principle of rate making that the 
effect of differences in distance diminishes as the total length of haul 
increases, in other words, as the percentage of difference decreases. 
Differentials in distance which are of major importance in a 200-mile 
haul sink into insignificance in a 1,000-mile haul, and rates are com- 
monly so constructed. This is well illustrated by the fact that from 
all the territory east of Denver there are no differences in the rates to 
the various ports on the Pacific coast. Yet, for hauls of equal length 
between points in western territory and the north Atlantic ports, port 
differentials are maintained for lesser differences in distance. This 
comes about very largely from the fact that the rates to the Pacific 
ports are ordinarily joints through rates, whereas the rates to the 
Atlantic ports from points in interior western territory are quite 
largely combinations on the Mississippi River or Chicago. 

It is true that the through rates from and to these western points 
are specifically excepted from attack in the complaints, but that is 
only because, as is likewise specifically stated, they happen to be made 
so largely upon the combination basis and the factors east of the river 
are under attack. These eastern factors, so far as they apply to 
traffic to and from western territory, are often published as propor- 
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tional or reshipping rates distinct from the local rates, and where they 
are not now so published they could easily be made to take that form. 
Being thus made applicable only to traffic originating at or destined 
to points in western territory, they are or would be subject to different 
circumstances and conditions than attach to the corresponding local 
rates. It is arguable that we could, under the allegations of the com- 
plaints, make a finding and order with respect to such proportional 
or reshipping rates which would, in practical effort, amount to a 
finding and order with respect to the combination through rates to 
and from points in western territory; but our power to do this is, 
doubtful. In order that further litigation may, if possible, be avoided, 
however, we feel that we are justified in expressing an opinion 
with respect to these rates to the extent that they are covered by 
evidence of record. K ; 

As has been seen, complainants without objection introduced 
exhibits showing that from eight representative points west of the 
Mississippi River the average distances are 1,582 miles to Boston, 
1,508 miles to New York, 1,460 miles to Philadelphia, and 1,418 
miles _to Baltimore. New _ York’s average advantage in distance 
over Boston from these points is 74 miles, or 4.95 per cent; Phila- 
delphia’s is 122 miles, or 8.38 per cent; and Baltimore’s 164 miles, 
or 11.57 per cent. From St. Paul, Fargo, Denver and Salt Lake 
City no one of the ports has an advantage of 10 per cent in distance 
over Boston. So far as the hauls by lines in western territory are 
concerned, they are the same whether the traffic moves to or from 
Boston, New York, Philadelphia, or Baltimore. The differences in 
transportation conditions relate solely to the hauls in official terri- 
tory and are fully covered by the present record. It is also a matter 
of common knowledge, and indeed of record in this proceeding, that 
grain and grain products move for export to the north Atlantic 
ports from much of western territory. Having in mind the special 
circumstances and conditions which surround export traffic, the 
general practices of carriers with respect to such traffic, and the 
relative insignificance of the differences in total lengths of haul, 
these differences in distance might well be ignored in the case of the 
through export rates on grain and grain products applicable from all 
points in western territory to the north Atlantic ports. Certainly 
there can be no doubt as to the propriety of this conclusion if it 
be confined to that portion of western territory where the distance 
advantage of any one of these ports over Boston is 10 per cent or 
less. From Boston’s point of view the latter finding would be nearly 
as advantageous, for the portion of western territory so defined 
would include the principal points from which Boston could rea- 
sonably expect to draw grain or grain products. 

We have little hesitation, therefore, in expressing the opinion, 
based upon the facts of record, that the carriers should take steps, 
either by the publication of joint through rates or by appropriate 
adjustment of the present combination rates, to equalize the charges 
on grain and grain products moving to the north Atlantic ports for 
export from points west of the Mississippi River, where the advantage 
of any one of the ports, as compared with Bosotn, in total length of 
haul is 10 per cent or less. As a matter of convenience in tariff pub- 
lication, this could no doubt be done by designating a certain section 
of western territory, embracing chiefly what are known as the North- 
western States, from which the new rate adjustment would be 
applicable. 

The ex-lake rates on grain in bulk from Buffalo for export also 
merit special discussion. These rates apply on grain carried to Buffalo 
by water. They are as follows: To Boston and New York, barley, 17.08; 
oats, 16.63; wheat, 15.17; corn and rye, 14.79; to Philadelphia and 
Baltimore, 0.5 cent lower in each instance. No rate on ex-lake grain 
> — Pe oer is yp ao Mg any New England port except 

s , and no rates are specifically applicable on ex-lake er. - 

ae * = yA of ot —s rr ogg ports. sania 
e distances from Buffalo to the four princi 

differently by the parties. reel ports are stated 


The short-line distance 
shown by tariffs on file with us are: vee ee 


Route—Buffalo to Boston, West Shore, Rot 
ton & Maine, distance, 479 miles; Buffalo to N 
411 miles; Buffalo to Philadelphia, Lehigh Valley, Bethlehem Reading 
431 miles; Buffalo to Baltimore, Pennsylvania, 408 miles. ; ; 

The distance to Boston exceeds that to Baltimore by 17.4 per 
Seca ten tee eee one py Any per cent. The average dis- 
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a and Baltimore, which ar i 
grouped in this adjustment, by 6.1 per cent. 7 


The average rate on these grains to Boston and New York i 
15.92 cents; to Philadelphia and Baltimore, 15.42 cents. The tone 
mile earnings from these average rates computed by usin the 
above distances are, in mills, Boston, 6.64; New York, 7.74; Bnila- 


delphia, 7.15; and Baltimore, 7.55. No clai i 
on aienneie te claim is made that the rates 


The domestic class rates from Buffalo to New York Philadelphia 
and Baltimore are the same. Th h : 
haar ween ose to Boston are higher by the 

reas ay 2, se: § 2.5¢; 4, 2.5c; 5, 2.5¢; 6, 2c. 

vO export class rates are published from Buffalo to N 
Philadelphia, or Baltimore, all class traffic moving on the yp nn 
rates. Export class rates are published to Boston the same in amount 
as the domestic class rates to the three other ports. No import 
class rates are published from the four ports to Buffalo and the 
domestic rates, which are the same as the eastbound domestic 
rates, are applied on all class traffic. The export commodity rates 
to the four parts are the same on many commodities, such as manu- 
factured iron and steel articles, iron and steel billets pig iron, lumber 
packing-house products, soda ash, chloride of calcium, and petroleum 
and its products. 


Effective June 25, 1918, during Federal control, the export rates 
from Buffalo were canceled and domestic rates became applicable. 
When export rates were restored, a rate of 16 cents from Buffalo 
to Boston, New York, Philadelphia, and Baltimore was made effec- 
tive on export flour milled from ex-lake wheat. From June 10, 
1921, when this rate equalization became effective, to the end of 
that year 2,619 cars of export flour milled from exlake wheat were 
shipped from Buffalo. Of these, 2,561 carloads moved to New 
York, 17 to Philadelphia, 41 to Baltimore, and none to Boston. 
From January 1 to October 31, 1922, 5,524 carloads moved to New 
York, 26 to Philadelphia, 72 to Baltimore, and none to Boston. 

Similar rates on ex-lake grain in bulk, for export, are published 
from West Fairport, Ohio, and Erie, Pa. The distances from Erie 
to New York, Philadelphia, and Baltimore, respectively, are 506, 
458, and 435 miles. From West Fairport to the same ports, respec- 
tively, they are 635, 604, and_465 miles. No export rates are pub- 
lished to Boston on this traffic from either point. From Erie the 
same rates are applied to New York, Philadelphia, and Baltimore 
as from Buffalo. From West Fairport the Buffalo rate is applied to 
Philadelphia and Baltimore, but not to New York. 

It has been suggested that the port differentials are based upon 
the advantages in distances which Philadelphia and Baltimore enjoy 
in comparison with New York rather than Boston, New York being 
the port whose competition they chiefly fear. It is quite clear that 


terdam Junction, Bos- 
ew_ York, Lackawanna, 
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such differences as exists in the distances from Buffalo to New York, 
Philadelphia, and Baltimore do not justify differences in_ rates: 
It is also clear that the difference in average distance from Buffalo 
to New York and Boston as a group and to Philadelphia and Balti- 
more as a group is not large enough to justify a difference in rate. 
Considerang Boston alone, Baltimore’s advantage in distance from 
Buffalo of 17.4 per cent and Philadelphia’s advantage of 11.2 per 
cent might, perhaps, offer support for some slight difference in local 
rates. But when it is borne in mind that the ex-lake rates in ques- 
tion do not apply to local traffic but only to grain which reaches 
Buffalo by boat, and that the bulk of this grain undoubtedly originates 
in northwestern territory, from which we have already indicated 
that the differences in total length of haul to the north Atlantic 
ports are not sufficilent to justify port differentials, or in Canadian 
territory from which port differentials do not now obtain, it be- 
comes clear that the comparatively small excess of distance from 
Buffalo to Boston is likewise an insufficient reason for differences in 
these rates. In other words, the ex-lake rates are in the nature of 
proportional rates and are made lower than the local rates because 
they apply to portions of much longer total hauls. The conclusion 
that differences in these export ex-lake rates are not justified is 
supported by the fact that to Boston, New York, Philadelphia, and 
Baltimore the export rates from Buffalo are quite generally equalized, 
as they are, indeed, from Pittsburgh. ; 

Other than the comparison of distances there are three principal 
grounds of opposition to any order requiring the equalization of 
these ex-lake rates on grain. One is that equalization would be of 
no benefit to Boston, but would instead tend to divert all this traffic 
to New York. This contention is based upon the experience with 
flour milled from ex-lake wheat, as shown above. This experience, 
confined as it is in this record to a brief period following the change in 
rates and to one particular form of traffic, hardly furnishes a safe 
basis for a general conclusion. And even if it did, we have never 
regarded the fact that a particular community may reap most of the 
benefit as a reason for failure to require a just and reasonable change 
in rates. Boston is fairly entitled to equal opportunity at Buffalo, so 
far as this ex-lake grain is concerned. Conceivably it may not avail 
itself of this opportunity, but we are certainly not justified in fore- 
casting a failure in this respect and still less are we justified in using 
such a forecast as a reason for withholding what we would otherwise 
accord. 


A second ground of opposition is the fact that the Buffalo ex-lake 
rates also apply from Erie and West Fairport. As shown above, 
this is only true in part. Neither of these lake ports has the Buffalo 
rates to Boston, and West Fairport does not have them to New York. 
The distance from West Fairport to Philadelphia is greater than the 
distance from Buffalo to Boston, and to Baltimore it is only slightly 
less. Buffalo is the lake port of major importance. The fact that 
these minor ports in disregard of distance are given the benefit of 
the Buffalo rates to a certain extent is not a reason for failing to make 
a change in those rates which the evidence shows to be just. 


A more serious objection is the fact that the New York Central, 
which is the rate-making line from Buffalo to Boston, is not the rate- 
making line from Buffalo to either Philadelphia or Baltimore. It 
can not control the rates to those north Atlantic ports. Nor can the 
earriers which operate over the direct rate-making routes to Phil- 
adelphia or Baltimore control the rates from Buffalo to Boston. In 
such a situation it is claimed, and we think correctly, that it is im- 
posible to find that defendants, or any of them, unduly prefer 
Baltimore and Philadlephia over Boston to the undue prejudice of 
he latter. . 

_ The situation is one which might be corrected by the exercise of 
our power to fix minimum rates granted by the transportation act, 
1920. But complainants have not invoked the exercise of this power. 
Under the circumstances we are driven to the conclusion that there 
is no finding which we can make which can serve as a basis for an 
order in this proceeding. The facts are all before us, however, and 
they warrant an expression of opinion in the hope that further liti- 
gation may be avoided. That opinion is that no adequate reason 
exists for port differentials in favor of Philadelphia and Baltimore 
in the case of the ex-lake rates on grain in bulk from Buffalo for 
export. ; 

p Turning to the allegations with respect to the Canadian ports: 
By section 1 of the interstate commerce act it is declared that its 
provisions shall— 


“apply to common carriers engaged in the transportation of * * * 
property wholly by railroad * * * to any place in the United States 
* * * from a foreign country, but only so far as such transportation 
* * * takes place within the United States.” 


We are unable, therefore, to control the acts of carriers within the 
Dominion of Canada, but we can require carriers so far as they op- 
erate within the United States to cease from participating in rates 
which unduly prefer Canadian points to the undue prejudice of points 
in the United States. The export and the import rates between 
points in differential territory and Montreal are lower than the 
corresponding Boston rates, but Montreal has a distinct advantage 
in distance over Boston. We are unable to find that these rates 
unduly prefer Montreal. In the case of St. John and Halifax, 
however, Boston has so great an advantage in distance over both 
these ports that there is plainly no justification for the existing rate 
adjustment from the point of view of cost of service. Certain points 
in differential territory, however, such as Chicago and Detroit, are 
served directly by the Canadian railroads, which have no control 
over the rates to Boston. In Central Railroad Company of New Jersey 
vs. United States, 257 U. S. 247, the Supreme Court said, in part: 


“Discrimination may, of course, be practiced by a combination of 
connecting carriers as well as by an_ individual railroad; and the 
Commission has ample power under §3 to remove discrimination so 
practiced. * * * : 

“What Congress sought to prevent by that section, as originally 
enacted, was not differences between localities in transportation rates, 
facilities and privileges, but unjust discrimination between them by 
the same carrier or carriers. Neither the transportation act, 1920, 
* * * 41 Stat. 456, nor any earlier amendatory legislation, has changed, 
in this respect, the purpose or scope of §3.” 


Applying this language to the present complaint, it is evident that 
undue prejudice can not be found as to rates between St. John or 
Halifax and points in differential territory which are reached | the 
Canadian lines. But there are many other points in differential ter- 
ritory where the routes to these Canadian ports are made up in 
part of lines within the United States which have control over the 
rates to and from Boston. In such instances, the differences in dis- 
tarice amply warrant a finding of undue prejudice against Boston, 
provided the evidence shows that Boston is injured by the present 
relationship. In our opinion, the record is lacking in such evidence. 
It does not appear that St. John and Halifax attract any substantial 
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amount of import and export traffic to and from differential territory. 
In default of such evidence, we are unable to make a finding that 
the present adjustment of rates to these Canadian ports results in 
undue prejudice to Boston. < 

Very much the same situation exists with reference to the south 
Atlantic and Gulf ports. To some extent these ports are reached 
from points in differential territory by lines of railroad which have 
no control over the rates to Boston. In such instances, there is no 
basis for a finding of undue preference of the south Atlantic and 
Gulf ports and undue prejudice to Boston. In other instances, the 
haul from the point in differential territory to the Ohio River, at 
least, is performed by a carrier which can control the rate to Boston. 
In such cases, in view of Boston’s advantage in distance and trans- 
portation conditions, there is a basis for a finding of undue preference 
and prejudice, provided it can be shown that Boston suffers injury 
from the present relationship. In our opinion, the record does not 
contain evidence which indicates that the south Atlantic and Gulf 
ports attract a substantial amount of export traffic from differen- 
tial territory which would, if the rate adjustment were corrected, be 
likely to move through Boston or other north Atlantic ports. In 
default of such evidence we are unable to make a finding of undue 
preference and prejudice with respect to the rates to these south 
Atlantic and Gulf ports. 


Upon the issues presented and the record made we find that the 
rates assailed are not unjust, unreasonable, or unduly prejudicial 


to the New England ports or unduly preferential of the .other ports, 
as alleged. 


Commissioner Hall, concurring, said that in this report the 
Commission had dealt with three different complaints present- 
ing three distinct issues. He said that the allegation of unrea- 
sonableness was practically, abandoned by complainants’ counsel 
at the opening of the hearing and again at the argument. That, 
he said, left, as live issues, in the main complaint, undue preju- 
dice to Boston and other New England ports, and undue pref- 
erence of Philadelphia and Baltimore in the relationship of ex- 
port and import rates, as between those ports from and to 
differential territory. The second complaint, he said, pre- 
sented similar issues ag between Boston and certain Canadian 
ports, but that in those issues, Philadelphia and Baltimore in 
no wise were involved. The third, he said, was confined to 
export rates from differential territory to Boston and the other 
New England ports as compared with such rates to south At- 
lantic ports, including those at Hampton Roads, and to Gulf 
ports. There again, he said, Philadelphia and Baltimore were 
in no wise involved. In those complaints, he said, as in the 
main complaint, the live issues were undue prejudice to Boston 
and undue preference of the other ports named. The rate- 
making lines to Philadelphia and Baltimore, he said, did not 
reach Boston. The rate-making lines to the Canadian ports, 
he said, were beyond the Commission’s jurisdiction. The rate- 
making lines to south Atlantic and Gulf ports did not serve 
Boston. The undue prejudice to Boston alleged in the main 
complaint where the port differentials in favor of Philadelphia 
and Baltimore constituted the gravamen of offense, presented 
an issue which could not be affected by what those or other 
defendants did in meeting competition at Canadian ports or 
south Atlantic ports. He said the massing together of the sep- 
arate issues for collective treatment and the development of 
a proposal for port equalization tended to confuse and blurr 
the issues separately presented in the several complaints. He 
said he concurred in the finding upon those issues, the only 
issues which the three sets of defendants and the various ports 
affected, had been called upon to meet or in which they had 
been heard. 

He said he did not concur in what seemed to be a complete 
judgment of such issues as might be presented upon proper 
complaint in respect of export rates on grain and grain products 
from the west to Boston, as compared with other ports or of 
the Commission’s minimum rate-making powers were properly 
invoked as to export rates on ex-lake grain to Boston. 

Commissioners Esch and Cox authorized Mr. Hall to say 
that they joined in that expression. 


LARGER DIVISIONS ALLOWED 


The Commission’s decision in No. 18972, Alabama & Missis- 
sippi et al. vs. Atchison, Topeka & Santa Fe et al., opinion No. 
10098, 95 I. C. C. 385-404 (Traffic World, Feb. 14), increasing 
the divisions of the southern lines out of the joint lines from 
Pacific coast points to the southeast, is a favorable culmina- 
tion of a fight the southern lines have waged on that subject 
ever since their return by the government. The joint trans- 
continental rates, particularly the eastbound rates, Commis- 
sioner Lewis pointed out in his report, were ordered by the Di- 
rector-General, without the consent of the individual carriers, 
while he had control of them. At the time much comment was 
made by Railroad Administration officials as to the favor they 
were giving the southeastern part of the country in giving it a 
line of rates equivalent to the rates from transcontinental ter- 
ritory, to groups north of the Ohio and Potomac rivers. 

For the purpose of stating’ the rates the southern terri- 
tory was divided into three great groups, corresponding roughly 
with the three large groups north of the Ohio and Potomac. 
They were known as groups A, B, and C. For divisional pur- 
poses the southeast was divided into nine numbered groups 
and divisions were stated in percentages of the whole rates. 
Prior to the establishment of joint rates rates were made with ex- 
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ceptions, on the basis of the rate to the river, plus a proportional 
the southern lines were willing to take, generally about 80 per 
cent of their locals. The rates were divided, as made. That 
is, the southern lines took eighty per cent of their locals if 
eighty per cent represented the rates they were to apply on 
that kind of traffic. The present percentages, as reported by the 
complainants are as follows: 


East St. Louis 


East of Memphis 
To divisional Distance Per- 


Distance Per- 


New Orleans?! 
Distance Per- 


group Miles centage Miles centage Miles centage 
Mh. Sivusnewn tones 236 12 256 15 609 18 
: a a ~ 350 15 190 12 490 15 
eer 553 18 336 15 161 12 
Se Seer 363 15 465 18 766 21 
oe See 536 18 340 15 460 18 
Ok, ae 634 21 433 18 442 15 
DER Wiaveidis cco. aw ele 897 29 790 25 885 29 
ee 802 27 538 25 700 27 
Ps Bina vcackwweren 893 29 697 27 620 25 





_ 7Same percentages applicable east of Natchez and Vicksburg, 
Miss., and Baton Rouge, La 


The complainants contended that it was improper to base 
the divisions to be paid to them on the divisions applied in 
Official Classification territory, which is what they contended, had 
been done. They said that if divisions to Official Classification 
territory were to be the guides, the divisions to the southern 
lines should be at least twenty per cent higher so as to give 
recognition to the differences in traffic density between the 
two sections. In disposing of the case the Commission said: 


The evidence justifies the continuance of the plan of grouping 
the southeast and fixing divisions on a percentage basis to the several 
groups. Under such a plan carriers are relieved of much computa- 
tion and no difficulties are encountered when changes in rate levels 
are made. The boundaries as now maintained appear to be satisfac- 
tory to both complainants and defendants. They are substantially 
as agreed to during the negotiations of 1902. 


From a consideration of all the facts and circumstances presented 
we find that the present divisions accorded complainants out of joint 
eastbound transcontinental class and commodity rates here involved 
are unjust, unreasonable, and inequitable as between complainants 
and defendants, and that for the future the just, reasonable, and 
equitable divisions of the said joint rates to which complainants will 
be entitled are the following percentages of such joint rates, subject, 


however, to the local rates from the respective gateways to destina- 
tion points. as maxima, 


East of East of East of 
_ East St. Louis Memphis New Orleans? 
Divisional group Per cent Per cent Per cent 
Re nS AES EC BES CRE pepe neem tote 14.5 a 21 
nt ME at swig divssiiinwacine ea eieina btm 19 14.5 19 
EG Nawieowaws ene eeaed seeebwakawed 21 19 14.5 
a Pg a.o:s din a eatetreierm sca eetiareccolaaceie 19 19 24 
UN Mints a aioe erAcisig emus seeitiea ales 21 18 21 
MR MRS a woes bisa Je saeweeabieene 24 20 20 
NG rar ns ec Sars alae ee 29 28 29 
OS A EE er reer rer ais 28 25 27 
DMR Win latahersishatsreutriaeievstas eee haben 29 27 25 





1Same percentage via Natchez, Vicksburg and Baton Rouge. In 


disposing of fractions the same method should be used as indicated 
in circular 37-E. 


We further find for the future the just, reasonable, and equitable 
divisions to which defendants will be entitled out of said joint rates 
will be their present divisions reduced, respectively, by the amounts 
by which complainants’ corresponding present divisions are increased. 
_ As has been shown, effective May 1, 1922, the central and trunk- 
line carriers were accorded increased divisions east of Chicago on 
transcontinental traffic, and it was stated on behalf of the trans- 
continental lines that they were agreeable in so far as Groups 1 to 6, 
inclusive, were concerned to making similar increases retroactive to 
the southeastern carriers. It is assumed that this will be done. 


SWITCH CONNECTION ORDERED 


The Commission, in No. 15552, J. K. Dering Coal Company 
vs. Cleveland, Cincinnati, Chicago & St. Louis, mimeographed, 
has held that, upon the facts of record, that a switch connec- 
tion for which the complainant asked, between the track con- 
structed by it from its coal mine near Eldorado, IIl., and the 
line of the defendant, is reasonably practicable, can be put in 
with safety, and will furnish sufficient business to justify the 
construction and maintenance of that connection. The order in 
the case requires the defendant to construct the connection 
not later than May 12 and to maintain and operate it. 


Between 28 and 30 million tons of coal are estimated to be 
in the undeveloped holdings of the complainant. The operation 
is now served by the Illinois Central. The mine was constructed 
to produce, it was said, 4,000 tons per day but that it had pro- 
duced not more than 2,800 tons per day. The principal reason 
advanced for its failure to reach the maximum were that the 
Illinois Central had been unable to furnish cars and that by 
reason of the refusal of the defendant to make the connection 
the complainant had been shut out of markets reached by the 
Big Four. The complainant heretofore unsuccessfully tried to 
obtain the status of a joint mine. Then it built a track as 
near to a connection with the defendant as possible and then 
applied for a switch connection in accordance with the terms 
of the first section of the interstate commerce law. 

The Commission said the defendant owned approximately 
39,000 acres of coal land adjacent to its right-of-way in Saline 
county, the county in which lie the holdings of the complainant. 
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Some of the land, the report said, had been leased to the O’Gara 
Coal Company, on a royalty basis. 

“It opposes the installation of the connection,” says the 
report, “apparently for fear that the (Illinois) Central might 
some day operate over complainant’s line, and in connection 
with the (Southern Illinois Railway &) Power Company, reach 
these valuable coal properties.” The fear about the use of the 
power company’s railway line arises from the fact that the track* 
built by the complaining coal company crosses the right-of-way 
of both the Illinois Central and the power company lines. The 
power company lines parallels the line of the defendant. 

Among the contentions made by the defendant was that the 
construction of the mine track came within the provisions of the 
law relating to the construction of new railroads or extension of 
existing lines; in other words, that the track was really an exten- 
sion of the line of the Illinois Central. In disposing of that con- 
tention the Commission said the Illinois Central was not before 
it seeking authority to operate over the mine track and advised 
the parties to see United States et al. vs. Pennsylvania, decided 
by the Supreme Court of the United States, November 17, 1924. 

The defendant also contended that it was not prepared to 
handle additional tonnage such as might come to it if the con- 
nection were ordered. 

In summing up just before the finding that the connection 
should be made, the Commission said: 


Defendant’s position with respect to the inadequacy of its fa- 
cilities to handle additional tonnage, and its fear of losing: some of 
its tonnage to the Central if the latter should operate over complain- 
ant’s track are difficult to reconcile. In 1922 the division superin- 
tendent recommended increased facilities for the Harrisburg Yard, 
but it will be noted that hotwithstanding the fact that the facilities 
at that time were said to be overcrowded that a maximum tonnage 
was handled in January, 1924. Again defendant fears a loss of some 
of its traffic to the Central, which would offset any traffic delivered 
to it by complainant. Thus, while claiming its facilities are inadequate 
it is fearful of losing some of its business. 

In Imperial Wheel Co. vs. St. L. I. M. & S. Ry. Co., 20 I. C. C. 
56, we said: “If the prerequisite statutory conditions exist the con- 
nection must be made whether desired by the carrier or not.” In 
Schlicher vs. Director General, 62 I. C. C. 181, we said: ‘‘But as con- 
strued by us in several cases, the shipper must construct his side track 
before the carrier is obligated to grant him the switch connection.” 


CAR DISTRIBUTION CASE 


The Commission has dismissed No. 14709, Ayrshire Com- 
pany vs. Southern Railway Company, mimeographed, finding that 
the practices of the defendant in the period between September 
1, 1922, and March 31, 1923, in connection with the distribution 
of coal cars to designated mines operated by the complainants, 
in Indiana, were not unreasonable or unduly prejudicial. The 
report also covers No. 14857 J. Woolley Coal Company et al. vs. 
Same. The complainants have mines on the Southern railway 
system lines. 

The conditions against which the Southern struggled were 
those created by the strikes of the coal miners, the railroad shop- 
men and the service prders of the Commission, issued when the 
Commission was of the opinion that its intervention was re- 
quired to assure a supply of coal for the essential services. The 
Southern suggested that the period covered by the service orders 
be excluded from any finding the Commission might make as to 
the quality of car distribution made by it. 

An added complication was that created by the fact that the 
Southern, in the period covered by the complaints, took its fuel 
supply from one of the mines alleged to have been preferred in 
the distribution of cars. The allegation that preference was 
given to the mine from which railroad fuel was taken was sup- 
ported, in part, by a railroad report which the Commission said 
was inaccurate. 

The Commission, citing language employed by it in North- 
ern West Virginia Coal Association vs. P. R. R., 60 I. C. C. 573, 
said it was not always possible for carriers to furnish particular 
mines their exact quota of cars in periods of car shortage, and if 
shortages or overages were adjusted with reasonable prompt- 
ness a carrier might be said to have fulfilled its duty. The ques- 
tion for determination was whether or not overages and short- 
ages in car distribution were adjusted within a reasonable time 
under the prevailing circumstances. Ordinarily, it said, the 
carriers could adjust shortages within a comparatively short 
period, and certainly not to exceed thirty days. 

Unusual conditions which prevailed before and in the 
period, the Commission said, were such as to make the equaliza- 
tion of car supply sooner impossible. It embodied a table in 
its report to show the distribution and commented upon the 
facts that seemed to be brought out by the table to show that 
one of the complaining mines received a larger percentage of 
cars than the Illinois-Indiana district or the average for the 
Southern system. In disposing of the case the Commission 
said: 


Both complaints allege in effect that mines in the same dis- 
trict were preferred. In No. 14709 the Sunlight Coal Company 
was specifically named. In No. 14857 the designation was gen- 


eral. 

It is the practice of defendant to obtain its fuel coal in the 
vicinity where it is used. In Indiana during the period of the 
complaint defendant secured its fuel exclusively from the Sun- 
light Coal Company. The Ayrshire Company in support of its 
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allegation introduced figures taken from defendant’s monthly 
report. This report, as we have shown, is inaccurate. The 
burden of proving this allegation rests upon complainants and as 
the supporting figures are incorrect, it is impossible for us to 
make a finding thereon. 

Complainants in No. 14857 allege that defendant failed to 
provide transportation upon reasonable request therefore, but 
no evidence was offered to support this contention. The record 
shows that the number of coal or open top cars per mile of road 
owned by representative railroads serving bituminous fields is 
greater than that of defendant. However, no finding that 
defendant’s equipment is inadequate can be based on that fact. 
It does not take into consideration whether the lines are similar, 
the quantity of coal tonnage originated per mile of line, nor does 
it consider the length of haul involved. 

The Woolley company complaint also alleges in effect that 
defendant failed to count each and every car furnished to and 
used hy each mine served by it during the car shortage period, 
but no evidence was offered in support of this allegation. A mere 
contention unsupported by proof is insufficient. 

Upon the record and in view of the conditions then existing, 
we find that defendant’s practice of distributing cars during the 
period covered by the complaints was not shown to have been 
unreasonable or unduly prejudicial to complainants. 


CIRCUITY RELIEF GRANTED 


With Commissioner Campbell dissenting, the Commission, 
in a report on fourth section application Nos. 12289 and 12293, 
by means of fourth section order No. 9070, opinion No. 10096, 95 
I. C. C. has granted relief to the Southern Pacific and its con- 
nections, as to traffic, on class rates and on specified commodity 
rates, between Utah common points and points in California and 


Oregon. The fourth section permission is limited by certain 
provisos. 


The relief will enable the longer lines of the Southern 
Pacific to compete with the shorter lines of the Union Pacific, 
in the hauling of traffic to and from Utah common points to Los 
Angeles on the south and Portland on the north. Salt Lake City 
is the most important point in the common-point territory, 
known as group No. 5 in the Gomph agency tariff. 

In their petition the applicants said they could not make 
their rates any higher than those applicable over the direct 
routes, if they were to be allowed to compete with the short 
line. The short line, they said, could offer faster service as an 
inducement to use its routes. They further asserted that under 
the proposed adjustment, shippers at some intermediate points, 
would obtain the advantage of having the option of two routes 
where they now had only one. 


The lowest rate proposed, the report said, was that of $5.25 
per long ton, minimum capacity of the car, on pig iron, from 
Springville, Utah, to Los Angeles. Other low rates also pro- 
posed between the same points were $5.70 on scrap iron, $6.20 
per ton on brick and $5.70 on reclaimed cans. The Commission 
said they were admittedly low rates and not representative of the 
general level of proposed commodity rates. The applicants, how- 
ever, thought they would be reasonably compensatory and would 
yield some profit over and above the cost of transportation. 
In support of those rates the applicants submitted an exhibit 
operating expenses and revenue and non-revenue tons of freight 


for eleven months in 1922. In disposing of the case the Com- 
mission said: 


We are not convinced, however, that respondents have, on this 
record, shown that the proposed rates on pig iron, scrap iron, and 
brick from Springfield would be “reasonably compensatory” within 
the meaning of the fourth section of the act as amended and relief 
with respect to these rates will be denied. 


_ Applicant states generally that if the requested authority is granted 
it will not result in the increase of a single rate but in numerous 
instances will cause reductions; that it is necessary to meet the 
rates maintained by the direct route, if any traffic between the com- 
petitive points is to be secured; that the rates proposed to and from 
intermediate points are reasonable and to reduce them to the level 
of the competitive rates would create undue prejudice with respect 
to San Francisco and other communities; that the proposed rates 
between competitive points are reasonably compensatory and will 
result in increased net revenue for applicants; that the proposed 
changes will benefit not only the terminal points but certain higher 
rated intermediate points by making available an additional route 
for shipments; and that we have previously granted similar relief 
in certain decisions to which reference is made. 

The commodity rates to many of the intermediate points are 
excessive in comparison with the proposed competitive rates. . 

The applicant will be granted relief to establish and maintain 
cass rates between the competitive points the same as the rates con- 
temporaneously maintained between the same points by the direct 
line, but not lower than the proposed rates between the said points, 
and to maintain higher rates from, to, and between intermediate 
points subject to the following conditions: (1) That rates at the 
said intermediate points as to which the haul via the applicant’s 
line or route is not longer than that of the direct line or route be- 
tween the competitive points shall not exceed the rates via the direct 
line between the competitive points; (2) that rates at other inter- 
mediate points shall be graded according to distance and shall in 
no case exceed the rates between intermediate points between which 
the distance is the same as the distance between the competitive 
points via the direct line, by more than 20 cents per 100 pounds for 
each additional 100 miles or fraction thereof; (3) that the present 
rates at intermediate points shall not be increased except as may 
hereafter be authorized by us and shall in no case exceed the lowest 
combinatoin. 

The applicant will also be granted further relief to establish 
and maintain commodity rates as shown in the foregoing tables 
between the competitive points, except rates on pig iron, scrap iron, 
and brick from Springville, Utah, and to maintain higher rates at 
intermediate ponits subject to condition 1 as indicated above in 
connection with relief granted as to class rates, and to the further 
conditions (a) that rates at other intermediate points shall be granted 
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according to distance and shall in no case exceed the lowest combina- 
tion; (b) that the present rates at intermediate points shall not be 
increased except as many hereafter be authorized by us; (c) that the 
rate on any commodity at any intermediate points shall not exceed 
the rate on the same commodity from, or to, as the case may be, the 
farther distant competitive point, by any greater amount than the 
class rate on the class to which the commodity belongs, at the 
intermediate point exceeds the rate on the same class at the more 
distant competitive point. 


In his dissent, Commission Campbell said: 


I can not believe that a rate which is reasonable over a route 784 
miles long can be reasonably compensatory over a_route 1,177 miles 
long, or 50 per cent longer than the short route. Hither the rate is 
unreasonably High over the former route or it is unreasonably low 
over the latter. Certainly there is a limit beyond which a rate rea- 
sonable for the short route becomes less than reasonably compensa- 
tory for the circuitous route. By supplemental orders in Brick and 
Clay Products in the South, 88 I. C. C, 548, we set that limit on 
brick and clay products in southern territory at 70 per cent circuity 
where the short-line distance is 150 miles or less and 50 per cent cir- 
cuity where the short-line distance is over 150 miles. For long hauls, 
such as those involved in these applications, I believe relief from the 
long-and-short-haul provision of the fourth section, where accorded 
on the ground of circuity, should be limited to routes not more than 
$3144 per cent circuitous. I take hatt view, first, because I do not be- 
lieve a reasonable rate over the short route can be reasonably com- 
pensatory over a circuitous route which is longer than the short route 
by more than 33% per cent; and, second, because I am convinced that 
such a circuitous haul would be uneconomical and inefficient trans- 
portation from which our sanction should be withheld. In view of 
those considerations, and since all of the circuitous routes over which 
the Southern Pacific is asking relief in these applications are 50 
per cent or more longer than the direct route, I am of the opinion 
that both applications should be denied. 


No objection was made to gran of the fourth section relief 
either by the direct line or by any of the intermediate points at 
which, under the order, the Southern Pacific will be permitted to 
maintain higher rates. The Southern Pacific entered three 
appearances at the hearing, but, according to the report, there 
were no appearances in opposition. 


ILLINOIS TERRITORY MINIMA 


The Commission, in a mimeographed report on I. and S. 
No. 2253, minimum weights on canned goods and vinegar in 
Western Trunk Line territory, has condemned, ag not having 
been justified, the proposed increased carload minimum weight 
in connection with commodity rates applying between points in 
Illinois Rate Committee territory, on canned goods of various 
kinds, vinegar, and specified packing-house products. The re- 
port also covers I. and S. No. 2323, same title, No. 2, in which 
the parties to Burlington I. C. C. No. 15978, proposed an in- 
creased minimum of 40,000 pounds in connection with a few 
rates in this territory on canned fruits and vegetables, straight 
carloads, or mixed carloads with pickles, kraut, vinegar or 
kraut brine. The Commission initiated the last mentioned pro- 
ceeding on its own motion. The respondents, however, it said, 
agreed to submit it in connection with the leading case. 

An increase in the minimum applicable to the commodity 
rates ‘to 40,000 pounds was proposed so as to make the mini- 
mum the same as that under the class rates. In this territory 
the Illinois Classification governs. It carries a fifth class mini- 
mum of 36,000 pounds, on various canned goods, the same as 
the three big classifications. In this territory, however, there 
are commodity rates higher than the class rates on a lower 
minimum of 30,000 pounds. There are exceptions to that mini- 
mum in connection with these commodity rates higher than the 
class rates. The schedules were suspended on the protest of 
the Burlington Shippers’ Association, Illinois rate terrifory 
including west bank points such as Burlington. Other shippers 
and canning organizations appeared at the hearing. 

The commodity rates, on the lower minimum, result, the 
report says, in a lower basis of charges than under fifth class 
on the classification minimum. The situation, the report said, 
would be reversed if the higher minimum were allowed. The 
carriers claimed that such a result would be exceptional and, to 
meet it, the Commission said, they proposed an alternative 
application rule to bring into play the basis that made the 
lower charge. The carriers said that one object of the pro- 
posal was to bring about uniformity. The Commission said that 
an increase in the minimum to the same level, under all rates 
on this traffic was not proposed and that there was no satis- 
factory showing of the extent to which uniformity would result 
if the suspended schedules were allowed to become operative. 
It said the record showed a number of instances of commodity 
rates, subject to a minimum of less than 40,000 pounds, apply- 
ing on this traffic in adjoining territory and between that ter- 
ritory and the territory under consideration. The Commission 
disposed of the case by saying: 


In this connection respondents contend that the commodity rate 
at the commodity minimum should yield not less per car lower than 
the class rate at the class minimum, and that an increased minimum 
in connection with the commodity rates is warranted because the 
level of some of those rates is materially lower than the level of 
the corresponding class rate. But while this defense is predicated 
upon the view that the level of the rates is too low, such testimony 
is also general in its nature and specifies only a few rates. 

Loading of these commodities in excess of 40,000 pounds is con- 
ceded by protestants to be physically possible and they do not object 


THE TRAFFIC WORLD 477 


to that minimum if the rates are readjusted to what they consider 
a proper basis. Pointing to various disadvantages of the higher mini- 
mum, particularly to the fact that many wholesale grocers now pool 
their purchases in order to obtain the benefit of carload rates, they 
urge that the maintenance of commodity rates in excess of the 
fifth-class level, from and to a number of these points as herein- 
above pointed out, clearly discloses that the minimum was considered 
in connection with the rates and that it should not now be in- 
creased without a corresponding reduction in the rates. In fact, they 
maintain that the present rate adjustment is chaotic and should be 
corrected before uniformity in minimum is attempted. According to 
their view, the higher average loading shown by respondents is due to 
the heavier loading to Chicago, St. Louis and certain of the large 
distributing centers, induced, in part, by a relatively lower level 
of rates to those points from the Illinois canning factories. By rea- 
son of the alleged lower level of such rates, it is also contended that 


an increase in the minimum will augment the rate advantage now 
enjoyed by such points. 


The record in this case is meager. Asserting that ‘“‘the carriers 
have not had time to work up complete justification for the change 
* * *,” respondents asked at the hearing that they be accorded fur- 
ther opportunity to present evidence. No application for further 
hearing in conformity with our rules of practice has been recevied. 
In our circular of April 30, 1921, addressed to all parties interested 


and served upon all common carriers subject to the interstate com- 
merce act, we said: 


“Before filing charges in rates the carriers should have considered 
the action, the reasons underlying it and the effects of it so thor- 
ougly as to be prepared in case the changes are protested to im- 
mediately present in full their defense.’’ 


We find that the schedules have not been justified. An order will 


be entered requiring their cancellation and discontinuing these pro- 
ceedings. 


HEAVY COAL REPARATION 


A finding of unreasonableness, undue prejudice, an award of 
reparation and an order requiring the establishment of new rates 
not later than April 20, have been made in No. 13158, Nelson 
Fuel Company et al. vs. Chesapeake & Ohio et al., as to rates 
on coal, from mines on the Greenbrier & Eastern. The finding 
was that the rates were and for the future would be unreasonable 
and unduly prejudicial to the extent they exceeded or might 
exceed the group rates contemporaneously maintained from 
branch line points on the Chesapeake & Ohio in the New River 
district in West Virginia. The award of reparation runs as to 
shipments made between March 1, 1922, and May 12, 1924. Com- 
missioner Hall, dissenting in part, estimated the reparation at 
some $200,000. 

The report, mimeographed, written by Commissioner Camp- 
bell, was on further hearing. It evoked expressions of dissent 
from Commissioner Hall in which Commissioner Eastman con- 
curred, from Commissioner Lewis, who dissented from the award 
of reparation, and from Commissioner Cox, who dissented from 
the finding that the New River group rate should be extended 
to the mines of the complainants, located on the Greenbrier & 
Eastern, The last mentioned connects with the Sewell Valley 
which in turn connects with the Chesapeake & Ohio. The 
original report, 83 I. C. C. 737, condemned the rates for the 
present and for the future but not for the past. The present 
one adds the past and results in the reparation. Rates for the 
future were ordered for February 29, 1924. The case was given 
further consideration on the petition of the Chesapeake & Ohio. 
It alleged changed conditions. An amended complaint was filed 
March 1, 1924, setting forth, Mr. Campbell said, specifically the 
grounds upon which the allegation of undue prejudice was based, 
and a prayer for reparation. The Greenbrier & Eastern is about 
eleven miles long. It had no direct interest, the report said, in 
the mines but that stockholders in the mines had a “considerable 
number of shares” of the railroad company’s stock. It owns 
one locomotive and leases two others. 

Commissioner Hall said that the rates assailed, if looked at 
apart from the district rates, could not be found unreasonable. 
Intrinsically and inherently, he said, they were not impeached 
by anything in the record. He said no rates were mentioned. 
The New River district, he said, was part of the Outer Crescent 
group. Rates from that group, he said, the Commission had 
always said, were lower than any it could prescribe as reasonable 
maxima. After indicating how damage could be proved, he said 
no such evidence as he had indicated was disclosed in the report. 
He disagreed with his colleagues as to the interpretation of the 
rule saying that ordinarily reparation would not be awarded, 
unless prayed for in the complaint. He pointed out that there 
was no prayer of that kind in the original complaint and that 
none was made until the amended complaint was filed in 1924. 
The Commission counted that as part of the original complaint. 
Mr. Hall said that it violated the spirit if not the letter of the 
rule. 

Commissioner Cox, in his dissent, indicated the nature of the 
situation with which the Commission dealt and his reasons for 
declining to go with them in their conclusions. He said: 


We have stated, in other cases, that in considering group rates 
the reasonableness of the rate should be judged by average condi- 
tions. The average distance from the Greenbrier mines is but 1.8 
miles less to Newport News than the average distance to that pooint 
from all mines on defendant’s lines in the district, while on westbound 
coal the average distance from Greenbrier mines is 37.4 miles greater 
than the average distance from the district mines. From only seven 
coal shipping stations in the New River district are the westbound 
hauls greater than the average haul from the Greenbrier mines. The 
westbound movement is substantial and steadily increasing. In ad- 
dition, it appears to me that the operating conditions on the Sewell 





Ar Pale 


ee 


478 THE TRAFFIC WORLD 


Valley are such that the traffic can not be handled nearly as effi- 
ciently and economically from Greenbrier mines as from mines on 
even the most distant branches of defendant’s lines within the district. 
To illustrate, of defendant’s mines the one at Princewick on the 
Stone Coal sub-branch requires the longest branch line service, 42 
miles. From mines on this sub-branch to Stone Coal Junction the 
service is performed by the Virginian for the Chesapeake & Ohio at 
a switching charge under favorable operating conditions. From Stone 
Coal Junction to Tunnel Siding the Chesapeake & Ohio can haul 1,600 
tons in one train and from Tunnel Siding to Raleigh 3,200 tons, or 
about 45 carloads. From Raleigh to Quinnimont, the main line classi-+ 
ficaton point, trains of from 40 to 55 cars are hauled. On the other 
hand, the distance from Marfrance on the Greenbrier to Meadow 
Creek on the Sewell Valley is about 32 miles. Operating conditions 
on the Greenbrier are favorable and to Bellwood on the Sewell Valley, 
5.6 miles from G. & E. Junction, 30 or 35 cars can be hauled. At 
Bellwood, however, the load is reduced to 14 or 15 cars and west of 
Meadow Bridge the number of cars must necessarily be reduced to 7 
because of two double switchbacks. Beyond the switchbacks only 14 
cars are hauled. From this and other evidence I am of the opinion 
that we are not justified in imposing upon the Chesapeake & Ohio 
the burden of dividing the group rate with two independent short 
lines and thus neutralizing the disadvantageous location of com- 
plainants’ mines in order that they may compete at the same rates 
with mines which the Chesapeake & Ohio can serve at less cost. 


INCREASED RATES FORBIDDEN 


A finding of non-justification has been made in I. and S. 
No. 2228, grain from Kansas City to Chicago & North Western 
Railway stations in Iowa, mimeographed, and the carriers have 
been required to cancel the suspended tariffs. The proposal 
was to make an increase of two cents in the proportionals on 
grain and grain products on the ground that the rates now 
in effect, on the Peoria basis, were published by the Wabash, 
without observing the basis authorized by the Chicago & North 
Western. The rates songht to be increased, the report said, 
were published in February, 1924, at the solicitation of parties 
who desired to ship to mills on the Chicago & North Western, 
in Iowa. The latter authorized the Wabash to publish rates, 
on the Chicago basis, it said. Instead, the rates were put in 
on the Peoria basis. It was claimed that the publication on 
the Peoria basis was made by reason of an error in the tariff 
publishing department of the Wabash, the originating line, the 
North Western not reaching Kansas City. 

The North Western, the Commission said, claimed that 
it had been its policy to participate in no joint rates from 
Kansas City to points on its line in Iowa lower than those 
applying to the Chicago group; that the suspended rates were 
proportionals and low, even for application over a single line; 
and that correction should be permitted to the basis originally 
intended and authorized. It claimed that the suspended rates 
were the same as the rates from Kansas City to ten points 
on its line in the territory here considered in connection with 
the Missouri Pacific via Omaha and to four in connection with 
the Chicago Great Western, via Marshalltown, Ia. The Com- 
mission said the witness for the North Western showed that 
that road had published practically no rates on grain from 
Kansas City “except that one in connection with the Missouri 
Pacific.” Thus it was showon, said the report, it was not clear 
that the basis which the North Western was seeking to make 
effective, in connection with the Wabash, was the same as that 
generally maintained by it in connection with other lines from 
Kansas City. It said the earnings under the present rates were 
not inadequate. In conclusion, the Commission said: 


Respondents urge that as the suspended schedules were pro- 
posed to correct an error made in publishing the schedules origi- 
nally they cannot be regarded as providing for increases and that 
there is thus no burden upon respondents to justify increases. 
They rely principally upon this contention and the further conten- 
tion that it is against the policy of the North Western to main- 
tain rates from Kansas City to this territory on a basis other 
than the Kansas City-Chicago basis. 

Respondents’ contention that they are not here called upon 
to justify increases is untenable. Whether the suspended sched- 
ules were intended to effect an increase or not, there would _ be 
on increase in the rates if the schedules became effective. The 
burden or justifying increased rates cast upon carriers by the act 
does not depend upon the purpose or intent of the carriers in 
naming the increased rates. And the fact that the present rates 
may have been established contrary to the policy of the North 
Western is not controlling. The present adjustment over re- 
spondents’ lines is in harmony with the equalization of Kansas 
City and Omaha and is on the same basis as that generally main- 
tained from Kansas City to this territory. The North Western 
has elected to participate in the traffic from Kansas City but 
seeks to do so on a basis which would disrupt the present adjust- 
ment. Respondents have not shown that the present adjustment 
is improper or that the present rates are too low and have 
offered no justification for a different basis over their lines from 
Kansas City to the ‘destination territory. : 

e find that the suspended schedules have not been justified. 
An order will be entered requiring their cancellation and discon- 
tinuing this proceeding. 


JOINT PASSENGER SERVICE 


In a mimeographed report in No. 16530, Puget Sound-Port- 
land Joint Passenger Train Service, in the matter of the appli- 
cation of the Northern Pacific, Great Northern and Oregon-Wash- 
ington Railroad & Navigation Company for authority to estab- 
lish joint passenger train service between Seattle, Tacoma and 
Portland, and to divide the earnings therefrom, written by Chair- 
man Aitchison, the Commission has found that the proposed 
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service and division of earnings therefrom will be in the inter- 
est of better service to the public, promote economy of operation 
and not unduly restrain competition. A contract entered into by 
the three roads was approved, the Commission reserving the 
right to modify or revoke the contract in the future. 

The application was filed under paragraph 1 of section 5 of 
the interstate commerce act. Six trains in each direction daily 
are being operated between Portland and the Puget Sound points, 
the report said. This represents a reduction in the number of 
trains as compared with previous years. Because of inroads 
made upon applicants’ passenger business by bus line and other 
competition, passenger revenues have gradually declined from 
year to year, the report said. 

Chairman Aitchison said there had been no complaint as 
to the reduction in the number of trains but that there had been 
and was considerable dissatisfaction because there was no fast 
trains or trains limited as to stops. He said each carrier recog- 
nized that if it put on a fast train the others would likewise do 
so. He said it was finally decided by the applicants that the 
“most reasonable and economical thing to be done under the 
circumstances was to pool the earnings of all the Portland- 
Tacoma-Seattle passenger trains and to operate them as a joint 
effort.” The contract provides for the operation of one fast 


train daily in each direction, in addition to other service. It is 
to continue for two years. 


1920 LUMBER REPARATION 


The Commission, in a mimeographed report on No. 14186, 
Stailey Lumber Co., Inc., vs. Pennsylvania, has found unreason- 
able rates on lumber from points in Florida and Georgia, to 
Waverly, N. J., applied on shipments made between December 13, 
1919, and August 24, 1920. It has awarded reparation. The rates 
were alleged to be unreasonable, reparation and new rates for 
the future were requested. Since that time the carriers, in sup- 
posed compliance with orders in North Carolina Pine Asso- 
ciation et al. vs. Atlantic Coast Line, 85 I. C. C. 270, have pub- 
lished new rates and the prayer for rates for the future was dis- 
regarded. Waverly is a station partly in Newark and partly 
in Elizabeth, N. J. The town is not separately incorporated. 
Rates higher than those to Newark were assessed. The com- 
plainant contended that because there was no definition of 
Newark, the Newark rates were applicable to Waverly. The 
Commission pointed out that it was named as a separate station 
in the tariffs. The Commission found the rates from Roux, 
Sorrento and Lake Helen, Fla., Thomasville and Willacoochee, 
Fla., unreasonable to the extent they exceeded those to Newark 
and awarded reparation on shipments after the end of federal 
control, holding the six cars shipped in that period were barred 
because the Director-General was not named as a party. Non- 
joinder of participants in joint rates it held made no differ- 
ence, because the Pennsylvania was a participant in those rates. 


REPARATION ON NAPHTHA 


A finding of unreasonableness and an award of reparation 
have been made in No. 14649, Transcontinental Oil Company 
vs. Alabama & Vicksburg, et al., mimeographed, as to rates on 
naphtha and gasoline, in tank carloads, from Hodge, Tex., to 
Blue Creek, W. Va., and a reasonable rate ordered for the fu- 
ture. The Commission said the rates assailed were unreason- 
able to the extent they exceeded 67.5 cents in the period cov- 
ered by the complaint, prior to Feb. 25, 1921, 70 cents between 
Feb. 25, 1921, and June 30, 1922, and 63 cents from July 1 to 
December 6, 1922. It said that the rate from and after Decem- 
ber 7, 1922, and for the future would be unreasonable to the 
extent it exceeded or might exceed 60 cents. It said the de- 
fendants should publish the 60 cent rate as a specific commod- 
ity rate to Blue Creek and might, if they so desired, restrict its 
application to routes other than through Clarksburg. Commis- 
sioner McManamy dissented. The order requires the establish- 
ment of the 60 cent rate not later than March 28. 


ALLOWANCE AUTHORIZED 


The Commission, in a mimeographed report on No. 15105, 
Galveston Export Company vs. Texarkana & Fort Smith et al., 
has authorized the railroads to pay the complainant an allow- 
ance of 45 cents per net ton for the service of unloading 
carload shipments of cottonseed cake, in bulk, at Port Arthur, 
Tex., between October 18, 1920, and April 21, 1922. No order 
for the future was necessary, because the tariffs now authorize 
the railroads to make payments to shippers who unload the 
cake and put it into sacks as part of the unloading operation. 
The tariffs in the period covered by the complaint were so 
worded that the shipper could not be compensated for the 
service performed by it at Port Arthur. At the time the move- 
ment was begun the applicable tariffs provided for an unload- 
ing charge of 12.5 cents to be absorbed by the line-haul car- 
riers. In June, 1921, the charge became 45 cents, also to be 
absorbed. They did not, however, authorize payment to the 
shipper. In January, 1922, the tariffs were changed so that 
the Port Arthur Canal & Dock Company would pay to the ship- 
per who unloaded, the amount of the allowance it received from 
the line-haul carriers. That brought the situation at Port Arthur 
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to an equality with what had prevailed at Galveston, the re- 
port said, all the time covered by the complaint. That com- 
plaint alleged the failure to make the allowance such as was 
made at Galveston caused undue prejudice and undue pref- 
erence. The Commission said it was not necessary to discuss 
those allegations in view of its opinion that the requested 
allowance was no more than reasonable for the service rendered. 


INCREASE NOT JUSTIFIED 


A finding of non-justification has been made in I. and S. 
No. 2272, soapstone or tale from North Carolina to C. F. A. 
territory, mimeographed, as to proposed increased rates on 
soapstone or talc, in carloads, from points in North Carolina 
to destinations located principally in central territory. It has 
ordered the schedules canceled and discontinued the proceed- 
ings. The schedules would have made some reductions, but 
more increases. The material involved, the Commission said, 
was used chiefly in making prepared roofing. The producing 
points in North Carolina are divided into three groups. Hemp, 
Hewitts and Marshall are the repreesntative points, it says. 
The rates from Hemp and Marshall, it said, were 45 cents per 
net ton higher, and lower than those from Hewitts. Repre- 
sentative destinations are Cleveland, Chicago, East St. Louis, 
Joliet and Peoria. The proposal to increase the rate from 
Hewitt to Cleveland, as illustrative of what was proposed, from 
526 cents to 624 cents. 

The Commission said no one protested against the reduced 
rates. It said there appeared no reason why they should not 
be made operative. It found, without prejudice to the filing of 
new schedules carrying the reduced rates. 


ROOFING PAPER RATES 

The Commission, in No. 13898, Philip Carey Company et al. 
vs. Atchison, Topeka & Santa Fe et al., opinion No. 10090, 95 
I. C. C., 296-300, written by Commissioner Meyer, has found 
rates on roofing and building paper, or felt and prepared roof- 
ings, in carloads, from Cincinnati, Lockland and Carthage, Ohio, 
to Texas golf ports and points taking the same rates unreason- 
able, to the extent that they exceed rates contemporaneously 
maintained from East St. Louis, Ill., to the same points by more 
than 11.5 cents. The order in the case requires the carriers to 
establish rates to Beaumont, Galveston, Houston, and Orange, 
Tex., on the basis herein mentioned. 


SEED POTATO CASE DISMISSED 


In a mimeographed report on No. 15874, Northwest Potato 
Exchange vs. Great Northern et al., the Commission has found 
the rates on seed potatoes, in carloads, from Kalispell and 
other points of origin in western Montana, to destinations in 
the Yakima district in Washington not unreasonable. The com- 
plaint alleged the rates on 43 carloads shipped in April, May 
and June, 1923, unreasonable. 


CULLET RATES NOT UNLAWFUL 


The Commission has dismissed No. 15560, Marion Glass 
Dash Company vs. Pennsylvania et al., mimeographed, finding 
that sixth class rates on cullet (broken glass), from Washing- 
ton, Pa., Newark, O., and Ottawa, Ill., to Marion, Ind., not un- 
reasonable or otherwise unlawful. The complaint asked for 
a rate not exceeding 75 per cent of sixth class and an award 
of reparation. The dismissal was based largely upon the 
grounds set forth in Wright & Wimmer vs. B. & O., 81 I. C. C. 
685, decided July 20, 1923, a similar case. 


KEROSENE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15654, Transcontinental Oil Company vs. 
Delaware, Lackawanna & Western et al., mimeographed, as to 
a rate of 76 cents on two tank carloads of kerosene, shipped 
from Fort Worth, Tex., to Waterbury, Conn., in June, 1920. 
At the time of the shipments, the report said, there was a rate 
of 69.5 cents from Fort Worth to the greater part of New 
England. It found the 76-cent rate unreasonable to the extent 
it exceeded 69.5 cents and awarded reparation to that basis. 


SUSPENDED TARIFFS 


In I. and S. No. 2341, the Commission has suspended from 
February 15 until June 15, schedules as published in various 
tariffs issued by carriers operating in Illinois. The suspended 
schedules propose to increase commutation passenger fares 
between points in Illinois, which increase would generally be 
twenty per cent over the existing fares. 

In I. and S. No. 2342, the Commission has suspended from 
February 14 until June 14, schedules as published in supple- 
ment No. 17 to St. Louis-San Francisco Railway tariff I. C. C. 
No. 8114. The suspended schedules propose changes in the 
rates on lime, carloads, from stations in Arkansas, Kansas and 
Missouri to certain points in the northwest, which result in 
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both increases and reductions. The proposed changes are 
brought about by reason of a clerical error. 

In I. and S. No. 2348, the Commission has suspended from 
February 15 and later dates, until June 15, schedules published 
in various tariffs issued by the Louisville & Nashville Seaboard 
Air Line, and Cottrell, Glenn and Speiden. The suspended 
schedules propose to cancel the present less-than-carload com- 
modity rates on rice applicable between points in southern ter- 
ritory and apply class rates in lieu thereof, which results in 
both increases and reductions. © The following is illustrative of 
the changes proposed: 


—From New Orleans, La.— 

To— Present Proposed 
PS 2 Ea be en a en ee oe Fae re aes ae 51 731 

PO CRUN GR iu avandia eb ea Sine mere owls en ewinw Cea ale 45 56% 


In I. and S. No. 2344, the Commission has suspended from 
February 16 until June 16, the operation of certain schedules 
as published in supplement No. 1 to the Wheeling & Lake Erie 
I. C. C. No. 1527. The suspended schedules propose to cancel 
commodity rates on iron and steel articles, carloads, from vari- 
ous Wheeling and Lake Erie Ry. stations in Ohio to points in 
Pennsylvania located on the Pittsburgh and Lake Erie R. R. 


and connections, and to apply higher fifth-class rates in lieu 
thereof. The following is illustrative: 


—From Massillon, Ohio— 
To— 


I slo: epi eireseraiasoiet oie Teva nessow tele acme aU aus . 
I. EM, hbo 4 4 6 ose Cash aloes OGelewuaor 18.5 20.5 


In I. and S. No. 2345, the Commission has suspended from 
February 17 until June 17, schedules as published in Birming- 
ham Belt I. C. C. No. 21. The suspended schedules propose 
to increase the switching charges on various commodities be- 
tween points in the Birmingham, Ala., district on the Birming- 


ham Belt R. R. The following is illustrative. Rates are in cents 
per car: 


Present Proposed 
18.5 20 


tes 


ates 
Present Proposed 
Between Birminghma, Ala., and Avondale, Ala., on 


all commodities except pig iron, billets, 

ee. aaa ee 585 630 
Between industries on Birmingham Belt-E. R. in 

Birmingham, Ala., and connections in Bir- 

mingham, Ala., on all commodities........... 315 630 


In I. and S. No. 2346, the Commission has suspended from 
February 19 and later dates until June 19, schedules as pub- 
lished in various tariffs publishing rates on bituminous coal 
from mines in Illinois, Indiana and Kentucky to destinations 
in Central Freight Association and Western Trunk Line <*erri- 
tories. The suspended schedules propose to revise the rates 
on bituminous coal between points as described above, which 
result in both increases and reductions. The following is 


illustrative: 
To St. Paul, Minn. Des Moines, Iowa. 
From Present Proposed Present Proposéd 
Northern Illinois mines....... 261 30 286 297 
Belleville Illinois mines........ 334 365 316 314% 
Southern Illinois mines....... 375 no change 334 337 
Evansville, Ind., mines........ 371 395 360 357 


COMMISSION ORDERS 


The Commission has reopened No. 12596, Pressed Steel Car 
Company vs. Director General, et al., for further oral argument 
on the record as made. 


The proceeding in No. 12680, American Fruit & Vegetable 
Shippers’ Association et al. vs. Amer. Ry. Express Co. et al., has 
been reopened for further hearing. 

The Commission has reopened for further hearing No. 14438 
and Sub. No. 1, Duluth Boiler Works vs. Santa Fe et al. 

The proceeding in No. 14629, Armour & Company vs. L. & 
N. R. R. et al., has been reopened for further hearing. 

The Commission has denied the complainants’ requests for 
modification of the order entered in No. 11467 (and consolidated 
eases), Swift & Company vs. Director General. 

Complainant’s petition for reconsideration and reopening in 
No. 13229, Spencer-Kellogg & Sons, Inc. vs. D. L. & W. R. R. et 
al., has been denied. 

Reargument in No. 14501, Universal Oil Company et al vs. 
Director General, Southern Pacific Co. et al., has been denied by 
the Commission. 

Rehearing and reargument in No. 14545, West Virginia Rail 
Company vs. P. R. R. et al., has been denied by the Commission. 

The defendant’s request for reopening and reconsideration 
of No. 14829, American Linseed Company vs. Erie R. R., has 
also been denied. 

The Commission has denied the defendant’s petition for 
reconsideration and reargument in No. 14873, W. P. Fuller & 
Company vs. Southern Pacific Co. 

The Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
has been permitted to intervene in No. 16321, State Corporation 
Commission of Virginia vs. Aberdeen & Rockfish R. R. et al. 

The Commission has amended its order of September 19, 
1924, in No. 14958, Buxton-Smith Company vs. El Paso & South- 
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western R. R. et al., by eliminating Indio, Calif., as a point of 
origin from which the $85.00 charge prescribed shall be main- 
tained. 

The American Steel & Wire Company, complainants in 
Docket No. 8406 (and Sub. Nos. 1 to 7 inclusive), have been 
found to be entitled to reparation approximating $145,000, based 
upon the Commission’s previous finding therein. 


The Commission has amended its order in No. 14323, Cities + 


of Marshall and Jefferson, Tex., et al vs. T. & P. Ry. et al., to 
become effective April 20, insofar as it relates to ocean-and-rail 
and rail-ocean-and-rail rates from Atlantic Seaboard territory to 
Marshall and Jefferson, Tex., via Gulf ports. 

Acting upon the complainant’s request, the Commission 
has dismissed the complaint in No. 16338, the West Virginia 
Rail Company vs. C. & O. Ry. et al. 

The Commission has dismissed the following proceedings 
upon receipt of advice that the respective complainants have 
been satisfied: No. 15856, T. C. Bottom Produce Company vs. 
Northern Pacific Ry. et al.; No. 16082, Jackson, Traffic Bureau 
vs. Illinois Central R. R. et al.; No. 16427, E. I. Du Pont De 
Nemours & Co. vs. Director-General et al.; and No. 16313, the 
W. T. Rawleigh Company vs. Can. Pac. Ry. et al. 

The Harbison-Walker Refractories Company has been au- 
thorized to intervene in No. 16573, Alumina Shale Brick Com- 
pany et al. vs. B. & O. R. R. et al. 

The Chicago & Eastern Illinois Railway has been made a 
respondent in the Commission’s proceeding in No. 15234, in the 
matter of divisions of freight rates in Western and Mountain- 
Pacific territories. 

The Commission has denied the petitions for postponement 
of the effective date of the order in I. and S. No. 2096, Lime 
from Eastern Trunk Line points to Pittsburgh, Pa., Youngs- 
town, Ohio, etc. 

The Commission’s order in No. 13513, Stuttgart Rice Mill 
Company et al. vs. A. & V. Ry. et al., made effective March 23, 
has been modified so as to become effective on May 23. 

The city of South Jacksonville, Fla., has been permitted to 
intervene in No. 16233, Jacksonville Traffic Bureau vs. A. & V. 
Ry. et al. 

The St. Louis Chamber of Commerce has been permitted 
to intervene in No. 16504, Burlington Shippers’ Association et 
al. vs. Arkansas Central R. R. et al. 

The Board of R. R. Commissioners of the State of North 
Dakota has been permitted to intervene in No. 16586, Three 
Forks Portland Cement Co. vs. C. B. & Q. R. R. et al. 

The city of Salem, Mass., has been permitted to intervene 
in the proceeding in Finance No. 4591, in the matter of appli- 
cation of Boston & Maine Railroad for certificate permitting 
the abandonment of a portion of its so-called Lawrence branch. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation No. 401, in re Central Railroad Com- 
pany of New Jersey et al. 


FINANCE APPLICATIONS 


The Detroit & Ironton has applied for authority to issue 
and sell $1,745,000 of 5 per cent first mortgage bonds to com- 
plete the payment of the construction cost of the company’s 
double main line from Flat Rock to Springwells, Mich. 

The Central of Georgia has applied for authority to issue 
$1,410,000 of 4% per cent equipment trust certificates, to be 
sold at not less than 96.14 per cent of par, in connection with 
the acquisition of ten locomotives and freight and passenger 
car equipment at a cost of $1,880,000. 

The Chicago, Rock Island & Pacific has applied for author- 
ity to issue $1,000,000 of 4 per cent general mortgage bonds 
and $1,000,000 of 4 per cent first and refunding mortgage bonds. 
The latter bonds will be issued against the general mortgage 
bonds. The carrier said it did not plan to sell the first and 
refunding bonds at this time. 

The Baltimore & Ohio has applied for authority to issue 
$6,179,000 of its refunding and general mortgage series C 6 
per cent-bonds; to cancel $4,681,000 of its refunding and gen- 
eral mortgage series B 6 per cent bonds, and to issue a like 
amount of refunding and general mortgage series C 6 per cent 
borids in lieu thereof, and to pledge from time to time these 
$10,860,090 of bonds. 

The Missouri Pacific has applied for authority to execute 
an agreement and lease of certain railroad equipment and to 
cause to be issued and sold and to guarantee $8,820,000 of 5 per 
cent equipment trust certificates, proposed to be sold to Kuhn, 
Loeb & Company at 98.46 and accrued dividends. 

The Detroit, Toledo & Ironton has applied for authority to 
issue and sell at par for cash $1,181,000 of first mortgage bonds 
to pay the cost of building a second main line track between 
Flat Rock and Durban, Mich. 

The Wabash has applied for authority to issue $12,500,000 
of 51% per cent, series A, refunding and general mortgage bonds. 
The applicant said it had entered into arrangements with Kuhn, 
Loeb & Co., of New York City, for the sale of the bonds at 93 
per cent and accrued interest. It said the proceeds from the 
sale of the bonds would be applied in part on reimbursement 
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of capital expenditures made prior to January 1, 1925, out of 
income for additions and betterments to roadway and structures 
and for equipment and would also provide for estimated ex- 
penditures of a similar character for the current year. 


UNCONTESTED FINANCE CASES 


The St. Louis Southwestern has been authorized to assume 
obligation and liability in respect of $1,530,000 of its equipment- 
trust certificates, series J, to be issued by the Coal & Iron 
National Bank of New York City, and to be sold at not less 
than 98.8 and accrued dividends, in connection with the pro- 
curement of equipment. 

The Howard Terminal Railway Company has been author- 
ized to issue $18,000 of common capital stock, to be delivered 
to the Howard Company in payment for certain properties. 

The Federal Valley Railroad Company has been authorized 
to issue $24,940 of promissory notes in exchange for a like 
amount of promissory notes which matured December 22, 1923. 

The. Pere Marquette has been authorized to issue and 
pledge for short term notes $7,814,000 of first mortgage 5 per 
cent gold bonds. 

The Morris & Essex and the Delaware, Lackawanna & 
Western have been authorized to construct and operate a line 
of railroad in Bergen and Hudson counties, New Jersey, extend- 
ing from a point near Kingsland Station to a point in or near 
Harrison, making connections at each end with the railroad 
of the Essex, a total distance of 6.77 miles. 

The Arizona Eastern has been authorized to construct a 
line of railroad from Hassayampa to Dome, Ariz. 

The Commission has dismissed the application of the Kan- 
sas City Northwestern Railway Company for a loan under sec- 
tion 210 of the transportation act. 

The Florida East Coast hag been authorized to assume 
obligation and liability with respect to $1,200,000 of equipment 
trust certificates to be issued through the Bankers’ Trust Com- 
pany of New York and to be sold at not less than 96 per cent 
of the principal amount thereof. 


SALT CASE POSTPONEMENT 


The Commission has postponed the effective date of its 
order in No. 14106, Sterling Salt Company vs. Ann Arbor et al., 
and the cases joined with it, known as the salt cases, from 
March 23 to May 23, as requested by both shippers and rail- 
roads. It has also more fully defined the application of the 
order requiring a uniform minimum of 45,000 pounds and a 
uniform description. It has denied the postponement of the 
order in so far as it requires that uniform description and 
minimum to be established. 


WESTERN CLASS RATES 


The traffic representatives of the western trunk lines, headed 
by E. B. Boyd, of the Western Trunk Line Committee, asked for 
another week’s time to consider the proposal of the shippers’ 
steering committee with regard to a new scale of western class 
rates, it was announced following a meeting between the two 
bodies, Feb. 18. 

At a meeting a week ago, the shippers presented their pro- 
posal for a new scale based on a first class rate of less than $1. 
The carriers had previously amended their first scale of $1.08%, 
now under suspension in I. and S. 2319, to the basis of $1 for 
first class. Following consideration of that scale, the shippers 
returned to conference with the carriers and offered a scale on a 
lower basis. The carriers took a week to consider the shippers’ 
proposal and then asked for another week, since, they did not 
see their way clear to agree to a scale of less than $1 for first 
class. 

J. P. Haynes, chairman of the steering committee, said 


another meeting was expected to be held the early part of next 
week. 


TRAFFIC ACROSS RIVER 


In Formal Docket No. 16697, C. R. I. & P. et al. vs. Bulti- 
more & Ohio et al., four west side lines, the Rock Island, Mis- 
souri Pacific, Frisco, and Katy have complained against the 
failure of the east side lines to bear the burden of transferring 
westbound through freight across the river and provide proper 
facilities, rules and regulations for the handling thereof at St. 
Louis and West Alton. They claim damages aggregating two 
millions in the last two years for failure to bear the burden 
and a like amount for failure to provide proper facilities. 


PETITIONS FOR REHEARING, ETC. 


The Director General has requested reargument and recon- 
sideration in No. 15835, National Reduction Corporation vs. Direc- 
tor General as Agent. 

The complainant in No. 14886, Black Steel & Wire Company 


vs. A. T. & S. F. Ry. et al., has asked the Commission to grant 
a rehearing therein. 


Februa 
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REPARATION ON LUMBER 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner Charles R. Seal in No. 15853, 
BE. W. McClave & Son, Inc., vs. Atlantic Coast Line et al., as 
to rates on lumber, from Roach, Fla., to Harrison and Jersey 
City, N. J., and Great Works, Me., and from Springdale, Fla., to 
Harrison; and from Scott, Ga., to Great Works. Complainant 
contended that joint rates were applicable and that if they were 
not applicable, the lowest combinations should have been 
used. It further contended that if neither contention were 
sustained, then that the rates charged were unreasonable to 
the extent they exceeded the lowest combinations. 

The question was as to the right of transit at Portsmouth, 
Va. The examiner said the transit tariff was plain. It limited 
transit to lumber originating on its lines. He said the ship- 
ments were not entitled to transit at the joint rates or at 
combinations which dld not break on Norfolk. He said, there- 
fore that, the movements to and from Portsmouth, Va., where 
the shipments received transit. It followed, he said, that the 
movements to and from Portsmouth had to be regarded as sep- 


arate ones in determining the applicable rates. Summing up 
the examiner said: 


Defendant submitted little, if any, evidence on the question of 
the reasonableness of the rates assailed. Its evidence and discussions 
for the most part are devoted to the point that, as the shipments 
were not entitled to transit, the movements to and from Portsmouth 
must be considered as separate local movements. It has already been 
found that the applicable rates were the Norfolk combinations, but it 
does not follow that the issue of reasonableness must be confined, 
as defendant contends, to the reasonableness of the separate factors 
to and from Norfolk in their strictly local application. These ship- 
ments were handled in accordance with the terms of the transit tariff 
referred to, and their character as through shipments was preserved 
to the same extent that it would have been had they originated on 
defendant’s line and been erititled to transit at the joint rates. The 
reasonableness of the rates applied to the through movements may 
therefore be considered, notwithstanding that the applicable rates 
were the same as though distinctly local shipments had been made to 
and from the transit point. For the reasons previously suggested, 
the record warrants the conclusion that reasonable rates on these 
shipments should not have exceeded the combinations on Live Oak 
and Savannah, plus a transit charge. The defendants were, of course, 
entitled to the local rates on the differences between the inbound and 
outbound weights. 

The Commission should find that the rates applicable to com- 
plainant’s shipments were unreasonable to the extent that they ex- 
ceeded the following rates, plus a transit charge: 


From— Rate 
SOCEGT, Ss, UO SUMO IIONR. PE. ieesicinse cer swirvecosescecienes 37.833 
ROGCH, 21G., tO SOrHey CMY, Th... Docc ccvececesveveetoseces 40.833 


Roach, G18., te Great. Werks, Me... ccccccecvesccvsvcvcese 50.833 
Springdale, Fla., to Harrison, N. J 37.2 
Scott, Ga., to Great Werns, Be... cscscvcccecevesvsveeve 

that complainant made the shipments as described and paid and bore 
the charges thereon; that it has been damaged thereby in the amount 
of the difference between the charges Py and those which would 
have accrued at the rates herein found reasonable; and that it is 
entitled to reparation, Complainant should comply 
Collection of the outstanding 
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with interest. 
with Rule V of the Rules of Practice. 
undercharges may be waived. 


TRANSIT NOT DUE 


Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 15882, Marshall Mill & Elevator Company vs. 
Kansas City Southern et al., on a finding that the defendants’ 
failure to afford storage in transit on flour and other grain prod- 
ucts at Marshall, Tex., with the right to reship at through rates 
from origin to final destination is not unduly prejudicial to Mar- 
Shall. The allegation was that the failure of the defendant to 
allow storage in transit on flour and other products to Marshall, 
on the basis of through rates, to points in Arkansas, Louisiana, 
and Texas, subjected the complainant to undue prejudice and 
unduly preferred shippers at Shreveport and Texarkana. The 
examiner recited the allegation of the complainant that due to 
this failure, it was restricted in the sale and distribution of its 
product to a limited territory in north and east Texas and to 
northern and western Louisiana, adding, “although it is one of 
the largest industries of its kind south of the grain producing 
territory, having an output of between 10 and 12,000 barrels 
per year.” 

The defense was left to the Texas & Pacific. The Texas & Pa- 
cific said that transit was allowed at Texarkana and Shreveport on 
account of competitive conditions which did not exist at Marshall. 
It said the rules allowing transit storage were published by the 
Kansas City Southern and Missouri Pacific which did not 
serve Marshall. The examiner said no testimony was offered by 
the Kansas City Southern or the Missouri Pacific but that those 
roads in their formal answers to the complaint, the former said 
that since Marshall was not on its line, any rules which it might 
publish for application at Marshall would be of no effect. The 
Shreveport Chamber of Commerce, the examiner said, did not 
Object to the requested rule being granted to Marshall, but 
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asserted that Shreveport was entitled to the benefits of the rule 
by reason of its location on the Kansas City Southern, the only 
single line operating from Kansas City to Shreveport via Tex- 
arkana. The Texas Industrial Traffic League, through a witness, 
said that a majority of the millers for whom he was speaking 
was opposed to the establishment of the arrangement on the 
ground that it would cause an unnecessary expense, would be 
of no benefit to either the grain producer or consumer of the 
manufactured product. 

The examiner said the Kansas City Southern did not 
extend to Marshall, and it therefore could not be held account- 
able for the failure of lines serving Marshall to grant the 
privilege desired. In so far as the other defendants were con- 
cerned, he said, the record sufficiently showed that they were 
compelled to meet competition at Shreveport and Texarkana 
which did not exist at Marshall. 


MAINE CENTRAL-HEREFORD CASE 


In a proposed report in Finance Docket No. 4300, control 
of Hereford Railway Company by Maine Central, Examiner 
H. C. Davis has recommended that the Commission should find 
that acquisition by the Maine Central of control of the Here- 
ford company, by purchase of capital stock, will be in the pub- 
lic interest; and that upon such acquisition the Maine Central 
be permitted to abandon operation of less than one mile of 
the Hereford line which is in Coos county, New Hampshire, 
upon the condition that the Maine Central, within six months 
after the date of the certificate to be issued, shall establish joint 
rates with ‘other railroads, over which will move the ffeight 
now moving by the Hereford, and the Maine Central’s other 
lines, and the certificate to take effect six months after date 
of issue. 

The line extends from a point on the international bound- 
ary line between Vermont and the Dominion of Canada to 
Lime Ridge, Quebec, a distance of 52 miles, of which less than 
a mile is in Coos county, New Hampshire. That is the only 
part of the line in the United States. The Hereford company 
was organized under the laws of the Dominion of Canada and 
its railroad was built in 1889-1890, and on August 28, 1890, it 
was leased to the Maine Central for the term of 999 years 
from May 1, 1890. Under the terms of the lease the Maine 
Central undertook to maintain and operate the line, to pay 
and discharge all taxes and to pay an annual rental of $64,500. 
The Hereford company has $800,000 of capital stock and a 
like amount of 4 per cent bonds due May 1, 1930. The Maine 
Central proposes to buy the stock at not to exceed $60 a share. 
Some of the stock has been sold at $45 a share. 

Examiner Davis said the sole purpose of the proposed ac- 
quisition was to enable the applicant to abrogate or modify 
the existing lease under which it was required to operate the 
property. The Maine Central represented that annual revenues 
had ranged from $69,000 to $118,000; that expense of operation 
and maintenance under present conditions was not less than 
$250,000 a year in addition to the annual rental of $64,500, and 
that it could not continue to bear the heavy losses without 
serious impairment of its credit and of its ability to furnish 
adequate service on the other parts of the system. 

The examiner said it appeared that the part of the line in the 
United States was the onliy part of the line over which the 
Commission would have abandonment jurisdiction. 

The Pejepscot Paper Company, a protestant, owns paper 
mills at Brunswick, Me., and pulp wood land near the Hereford 
railway. Abandonment of the line would increase its rates, it 
said. ‘The examiner said the Maine Central said if operations 
of the Hereford were abondoned it would negotiate with the 
other railroads interested and would put into effect a joint rate 
from Cookshire to Brunswick which would be considerably less 
than the combination rate via the Canadian Pacific and connec- 
tions, but somewhat less than the one-line rate via the Hereford. 

The examiner said the facts were not in dispute; that no 
attempt was made to controvert the showing made by the Maine 
Central; that the record afforded no basis for hope that future 
operations would show a more favorable result, and that it 
clearly appeared that the public interest would be served if the 
applicant were relieved from “its improvident contract.” 


SECTION 154A APPLICABLE 


In a proposed report in Finance Docket No. 3392, Sub No. 
1, application of section 15a of the interstate commerce act to 
electric railways, Examiner E. S. Reinoehl has recommended a 
finding that the Lackawanna & Wyoming Valley Railroad Com- 
pany be held to be included within the provisions of section 15a. 
The examiner said the Lackawanna & Wyoming Valley was 
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a common carrier by interurban electric railway. He said such 
railways were excluded by the statute unless operated as a part 
of a general steam railroad system of transportation or engaged 
in the general transportation of freight. He said the former 
description did not apply and that the only question was whether 
the carrier was engaged in the general transportation of freight. 

“The carrier is engaged in both intrastate and interstate 
commerce, and is subject to the general provisions of the inter- 
state commerce act,” the examiner said. “Its railway is located 
wholly within the state of Pennsylvania. The main line, which 
is double-tracked, is between Scranton and Wilkes Barre, a dis- 
tance of approximately 20 miles. There is a branch about 3% 
miles long from Scranton to Dunmore. At Scranton there is a 
direct track connection with the Delaware, Lackawanna & West- 
ern Railroad, at Wilkes Barre with the Lehigh Valley, and at 
Pittston with the Erie. Traffic moves through all of these con- 
nections. The carrier is a party to numerous through routes and 
joint rates, applying on both commodities and classes, with many 
steam roads throughout the United States.” 

The examiner. said the carrier contended that it was not 
engaged in the general transportation of freight within the mean- 
ing of the statute, that its principal business was passenger 
transportation, and that its freight operations were merely inci- 
dental. The examiner said, however, that in the matter of 
freight transportation the carrier resembled steam roads in 
many respects, and that it was equipped to handle freight of all 
kinds, both carload and less-than-carload, except heavy and bulky 
freight requiring crane facilities. He said it actually did trans- 
port a considerable volume of freight. On the other hand, he 
said, the freight equipment was somewhat limited although there 
was no showing that-the available equipment was. inadequate to 
meet the needs of the shipping public. 

The examiner said it was argued by the carrier that section 
15a must be strictly construed “because it is in substantial re- 
‘spects a penal statute, analogous to a tax statute.” The ex- 
aminer said the soundness of this contention should not be 
admitted. ; 

“The so-called recapture clause might perhaps be considered 
penal in character,” he said, “but the vital part of the section 
is the rate making provision under which carriers as a whole 
are to be enabled to earn as nearly as may be a fair return 
upon the value of the property used by them in the service of 
transportation. This provision is generally regarded as remedial 
legislation. Furthermore, the importance of the recapture clause 
will constantly diminish as the consolidation of railways into 
systems progresses, 

“Finally it is argued that to subject the carrier to the re- 
capture clause of section 15a would deprive it of the opportu- 
nity to earn a fair return and raise the question of constitutional 
validity. This argument is not persuasive. In any particular 
case it must be presumed, until a court of competent jurisdic- 
tion has decided to the contrary, that the application of the 
recapture clause will not result in confiscation or be otherwise 
unconstitutional. In this connection attention is called to the 
futility of any discussion as to whether the return in any 
case will or will not be confiscatory until the amount of the 
return after recapture has been ascertained. Recapture takes 
only one-half of the income in excess of six per cent. The car- 
rier in every case will, therefore, retain 6 per cent plus one-half 
of the excess. Thus it may be left in possession of 7 per cent, 
8 per cent, 10 per cent, or even a higher rate of return.” 


MEMPHIS SCALE RECOMMENDED 


Examiner A. S. Worthington, in No. 15515, Mobile Chamber 
of Commerce and Business League vs. Alabama & Vicksburg 
et al., said the Commission should find unreasonable, rates on 
canned goods, in straight or mixed carloads, from Mobile to 
points in Georgia, Mississippi, Tennessee, Kentucky, Missouri, 
Ohio and Illinois. The rates under attack, the examiner said, 
were those established, as part of a revision by carriers on July 
1, 1923, following the Commission’s fourth section order No. 7836. 
That order, he said, required a revision of the rates on canned 
goods and other specified commodities, from and through the 
Ohio river crossings so that rates to points in southeastern ter- 
ritory would not exceed those to more distant points in Missis- 
sippi Valley territory. 

He pointed out that for many years rates were applied be- 
tween points on the Mississippi and the Gulf of Mexico which 
rates were originally established to meet water competition. 
Fourth section order No. 3866, he said, authorized the carriers 
to charge higher rates to intermediate points in the interior 
than to points on the river and gulf. That situation he said, 
remained in effect until the latter part-of 1918 when the order 
in the Memphis-Southwestern Investigation, 55 I. C. C. 515, was 
put out. In that case the Commission found that water com- 
petition on the Ohio and Mississippi rivers was no longer of such 
force and character as to warrant relatively lower rates to 
points on the river and the gulf than to intermediate points. 
By fourth section order No. 7542, the relief granted in order 
No. 3866 was rescinded. ; 

Worthington traced the history of the further developments 
and then came down to his recommendation that the Memphis- 
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Southwestern scale on canned goods be used in establishing 
rates for the future, thereby, if the report be adopted, bringing 
it into use in the territory east of the Mississippi and to points 
north of the Ohio. 


FAIRMONT BASIS PROPOSED 


In a report on rehearing in No. 12712, Hood Coal Company 
et al. vs. Monongahela Valley Traction Co. (formerly Monon- 
gahela Power & Railway Company—now Monongahela West Penn 
Public Service Company) et al., Examiner David T. Copenhafer 
said the Commission should find rates on coal from mines of 
the complainants on sidings between Shinnston and Bingamon 
Junction, W. Va., were not unreasonable but unduly prejudicial 
to the complaining mines and unduly preferential of mines in the 
Fairmont or other districts taking the same rates, to the extent 
that the rates exeeed or may exceed the Fairmont district rates 
on like traffic. In the original report, 73 I. C. C. 54, the examiner 
said the Commission found the defendant a common carrier, 
that the rates were not unreasonable or otherwise unlawful and 
that the record did not justify the establishment of the through 
routes and joint rates sought by the complainants. The defend- 
ant again claimed it was an electric passenger railroad. That 
contention was overruled in the original report. 


FAIRMONT BASIS PROPOSED 


Examiner C. W. Griffin, in No. 13878, Chicago Fire Brick Co. 
et al. vs. Anapee & Western et al., said the Commission should 
find rates on sewer pipe and wall coping, from Brazil and Mecca, 
Ind., to destinations in Illinois, Minnesota, Iowa and Missouri, 
unreasonable and unduly prejudicial, award reparation and pre: 


scribe reasonable and non-prejudicial rates for the future. He 
said: 
The commission should find that the rates from Brazil and 


Mecca to points in Illinois Classification territory were, are, and 
for the future will be unreasonable and unduly prejudicial to the 
extent that they exceeded, exceed, or may exceed, rates based on 75 
per cent of the sixth-class rates from and to the same points. 

The commission should further find that the rates from Brazil 
and Mecca to points in Wisconsin, Iowa and Missouri not included 
in Illinois Classification territory and to destinations in Minnesota 
embraced within the complaint were and are unreasonable and unduly 
prejudicial to the extent that they exceeded or exceed the class E 
rates established pursuant to Indiana Public Service Commission vs. 
A. T. & S. F. Ry. Co., 88 I. C. C. 709, Indiana Public Service Com- 
mission vs. A. T. & S. F. Ry. Co., 88 I. C. C. 728. Publication of 
rates in conformity with these decisions will result in a proper ad- 
justment of rates on sewer pipe and wall coping, in carloads, from 
Brazil and Mecca, for the future. . P 

The Commission should also find that complainants made ship- 
ments of sewer pipe and wall coping, in carloads, from Brazil and 
Mecca to destinations embraced within the complaint subsequent to 
March 27, 1920, on which they bore the freight charges; and that 
they were damaged and are entitled to reparation, with interest. 


AGAINST SCRAP TRANSIT 


Assistant Chief Examiner Charles F. Gerry, in No. 16111, 
Duquesne Reduction Company vs. Pennsylvania Railroad Com- 
pany et al., has recommended findings, which, if adopted, for 
the time being, will put an end to an effort to have transit es- 
tablished on scrap brass and copper, refined at East Liberty, 
Pa., request for which was made on an allegation that the local 
rates on brass and copper scrap, turnings, borings, and residue, 
from points in Official Classification territory to East Liberty 
and the local rates on brass and copper ingots, made from such 
scrap, to destinations in Official Classification territory were 
and are unjust, unreasonable, unduly prejudicial to the com- 
plainant and unduly preferential of Baltimore and of the Balti- 
more Copper Smelting & Refining Company. Reparation and 
reasonable rates were sought. He said the findings should be 
the rates were not unreasonable or unduly prejudicial. 

Gerry said the complainant, since taken over by the Fed- 
erated Metals Corporation, was asking for the establishment of 
a transit arrangement on scrap brass and copper inbound, re- 
fined and reshipped in the form of ingots, from its plant at 
East Liberty, in the Pittsburgh district, similar in character 
to, but not identical with, that enjoyed by the refinery at Bal- 
timore. 

Gerry dealt only with the scrap phase of the case. He said 
the rates on ingots were under attack in No. 16358, Federated 
Metals Corporation vs. Pennsylvania et al., from St. Louis, Chi- 
cago and Pittsburgh to all points in Official Classification ter- 
ritory. ; 

The examiner said the aggregate rates on scrap inbound 
and the ingot rates outbound exceeded the through rates by 
amounts varying from 11 to 41 cents. The comparisons on 
which that statement was founded, however, he said, disre- 
garded the inbound rates to the points from which the through 
rates applied. 

Complainant said that its primary purpose in this complaint 
was to be permitted to take advantage of the European mar- 
ket. Under present conditions, he said, the complainant was 
unable to compete with eastern refiners for the export trade, 
although its business had shown a gradual increase since 1913. 

Gerry said the complainant contended that the failure of 
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the defendants to accord transit on scrap brass and copper, 
milled and refined at East Liberty, and reshipped in the form 
of ingots, was unreasonable. In connection with that allega- 
tion he said there was no doubt about the Commissions juris- 
diction under the first section to require the establishment or 
the withdrawal of transit, since the decision of the Supreme 
Court of the United States in Central of New Jersey vs. I. C. C., 
957 U. S., 247. 

The report said the carriers in this complaint maintained 
transit, at Baltimore, on copper in the form in which it came 
from the mines in the west and southwest, to New York, Brook- 
lyn and New Haven, the charge on all-rail shipments being 4.5 
cents. No charge was made on rail-ocean-and-rail shipments 
reshipped over the Baltimore & Ohio because the through rates 
on traffic of that kind included a transit charge. The transit 
at Baltimore, it was said, was established to meet a competi- 
tive situation at Perth Amboy, N. J., created by a transit ar- 
rangement at that point, published by the Lehigh Valley. 

Gerry pointed out that there was no provision for transit 
on scrap at any point in the country and that the transit at 
Baltimore was on copper as it came from the mines. In addi- 
tion, he said, that the lowest grade of scrap contained 60 per 
cent copper, while the highest grade of copper matter upon 
which transit was allowed at Baltimore, contained only 60 per 
cent. He said the average copper content in scrap brass was 83 
per cent and in copper scrap, 97 per cent. Gerry compared the 
freight costs on copper anodes, bars, etc., from Texas, Montana 
and Utah points of origin to Baltimore, Philadelphia, New York 
and Boston, with the aggregate charges on scrap refined at 
East Liberty, to north Atlantic ports, to show that the aggre- 
gate that the complainant would have to pay, would be less, in 
most instances, than those on copper from the west plus the 
transit charge. He said the comparison indicated that the rates 
did not prevent participation in the export trade. 


SALT TO MISSISSIPPI 


Adjustment of salt rates from Louisiana mines to points 
in Mississippi has been recommended by Examiner William J. 
Koebel, in accordance with a scale submitted by him, in No. 
15848, Mississippi Railroad Commission et al. vs. Alabama & 
Vicksburg et al., and the cases bracketed with it, consisting 
of a sub-number, L. Z. Dickey et al. vs. Same; another sub- 
number, J. J. Rogers & Son et al.; No. 16447, Meridian Traffic 
agen et al. vs. Same, and parts of fourth section application 

0. : 

Koebel said the Commission should find rates on salt from 
the points of origin and destination mentioned unreasonable 
to the extent they exceeded rates made in accordance with 
his scale and award reparation. He said relief from the fourth 
section should be given to the Mississippi Central, Columbus 
& Greenville and the Gulf, Mobile & Northern at local stations, 
on account of their financial condition. 

Relief should be denied, he said, on the applications pro- 
tecting rates to Mississippi and other intermediate points 
higher for shorter than for longer distances over the same 
routes to points beyond Mississippi, on salt from mines on the 
Southern Pacific lines. He pointed out what he said were un- 
protected fourth section violations from mines on the Gulf 


Coast Lines and recommended a requirement for their prompt 
removal. He said: 


The Commission should find that the rates on salt, in carloads, 
from Louisiana mines to all destinations in Mississippi were, are, 
and for the future will be, unreasonable to the extent that they 


exceed rates based on the distance scale below, subject to minimum 
of 45,000 pounds: 


—Distance— Rate —Distance— Rate 
130 miles and over 120 miles.$3.40 320 miles and over 300 miles. 4.70 
140 miles and over 130 miles. 3.50 340 miles and over 320 miles. 4.80 
150 miles and over 140 miles. 3.60 360 miles and over 340 miles. 4.90 
160 miles and over 150 miles. 3.70 380 miles and over 360 miles. 5.00 
170 miles and over 160 miles. 3.80 400 miles and over 380 miles. 5.10 
180 miles and over 170 miles. 3.90 420 miles and over 400 miles. 5.20 
190 miles and over 180 miles. 4.00 440 miles and over 420 miles. 5.30 
200 miles and over 190 miles. 4.10 460 miles and over 440 miles. 5.40 
220 miles and over 200 miles. 4.20 480 miles and over 460 miles. 5.50 
240 miles and over 220 miles. 4.30 500 miles and over 480 miles. 5.60 
260 miles and over 240 miles. 4.40 520 miles and over 500 miles. 5.70 
280 miles and over 260 miles. 4.50 . 540 miles and over 520 miles. 5.80 
300 miles and over 280 miles. 4.60 


The Commission should further find that such reasonable rates 
under the above distance scale are those applicable for the distances 
computed over the shortest possible routes, embracing as a maximum 
the lines or parts of lines of no more than three carriers up to and 
including 200 miles, and four carriers for greater distances, via 
existing connections for interchange of carload traffic; that in 
computing distances, lines under common control and management 
should be treated as one line; that the average distance from all 
of the Louisiana mines to a Mississippi River crossing should be 
used and treated as the distance of one line in considering the 
number of carriers embraced in a route; and that no constructive 
mileage should be allowed for the river crossings since a ferry toll 
therefor is included in the distance scale rates. 

_ _The Commission should further find that certain complainants 
in No. 15848, Sub. Nos. 1 and 2, received carload shipments of salt 
covered by their complaints at Mississippi points from the Louisiana 
Mines, as set forth in the appendix to this report; that they paid 
and bore the freight charges thereon at the rates herein found un- 
Teasonable; that they were damaged thereby in the amount of the 
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difference between the charges paid and those which would have 
accrued at rates herein found reasonable, subject to minimum of 
45,000 pounds; and that they are entitled to reparation in such 
amount, with interest. Those complainants should comply with Rule 
V_ of the Rules of Practice. Complainants in No. 16447 should like- 
wise comply with the latter rule, with respect to the shipments they 
received at Meridian and covered by their complaint, submitting 
proper proof by affidavit that they paid and bore the freight charges 
thereon. If defendants in that case object to proof in that form 
complainants may request a hearing on the question of reparation. 

The commission should further find that the Mississippi Central, 
Columbus & Greenville, and Gulf, Mobile & Northern are entitled 
to relief from the long-and-short-haul provision of the fourth 
section of the act to the extent of permitting them to publish or 
participate in rates on salt, in carloads, from the Louisiana mines to 
local stations on their jines, which shall not exceed rates under 
the above distance scale by more than 50 cents, subject to the 
lowest combinations as maxima. This differential is to accrue 
entirely to the lines named, and to be in addition to their ordinary 
divisions of joint rates. 

The commission should deny the relief from the fourth section 
of the act sought in those portions of Fourth Section Application 
No, 373 set for hearing in connection with certain of these cases. 


He said the following complainants were entitled to repara- 
tion under the findings in the report on the shipments of salt 
covered by the complaints which they respectively received at 
the points indicated from the Louisiana mines: 


In No. 15848, Sub. No. 1: 

*L. Z. Dickey Grocery Company, McComb, Miss. 

*Southern Wholesale Grocery Company, Brookhaven, Miss. 

*The Goyer Company, Greenville, Miss. 

*J, T. Fargason Company, Greenville, Miss. 

*Malone & Hyde, Greenville, Miss. 

*Delta Grocery & Cotton Company, Clarksdale, 
Rosedale, Miss. 

*Greenwood Grocery Company, Greenwood, Miss, 

*Le Flore Grocery Company, Greenwood, Miss. 

t+W. G. Baker Company, Winona, Miss. 

*New Mississippi Wholesale Grocery Company, Canton, Miss. 

*New Albany Wholesale Grocery Company, New Albany, Miss. 

+Buckley Brothers, Newton, Miss. 

*Merchants Grocery Company, Hatiesburg, D’Lo, and McLain, 
Miss. 

*Hattiesburg Grocery Company, Hattiesburg, Miss. 

*Yazoo Grocery Company, Yazoo City, Miss. 

*Grenada Grocery Company, Grenada, Miss. 

In_No. 15848, Sub. No, 2: 5 

* King Grocery Company, Tupelo, Miss. 


Tutwiler, and 


* Corporation. , e P 

¢Corporation since January 1, 1924; during reparation period 
thereto business was conducted by W. G. Baker, an individual. 

;~ Copartnership consisting of M. S. and R. E. Buckley. 


OIL CASE DISMISSED 


Examiner Burton Fuller has recommended the dismissal of 
No. 15615, Artesian Ice & Cold Storage Company et al. vs. At- 
chison, Topeka & Santa Fe et al., on a finding that rates on 
crude, fuel and gas oil, from points in Oklahoma to St. Joseph, 
Mo., are not unreasonable or otherwise unlawful. The report 
covers six sub-numbers as follows: St. Louis Viscosity Oil Com- 
pany vs. Same; M. K. Goetz Brewing Company vs. Same; St. 
Joseph Railway, Light, Heat & Power Company vs. Same; Coates 
Brick & Tile Company vs. Same; St. Joseph Water Company 
vs. Same; and St. Joseph Gas Company vs. Same. 


CALCIUM CARBIDE REPARATION 


Attorney-Examiner W. B. Hunter, in No. 16023, Central 
Commercial Co. vs. Atchison, Topeka & Santa Fe et al., said 
the Commission should find unreasonable a rate of $2.625 col- 
lected on one carload of carbide of calcium, shipped from 
Duluth, Minn., to Kingman, Ariz., in August, 1921. The ques- 
tion was as 60 the meaning of a restriction in the tariffs which 
the examiner said was evidently due to some misunderstand- 
ing between the Santa Fe and the Union Pacific. The conten- 
tion was that the rate was unreasonable in comparison with 
a rate of $1.665, admittedly applicable over routes other than 
the one used. The carriers construed the restriction to require 
the payment of the higher combination. The examiner said 
the Commision should find the higher rate unreasonable and 
award reparation to the basis of the lower. 


SCALES FOR CATTLE RATES 


A lining up of rates on live stock, in accordance with 
scales contained in the report, has been recommended by Ex- 
aminer C. I. Kephart, in No. 15052, American National Live 
Stock Association et al. vs. Oregon-Washington Railroad & 
Navigation Company et al. He said the Commission should 
find unreasonable and unduly prejudicial present rates and 
minimum weights on beef cattle, in carloads, and on sheep and 
lambs, in double-deck and single-deck carloads, from points in 
Oregon, Washington, Idaho and Montana, to Chicago, St. Paul, 
Omaha and other middle western and Missouri river markets. 
He said the claims for reparation should be reserved for future 
consideration, for the naming of those claiming reparation and 
the submission of testimony by those named in the original 
complaint. 

The sanding or bedding charge of $1.50 per double-deck 
car and $1 for a single-deck and the application of a minimum 
of 23,000 pounds on lambs in double-deck cars of standard 
length, with graduated minima for larger and smaller cars, were 
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also assailed. It was alleged the bedding charge was included 
in the freight rates prior to October 19, 1919. The minimum 
weights, the examiner said, were considered excessive for lambs, 
which were alleged to constitute 90 per cent of the sheep traffic 
in the territory embraced in the complaint. Kephart reviewed 
many cases in which the question of rates on live stock were 
under consideration and then said: 


The commission should find, upon consideration of all the sur- 
rounding circumstances and conditions, that the present rates ,on 
the live stock here dealt with, from the origin territory already 
described to Chicago, St. Paul, Omaha, and other related middle- 
western and Missouri River markets were, are and for the future 
will be unjust and unreasonable and unduly prejudicial to raisers 
and shippers in said origin territory and unduly preferential of 
raisers and shippers in states on the south and east to the extent 
that they exceeded or may exceed on beef-cattle and on sheep and 
lambs in double-deck cars the rates set out in scale 1 below for 
distances to the particular market, plus the rates set out in scale 
2 below for distances to Cheyenne and to the easterly Wwoming 
and Montana State lines over the routes of the carriers concerned. 
Scale 1 is that prescribed in South Dakota R. R. Commissioners vs. 
C. & N. W. Ry. Co., 77 I. C. C. 451, extended to 2,500 miles. 


Scale 1 Scale 1 

Rate Rate 
—Distance— Cents —Distance— Cents 
525 miles and over 500.... 39 1800 miles and over 1700.... 77.5 

550 miles and over 525.... 40 1900 miles and over 1800.... 80 
575 miles and over 550.... 41 2000 miles and over 1900.... 82.5 
600 miles and over 575.... 42 2100 miles and over 2000.... 84.5 
625 miles and over 600.... 43 2200 miles and over 2100.... 86.5 
650 miles and over 625.... 44 2300 miles and over 2200.... 88.5 
675 miles and over 650.... 44.5 2400 miles and over 2300.... 90.5 
700 miles and over 675.... 45.5 2500 miles and over 2400.... 92.5 


725 miles and over 700. 


750 miles and over 725.... 47 Scale 2 

775 miles and over 1750.... 47.5 Rate 
800 miles and over 775.... 48.5 —Distance— Cents 
825 miles and over 800....49.5 50 miles and less ........ 2 
850 miles and over 825.... 50 190 miles and over coaet aaee 
875 miles and over 850.... 51 150 miles and over 100.... 2.5 
900 miles and over 875.... 51.5 200 miles and over 150.... 3 
925 miles and over 900.... 52.5 250 miles and over 200.... 4 
950 miles and over 925.... 53.5 300 miles and over 250.... 5 
975 miles and over 950.... 54 350 miles and over 300.... 6 
1000 miles and over 975.... 55 400 miles and over 350.... 7 
1050 miles and over 1000.... 56. 450 miles and over 400.... 8 
1100 miles and over 1050.... 58 500 miles and over 450.... 9 


o 
1150 miles and over 1000.... 59.5 600 miles and over 500.... 10.5 
1200 miles and over 1150.... 61 700 miles and over 600.... 12 
1250 miles and over 1200.... 62.5 800 miles and over 700.... 13 
1300 miles and over 1250.... 64 900 miles and over 800.... 14 
1350 miles and over 1300.... 65.5 1000 miles and over 900.... 15 
1400 miles and over 1350.... 67 5 1100 miles and over 1000.... 16 


1450 miles and over 1400.... 68. 1200 miles and over 1100.... 17 
1500 miles and over 1450.... 70 1300 miles and over 1200.... 18 
1600 miles and over 1500.... 72.5 1400 miles and over 1300.... 19 
1700 miles and over 1600. 75 1500 miles and over 1400. 20 


On sheep in single-deck cars, the rates should be 125 per cent 
of the foregoing rates for like hauls, fractions to be disposed of 
on basis of the nearest one-half cent. This is the rate relation 
prescribed in the South Dakota report. | 

In publishing rates in compliance with these findings, defend- 
—_ should show them as specific rates and not merely distance 
scales. 

Minimum weights of 22,000 pounds for beef-cattle and for sheep, 
double-deck, and 12,000 for sheep, single-deck, in cars 36 feet 
7 in. long or under, and graduated increases for larger cars, are 
in effect in the southwest and were prescribed or authorized in 
the South Dakota case. In Arizona Packing Co. vs. A, E. R. R. Co., 
81 I. C. C. 115, the minimum of beef-cattle was placed at 22,000 
pounds. The minima fixed in the South Dakota case should be 
prescribed under the foregoing rates. They will then harmonize 
with the general adjustment. 

On the question of reparation, recovery can not be had under 
this prayer but parties who are not specifically named as complainants 
or as members of complainant organizations. Waxelbaum & Bro. vs. 
O. S. S. Co., 59 I. C. C, 480. In addition to the members whose 
names appear in the original complaint, a supplemental complaint 
was filed at the hearing to bring in the names of other claimants. 
The period of limitations with respect to the latter is determined by 
the date their names were added. 

Complainants offered little or no testimony by individual shippers 
in support of their claims for reparation. The hearing was held 
during lambing season, when it was very inconvenient and difficult 
for claimants to appear. For this reason, and because their mem- 
bers are widely scattered, formal request is made by complainants 
that a further hearing be accorded in order that a proper showing 
may be made in this respect. This was granted by the commission 
in National Preservers & Fruit Products Asso. vs. A. & S. Ry. Co., 
74 1. C. C, 179, for analogous reasons. ‘The record should be held 


open a limited period to enable complainants to file application for 
such further hearing. 





NO DAMAGE SHOWN 


Examiner A. S. Worthington has recommended the dis- 
missal of No. 15834, Memphis Freight Bureau for Cole Manu- 
facturing Co. vs. Chicago & Eastern Illinois, on a finding that 
rates on doors, from the Pacific coast points to Memphis, are 
not unreasonable and that no damage had been shown under 
the second and third sections although it was shown that the 
complainant was compelled to absorb 7 cents per 100 pounds 
in the sale of doors in competition with jobbers at Cairo, who 
formerly had been on the Memphis basis, and at St. Louis and 
Chicago where the rates had been reduced 7 cents in addition 
to the prior differential. He said there was no showing that 
the market wag controlled by the northern jobbers. 


ILLEGAL DEMURRAGE CHARGES 


Examiner Burton Fuller in a proposed report in No. 16099, 
Milne Lumber Company vs. Illinois Central et al., embracing also 
a sub number, Same vs. Same, has recommended an award of 
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reparation on a finding that demurrage charges assessed on two 


cars of yellow pine lumber at East St. Louis, Ill., and Detroit, 
Mich., were illegal. The examiner said the case was analogous 
to Milne Lumber Co. vs. C. C. C. & St. L., 93 I. C. C. 661, in which 


the Commission found that the demurrage charges were illegally 
assessed. 


RATES ON PAPER BOXES 


In a proposed report on No. 15055, American Tri-State Paper 
Box Company et al. vs. Louisville & Nashville et al., Examiner 
F. W. McM. Woodrow has recommended that rates on paper 
boxes, in carloads, from Nashville, Tenn., to Augusta, Atlanta 
and Macon, Ga., and Birmingham and Montgomery, Ala. be 
found unreasonable, but that those to Savannah, Ga., and Jack- 
sonville, Fla., be found not unreasonable. The examiner said 
the report in I. & S. No. 2178, Paper Boxes Between Southeast- 
ern Points, 93 I. C. C. 559, based on a more comprehensive record 
relating to paper boxes moving not only from Nashville but 
throughout the Southeast, in effect disposed of the issues in 
the instant case. In that case, he said, the Commission found 
justified and permitted the carriers to establish rates for the 
future from Nashville which should not exceed the following: 
42 cents to Atlanta; 51 cents to Augusta; 37 cents to Birming- 
ham; 47 cents to Macon; 42 cents to Montgomery; 54 cents to 
Savannah; 57 cents to Jacksonville and 36 cents to Chattanooga. 
He said rates in accordance with that decision had not yet been 
made effective. He said the Commission should find that the 
rates on paper boxes from Nashville were unreasonable to the 
extent they exceeded 42 cents to Altanta, 51 to Augusta, 37 to 
Birmingham, 47 to Macon, and 42 to Montgomery. No repara- 
tion was sought. 


ZINC ORE RATE CASE 


A finding of unreasonableness and an award of repara- 
tion have been recommended by Examiner E. H. Waters in No. 
15791, Western Metals Company vs. Director-General, as to 
a rate of 34.5 cents and the charges thereunder, on zinc ore, 
shipped between November 1, 1918, and March 1, 1920, from 
Murray, Utah, to Canon City, Colo. He said that it should 
be found unreasonable to the extent it exceeded 30 cents. Ship- 
ments before and after federal control, mentioned in the sched- 
ul of shipments on which reparation was claimed, the examiner 
said, were barred because the Director-General was the only one 
named as a defendant. 


AUTOMOBILE HEATER CASE 


Examiner Lawrence Satterfield has advised the Commission 
to dismiss No. 16092, Western Auto Supply Agency of Los 
Angeles, Calif., vs. Chicago, Burlington & Quincy et al., on a 
finding that the rate charged on automobile heaters, in less 
than-carloads, from Chicago to San Francisco, was applicable 


and not unreasonable. The shipments were made in October, 
1923. 


OIL WELL SUPPLY RATE 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16259, Marion Machine, Foundry & Supply Co. vs. Los 
Angeles & Salt Lake et al., on a finding that the rate on four 
carloads of oil well supplies, shipped from Marion, Ind., to 
Burnett, Calif., in October and November, 1922, was not un- 
reasonable, unjustly discriminatory or unduly prejudicial. A 
rate of $2.61 was collected, 36,000 minimum. The complainant 


asked for a rate of $1.20 on a minimum of 80,000 and $1.50 on 
36,000 pounds. 


CYANAMID REPARATION 


Examiner J. Edgar Smith, in No. 15285, A. H. Bryant vs. 
Michigan Central et al., said the Commission should find 
unreasonable, rates on cyanamid, in carloads, from Niagara 
Falls, Ont., to Alexandria, Va., and award reparation. He 
said the rates should be condemned as unreasonable to the 
extent they exceeded 37 cents prior to July 1, 1922, and 33 
cents after that date. 


WOODEN WAGON BOWS 


Examiner Bronson Jewell has recommended the dismissal 
of No. 16056, Fort Smith Rim and Bow Company vs. Baltimore 
& Ohio et al., on a finding that the rate applicable on two 
carloads of wooden wagon bows, shipped in April, 1923, from 
Columbus, O., to Sherman and Stamford, Tex., was not un- 
reasonable or otherwise unlawful. A rate of $1.21 the examiner 
said, applied to both shipments. One was charged a rate of 


$1.44, admitted to be an overcharge which the examiner said 
should be refunded. 


COTTON LINTER RATES 
Examiner John T. Money, in No. 15433, E. R. O’Donnell 
Mercantile Company vs. Louisiana & North West et al., said 
the Commission should find unreasonable, charges collected on 
shipments of uncompressed cotton linters, from Magnolia, Ark., 
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to St. Louis, made in December, 1921. Charges were collected 
at a rate of $1.23 but why, Money could not determine. After 
the shipments were made a rate of 86.5 cents was established. 
The carrier was willing to make reparation to that basis. 
Therefore, Money said, it was not material to determine what 
the applicable rate might have been. No order for the future 
was necessary because, he said, the rate had been in effect for 
more than a year. 


REPARATION CLAIM BARRED 


Examiner J. P. McGrath has advised the Commission to 
dismiss No. 16306, Lasker & Bernsteain vs. Director-General 
on a finding that a claim of reparation on two carloads of im- 
ported potato starch, shipped in the period of federal control, 
from Seattle to New York, on which a rate of $1.90 was im- 
posed, was barred by the statute of limitations. 


SULPHUR CASE DISMISSED 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 15734, Detroit Chemical Works vs. Caton Railroad 
et al., on a finding that rates on crude sulphur, from Baltimore 
to Detroit are neither unreasonable nor unduly prejudicial. 
It was alleged the rates of 31.5 cents prior to July 1, 1922, and 
28 cents on and after October 25, 1922, were in violation of the 
first and third sections to the extent they exceeded 78 per cent 
of the New York-Chicago rates, less the port differential of 
three cents. The complainant asked for a rate of 25.5 cents 
for the future. That rate was in effect between July 1, and 
October 25, 1922. Reparation to the basis of 28 cents from 
July 1, to October 24, 1922, and 25.5 cents thereafter was asked. 
Sulphur moves on commodity rates and the examiner pointed 
to the fact that departures from the percentage formula used 
in making class rates, for the making of commodity rates, did 
not constitute a violation of section 1. The complainant, he 
said, contended that unequal departures, in the making of com- 
modity rates, resulted in violations of section 3. 


MISROUTING REPARATION 


An award of reparation has been advised by Examiner 
P. F. Gault, in No. 1567, Alabama Chemical Company vs. Illinois 
Traction, Inc., et al., on a finding that the two carloads of tank- 
age, shipped from Chemical, Ill., to Montgomery, Ala., in Sep- 
tember, 1922, had been misrouted by the Illinois Traction. 
That company defended on the ground that the Mobile & Ohio 
tariff, carrying a rate of 16 cents per 100 pounds, from Wick- 
liff, Ky., to Montgomery wag not on its files and that, under 
conference ruling 214 (g) reminding shippers that there was 
a limit beyond which an agent of a carrier could not reasonably 
be expected to know as to terminal delivery or local rates 
and that shippers had some responsibility in the matter of 
ascertaining the lowest rates, the local agent did the best he 
could. The examiner said the Illinois Traction agent must have 
had some knowledge about routes and rates over the Illinois 
Central and Mobile & Ohio and that, therefore, the traction 
company was responsible for the misrouting. 


RATES ON SAND 


The sand rates from Michigan City to points in the Chi- 
cago switching district are attacked as too high in Docket 16429, 
J. N. Bos et al. against the Santa Fe et al., heard before Ex- 
aminer Hunter at Chicago, Feb. 17. 

H. A. Hollopeter, assistant traffic manager of the Indiana 
State Chamber of Commerce, testified on behalf of the com- 
plainant that, on movements of sand from Michigan City to 
Chicago, a rate of 88 cents was charged on all shipments since 
Nov. 5, 1922, while shipments from sand-pits at adjacent points, 
such as Dune Park, Gary, and Miller, paid only 84 cents. He 
entered exhibits of rate comparisons and distance tables tending 
to show that the Michigan City rate should not be higher than 
the rate to those adjacent points. 

J. N. Bos testified that he owned pits at Michigan City and 
that he met a great deal of competition from the pits at Gary, 
Dune Park, and Miller, and business into the Chicago market. 
Because of the freight rate, he said, he was unable to derive the 
ae from his Michigan City pits that he might were the rate 
ower. 

O. A. Ohlemacher, for himself, and O. W. Lang, for the Na- 
tional Sand & Gravel Company, testified that they owned pits 
- Michigan City and were in much the same situation as Mr. 

os. 

E. W. Brunk, for the Michigan Central, testified for the de- 
fendant that rates were generally, taking into account class rates, 
higher from Michigan City than from Dune Park, Gary, and 
Miller to Chicago. He said the Commission had passed on that 
part of the adjustment through Indiana and he thought the 
charges were fair when compared with the general structure, 
rather than with the sand rates from the adjacent points. He 
entered exhibits of statistics showing the volume and cost of 
the sand movement over the Michigan Central and connecting 
lines, tending to show that the road found the movement expen- 
sive. 
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PULLMAN SURCHARGE BILL 
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The House interstate commerce committee decided Feb. 17 
to begin hearings on the Pullman surcharge bill Feb. 18 and to 
devote three days thereto, proponents to be heard first. 

The witnesses heard February 18 were D. K. Clink, of 
the International Federation of Commercial Travelers’ Asso- 
ciations, and Arthur M. Loeb, who was an attorney for the 
National Council of Traveling Salesmen’s Associations in the 
surcharge case before the Commission. Their testimony was 
to the effect that imposition of the surcharge was unjust and 
that the railroads did not need the money accruing therefrom. 
They further contended that it was much cheaper for the rail- 
roads to conduct Pullman traffic than coach traffic. 

The question of whether Congress should make rates directly 
was raised by Representative Rayburn of Texas; Representative 
Hoch of Kansas, and Representative Burtness of North Dakota. 

The effect of the witnesses’ replies to these questions was 
that, as a general proposition, the Commission should prescribe 
rates, but that in this particular instance Congress should over- 
ride the decision of the Commission because it had made a griev- 
ous error. 

Representative Hoch pointed out that the surcharge was im- 
posed by the Commission in Ex Parte 74, along with other rate 
increases, to meet increased costs of operation, and said that 
Congress was now being asked to pick out a particular increase 
ordered by the Commission and eliminate it. He asked whether 
Congress should not remove other increases but Mr. Clink said 
he did not see it that way. The witness thought the roads were 
making more money than they were entitled to under the trans- 
portation act. He did not think removal of the surcharge would 
delay other rate reductions. Mr. Loeb referred repeatedly to 
Commissioner Campbell’s dissenting opinion in the surcharge 
case. 

Henry Wolf Bikle, general attorney for the Pennsylvania, 
appearing for the railroads, pointed out to the committee inac- 
curate statements made in the Senate by Senator Smith, 
chairman of the Senate interstate commerce committee, with 
respect to the surcharge and excess earnings of carriers. He 
said he could not let the statements made by the senator pass 
unnoticed because, if true, they would be important. 

Mr. Bikle referred to a declaration by Chairman Smith to 
the effect that the railroads had earned $80,000,000, recoverable 
by the government under the recapture clause, while a report 
of the Commission to Senator Smith showed that, in 1923, there 
was an indicated excess of $36,000,000 based on book invest- 
ment that might be recovered by the government. He also 
delared inaccurate a statement by the senator that the surcharge 
went to roads that were, for the most part, receiving excess 
earnings, and also the statement that roads not earning 5% 
per cent did not benefit by the surcharge. He pointed out that 
the surcharge went to the railroads and that the Pullman 
Company was only the collecting agency. He asserted that 
of the $37,000,000 collected through the surcharge, $30,000,000 
went to roads that were not earning over 6 per cent. 


The argument that removal of the surcharge would stimu- 
late travel was met by Mr. Bikle by quoting from the record 
before the Commission, showing that a witness for the trav- 
elers said, in effect, that the removal of the 8 per cent war tax 
on passenger travel had no effect in stimulating travel. Mr. 
Bikle said the surcharge amounted to about 10 per cent above 
the basic passenger fare. 

Mr. Bikle suggested to the committee that the bill might 
permit one person to buy one railroad ticket and all the space 
in a Pullman car and have the car to himself, and that the 
railroad would get only one fare for hauling that Pullman 
car. He said the railroads were not arguing in support of the 
surcharge on the ground that those required to pay it were able 
to pay, but, he did say, that if there was to be a reduction of 
any kind, he thought that was the last place charges should 
be reduced. 

Mr. Bikle, in beginning his testimony, called attention to 
the fact that there was a large question of public policy in- 
volved—whether Congress should sit as an appellate tribunal 
over the Commission—but that that question would be dis- 
cussed by others. 

Chairman Winslow indicated that the House was looking to 
the committee for a decision, one way or the other, on the 
surcharge question because of the pending amendment to the 
independent offices appropriation bill, which was in conference, 
making the surcharge illegal. The indications were that the 
House conferees would postpone action until the committee 
had reported on the surcharge bill. The indications also were 
that the House committee would not approve the Dill. 

Representative Wood, of Indiana, who, with Representatives 
Wason of New Hampshire, and Sandlin of Louisiana, were 
appointed conferees on the independent offices appropriation 
bill carrying the Robinson surcharge amendment, told the House 
he would not agree to the amendment in conference and would 
bring it back to the House. He said he favored abolition of 
the surcharge but he thought the amendment was a “bad piece 
of legislation.” The statement was made when Representative 
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Oldfield of Arkansas asked if the House would have an oppor- 
tunity to vote on the Robinson amendment. 

The Senate conferees on the bill were as follows: Warren 
of Wyoming, Smoot of Utah, Jones of Washington, Overman of 
North Carolina, and Glass of Virginia. 

If the Robinson amendment should be enacted into law, it 
is believed that the railroads would be prohibited from charg- 
ing extra fares on fast trains such as the “Twentieth Century 
Limited.” The amendment makes it unlawful for any carrier 
“to demand, charge, or collect from any person for transporta- 
tion, subject to the provisions of this act, in any parlor or 
sleeping car, any fare in addition to that demanded, charged, or 
collected for transportation in a day coach, but this shall not 
prevent just and reasonable charges for the use of accommoda- 
tions in parlor cars or sleeping cars by companies owning such 
cars.” 

Commenting on the action of the Senate in adopting the 
Robinson surcharge amendment, in a bulletin to state com- 
missioners, John E. Benton, general solicitor of the National 
Association of Railway and Utilities Commissioners, expressed 
surprise that the amendment was supported by such members 
as Bruce, of Maryland; Fernald, of Maine; Glass, of Virginia; 
Keys and Moses, of New Hampshire; McKinley, of Illinois; 


Ralston, of Indiana; Spencer, of Missouri; and Underwood, of 
Alabama. Continuing, he said: 


I doubt if the debate will lead many thoughtful people to 
favor congressional rate-making. There did not appear to be a 
very clear understanding generally of the effect of the rate-mak- 
ing rule imposed by Congress on the Interstate Commerce Com- 
mission in section 15a. Senator Howell, however, pointed out 
with entire clearness that while the rule continues in effect, pro- 
viding for an aggregate percentage return upon the aggregate 
value of all roads, any reduction in revenues caused by a change 
in passenger charges must necessarily operate to restrain, to the 
extent of the amount of it, reduction in freight rates. 


D. K. Clink, secretary-treasurer of the International Fed- 
eration of Commercial Travelers’ Organizations, issued a state- 
ment February 15 that he and a committee of traveling sales- 


men had come to Washington to urge members of the House 
to approve the Robinson amendment. 


Debate on Surcharge 


In the debate in the rate-making session the Senate held 
when it voted to make the collection of a Pullman surcharge 
illegal, Senator Howell, of Nebraska, squarely raised the issue 
that if it was proper for the Senate to lop off $40,000,000 a year 
accruing to the railroads under the surcharge, it was proper for 
it to take off a similar amount for the relief of farmers. A 
vote on the senator’s proposal, however, was avoided by a point 
of order being made against an amendment to accomplish that 
purpose. A number of senators indicated by protests against 
the Howell proposal that they did not wish to vote on the 
question of the Senate reducing rates on farm products by direct 
action but that they were ready to take off the surcharge. 


Senator Howell declared he could not vote for the amend- 


ment making the surcharge illegal “in view of the fact that no 
relief has been given to agriculture in the West in the matter 
of railroad rates.” 

“The class that is paying these surcharges is able to pay 
them,” he continued. “The farmer in the western country is 
being charged rates from 50 to 80 per cent higher than they 
formerly were, and no relief whatever has been given him, and 
there seems to be no intention on the part of Congress to give 
agriculture any relief. Therefore, to reduce surcharges by the 
Pullman Company in favor of the railroads, it seems to me, is 
something that ought not to be done in the face of the present 
situation.” 

Senator Smith, chairman of the interstate commerce com- 
mittee, interjected that the Commission had been directed by 
the rate revision resolution to readjust rates. He insisted that 
the surcharge would not affect “the freight or passenger rates.” 
He argued that the roads that were getting the most of the sur- 
charge revenue were those that were earning in excess of 6 
per cent. 

Senator Howell developed that the Commission had had 
the surcharge under consideration and had refused to remove 
it. Senator Robinson argued to the effect that the decision 
was not a majority decision because four commissioners dis- 
sented and two, while concurring, said they would favor a 
reduction in the surcharge. 

“T again state that whereas the Interstate Commerce Com- 
mission has the power and authority to wipe out this surcharge, 
it has refused to do so,’ Senator Howell continued. ‘“There- 
fore the proponents of this bill come to Congress and ask that 
Congress fix the rates. If Congress can fix rates for the travel- 
ing public, it can fix rates on agricultural products.” 

The senator insisted that if $40,000,000 were subtracted from 
the carriers’ revenues by elimination of the surcharge, the ability 
of the Commission to reduce freight rates was reduced by that 
amount. 

“If there is a surplus, and we can reduce rates somewhere, 
why do we pick out the rate of the Pullman car passenger, and 
not reduce the rate of the fellow who cannot ride in a Pullman 
car?” asked Senator Norris, of Nebraska. “Do not all the 
roads make the same surcharge?” 
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Senator Smith replied as follows: 


“It does not accrue to the weak roads under the form of 
contract with the Pullman Company.” 


Senator Caraway, of Arkansas, asked whether, for instance, 
“under the contract of the St. Louis Southwestern Railway Co., 
with the Pullman Co., the surtax on the Pullman tickets does 


not go to that road, but will go, we will say, to the New York 
Central?” 


“No, it goes to the Pullman Co.,” replied Senator Smith. 

“The Pullman Co. gets more than its scheduled tariff and 
keeps the 50 per cent surtax?” asked Senator Caraway. 

“Oh, yes, in many instances the railroads pay the Pullman 
Company for furnishing the cars,” replied Senator Robinson. 

Senator Howell first offered an amendment providing that 
the Commission should immediately put into effect a horizontal 
reduction of 5 per cent on all agricultural products. 

Senator King, of Utah, said he was not advised that the 
evidence before the Commission warranted a 5 per cent reduc- 
tion or more than a 5 per cent reduction. 

Senator Howell asserted the Commission had found against 
removal of the surcharge—that notwithstanding that it was 
asked that Congress remove it and that if Congress could reduce 
a passenger rate when it was not found justified by the Com- 
mission, it could do likewise with respect to rates on farm 
products. After further debate Senator Howell offered a sub- 
stitute amendment providing that the Commission should reduce 
rates on farm products of not less than the amount of such 
reduction in Pullman and parlor car rates. 


Senator Reed, of Missouri, made a plea that the Robinson 
and Howell amendments should not be tied together—they were 
separate and distinct matters in his view. Further criticism 


of his amendment brought the following declaration from Sena- 
tor Howell: 


My view is that we ought not to make rates here in Con- 
gress; we have created a body for that purpose—the Interstate 
Commerce Commission. That commission has passed upon the 
question of the Pullman surcharge and has refused to give relief, 
just as it has refused to give relief in the case of freight rates 
upon agricultural products. Now it is proposed that we make an 
exception; that Congress shall fix this rate; and if Congress can 
fix a rate for a Pullman charge, it can fix a rate for hauling 
wheat. Therefore, if we are going to legislate for those who 
ride in Pullman cars, can we not go a step further and do for 


the farmer something which we know the Interstate Com- 
merce Commission will not do? 


Senator Robinson said the Howell amendment was mani- 
festly an effort to embarrass the adoption of the Robinson 
amendment and that he would ask the friends of the latter to 
vote against the former. Senator Reed, of Missouri, said if he 
were a railroad advocate he would offer the amendment Senator 
Howell had offered, disclaiming, however, that he was saying 
that Howell was doing that. Senator Howell then said: 


I wise to assure Senators that I am not caviling about this 
matter. I have felt very strongly respecting what should be 
done in the matter of railroad rates, and I feel that this amend- 
ment strikes right at the principle of the whole matter. It is 
recognized that, taking the railroads as a whole, the Interstate 
Commerce Commission is endeavoring to provide rates that will 
pay 5% per cent on the railway systems as a whole. If we 
reduce the income of the railroads, even the good roads, those 
that have a surplus, by $40,000,000, we put off just so far the 
time when we can ever expect relief for agriculture. 

Why? The president of the Union Pacific Railroad last year 
announced that although 1923 was the greatest traffic year in the 
history of the railroads, the total earnings amounted to but 4.61 
per cent upon the value of those properties as assumed by the 
Interstate Commerce Commission. In other words, there was 
nearly 2 per cent to go in order to earn the 5% per cent. Sup- 
pose we begin now to reduce the earnings of these railroads. It 
puts off the time when they will arrive at 5% per cent; and if 
we put off that time by canceling the Pullman surcharge, we 
put far in the future the time when we shall be able to reduce 
rates for the farmer’s products. 


Senator Watson said the Commission had reduced rates on 
agricultural products. 


In response to questions, Senator Howell said he did not 
agree with the Esch-Cummins law but that so long as it was 


the law the Commission was bound to comply with it. Continu- 
ing, he said: 


I am not arguing that railroad rates are correct as they are. 
What I want to make clear is that this Congress has imposed 
upon the Interstate Commerce Commission certain rules, and 
one of those rules is that it must fix railroad rates on a basis 
such as will afford a return of 5% per cent. The Interstate Com- 
merce Commission tells us now that these railroads are not 
earning that amount under the premises fixed by Congress. In 
spite of this fact, however, it is now proposed to reduce the 
income of these railroads by wiping out the Pullman surcharge. 

If that is done. what is the result? Why, we leave the Inter- 
state Commerce Commission in its present situation, with no 
change in premises, and turn agriculture back to it, subiect to 
impossible conditions, for a reduction of freight rates. On the 
other hand, we propose here in Congress and on this floor to 
come to the rescue of Pullman passengers—to reduce rates for 
a particular class, a thing that can not be done by the com- 
mission for the same reason that the commission can not do 
anything for the farmer. 


That is my position respecting this matter. 


Senator Robinson finally made a point of order against the 
Howell amendment and it was sustained. The vote on the 
Robinson amendment making the surcharge illegal was 56 to 8, 
the senators who voted in the negative having been Brookhart, 


Dale, Fess, Howell, Jones of Washington, Metcalf, Oddie and 
Pepper. 
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EASTERN CLASS RATE CASE 


The Trafic World Washington Bureau 


Whether it is due to suggestions from railroad men or to 
some other cause, it is a fact there has been considerable talk 
about the desirability, if not the possibility of the Commission 
dropping the eastern class rate inquiry and going back to the 
proposition that the orderly way to proceed with the matter 
would be to require the railroads either to justify their fourth 
section departures or line up their rates. There is no question 
put that the railroads would like to have the fight shifted to 
that basis. They prepared themselves on the basis that they 
would undertake to justify certain of their departures and 
abandon others, for last April’s hearings on their applications 
for relief. 

At various times in the first two weeks of the hearings 
efforts were made to get a record that would show just who 
started the matter. As made by Mr. Collyer, the record shows 
that Edward Chambers and the late Charles A. Prouty started 
it while the railroads were under federal control, some time 
in 1919. But who prodded them into activity is not a matter of 
record. It was common talk then and had been for years before 
that time that the eastern class rates were a conglomeration of 
local settlements, or remnants of structures intended for appli- 
cation on much shorter railroads. In connection with the jeer 
about hodge podge was the suggestion that, inasmuch as the 
railroads to the east and to the west, had been given new 
suits of mileage rates, the thing to do was to do a bit of tailor- 
ing for the eastern roads. 

While the roads were under federal control the trunk line 
committee worked out a ten or twelve class scale but all efforts 
looking to a new dress for eastern class rates were dropped 
while Max Thelen was in the office formerly held by Charles 
A. Prouty. At that time it was understood that shippers did 
not like the risk of having the whole rate situation torn up, 
even if there was a possibility of getting a “scientific” structure 
to replace the one that looked like the homes in West Indian 
islands built by plantation laborers by using big kerosene cans 
as the chief sheathing material. 

There is no question about the distaste the railroads have 
for the task set before them by the Commission when it issued 
its order instituting the case. Castor oil and quinine combined 
could hardly be more unpalatable than the case seems to them. 

Thus far there has not been any expression of views by 
shippers. Their representatives have asked questions to draw 


out the witnesses for the carriers to the fullest possible degree. 


Commissioner Eastman and Examiner Hosmer also have asked 
questions, but, generally speaking, there has been no indication 
of the views of shippers other than that they are opposed to 
the case being made the vehicle for increased rates. The rail- 
road men, recalling what happened in the southeast; that the 
Eastman report, if adopted, would make a reduction of more 
than four per cent in their revenues, have been anxious to 
avoid going through the mill through which the southern car- 
riers have been put, even if it is not certain that the Eastman 
report, making the reduction indicated, will be adopted, without 
amendment. 

It is the understanding that some shippers think it would 
be well to leave things as they are except that the most flagrant 
departures from the fourth section should be toned down, if 
not removed, especially on account of the fight that has been 
made for a near-rigid fourth section. It is also certain there 
are shippers who want a revision made because they have been 
battling with the hump in rates near the boundary between 
trunk line and C. F. A. territories for a long time and their 
assumption has been that they would benefit by almost any 
kind of change that sane men could suggest. Naturally those 
that are not worrying about the adjustment are not taking as 
active a part in the case as those who think they have reason 
to worry. The latter have gone so far as to make arrangements 
for the fight. They would be expected, in case there was 2 call 
for a showing of hands to hold up, not only their own hands but 
any they could borrow, as a sign of negation, emphasized to the 
highest possible degree. 


The order of procedure in the eastern class rate case was 
changed February 13 by having Eugene Morris lead off in testi- 
mony relating to the Central Freight Association Territory phase 
of the case instead of R. N. Collyer, as originally planned. He 
dealt almost exclusively with eastbound rates from groups in 
the southeastern part of C. F, A. to groups in the western part 
of Trunk Line territory about which there had been informal 
complaint. He inserted in his testimony a, recital of many indi- 
vidual rates. The volume of testimony of that kind was so 
large that Commissioner Eastman suggested that it should have 
been put into exhibit form so as not to burden the record with 
it. Mr. Eastman asked whether the rates he was reading were 
above or below the C. F. A. scale. The witness said he could 
not say without checking them egainst the scale, which he had 
not done, 

Among other things Mr. Morris said that the position of the 
Central Freight Association lines was that, notwithstanding the 
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fact that the scale in that territory was not as symmetrical as 
it was when handed down by the Commission, nothing should 
be undertaken in respect of it now. In answer to a question 
he said now would be as good a time as any other to bring 
it back to symmetrical proportions if it were determined that 
that should be done. Percentage increases and reduction, he 
said, caused the destruction of the symmetry of the scale. It 
was suggested that the rule for the disposition of the fractions 
caused uneven progession between the mileage blocks which he 
had instanced as evidences of a loss of symmetry. He said 
that that rule had had some effect but that the percentage 
changes were more largely responsible than that rule. Differ- 
ence in the treatment of arbitraries in the southeastern groups 
and those in Michigan he admitted had also helped in the de- 
struction of the symmetry for the restoration of which the lines 
were not asking. 

No complaint he said had been made about the treatment 
of rates under the fourth section permission granted by the Com- 
mission, which fact was cited in a way to indicate that it had 
weight as an argument against any change in the situation 
respecting the fourth section. 

W. W. Collin asked a line of questions to develop the fact 
concerning the division among the carriers, at the time the 
C. F. A. seale case was pending and the further fact that in 
making rates from Pittsburgh to points west of Columbus, O., 
and to points in Indiana the C. F. A. scale was used but that 
in making the so-called long-haul rates from Pittsburgh to 
Illinois territory west of the 100 per cent points, the New York- 
Chicago percentages had been used. 

A considerable quantity of testimony of an historical char- 
acter was put into the record by Messrs. Collyer and Morris 
concerning the Central Freight Association phases of the trunk 
line proposals and the inter-territorial or overhead: rates. The 
testimony, however, did not go, mainly as many shippers hoped, 
to the reasons that caused the trunk lines to raise the volume 
of the fourth top classes, leave the fifth as it was and slightly 
lower the sixth. The tenor of their explanation was that the 
increases in revenue resulting from the raising of the four up- 
per classes would be offset by the reduction in the sixth class. 

Mr. Collyer was at considerable pains to point out that, in 
view of the Commission’s decisions in the Disque and Anderson 
scale cases it would have been presumptious for the carriers to 
have presented proposals based on percentage of class relation- 
ship other than in accord with the percentage relationship pre- 
scribed in those cases. The carriers took fifth class and worked 
the percentages for the upper classes upward from that base. 

In the cross examination of Mr. Morris, C. R. Hillyer asked 
the witness how he justified an increase of 16 cents in the third 
class overhead rate between Chicago and New York in view of 
the admonition in the Hoch-Smith resolution that rates on agri- 
cultural products were to be kept as low as possible. Mr. Hill- 
yer said he was impelled to ask that question because the car- 
riers at the hearing at Kansas City recently, assured him that 
if the Commission allowed them to increase their class rates, 
they would protect the poultry and egg shippers for whom Mr. 
Hillyer was speaking by publishing commodity rates that would 
result in keeping the charges where they are now. 

Mr. Morris said the increase in the third class rate, the 
one that carries eggs and dairy products, was a part of a gen- 
eral revision and that the question of rates on agricultural 
products was not specifically under consideration. As_ to 
whether they would or would not publish commodity rates un- 
der which food products now moving on third class would be 
kept where they were now, Mr. Morris said he did not know. 

Paul Blanchard asked Mr. Morris whether, if it could be 
shown that 98 per cent of the tonnage moving on the third class 
rates originated in central territory and only two per cent or 
none originated in trunk line, he would hold that the increase 
in the third class overhead rate had been justified. Mr. Morris 
admitted that the use of a paper rate to bring about an in- 
crease was no more justified than an effort to use a paper rate 
to have rates reduced. 

Mr. LaRoe, by means of questions, tried to have Mr. Mor- 
ris admit that the trunk line committee had the power to de- 
cide all questions that arose as between the trunk line and C. 
F. A. associations. Mr. Morris admitted that few of such ques- 
tions were decided except upon the joint action of the two asso- 


ciations and that the C. F. A. body did not decide independently 
of the trunk line committee. 


As a witness for the Pennsylvania, E. P. Bates, assistant 
freight traffic manager in the eastern region, testified to a change 
that had been proposed in the application of scale No. 2. He 
said it was intended to apply not only to Norfolk and Richmond 
as shown in the program for testimony, but to the whole Dela- 
ware peninsula, that is to the eastern shores of Maryland and 
Virginia, instead of only to the Virginia Cities part of the terri- 
tory served by the New York, Philadelphia & Norfolk, part of the 
Pennsylvania system and other parts of that system in that 
territory. The original proposal, he said, was to apply scale No. 
1 to a part of the territory described and No. 2 to Norfolk and 
Richmond. 

Mason Manghum asked questions intended to bring out that 
the original proposal was broader, in its application of scale 
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No. 1, than described by Mr. Bates. He mentioned Collyer 
exhibits as indicating what he suggested but Mr. Bates thought 
not. 

As a witness for all the trunk lines, Mr. Bates described the 
groups in the western and northern part of trunk lines territory 
to be used in stating everhead rates from C. F. A. to trunk line 
territory, and groups in trunk line to be used in stating over- 
head rates from trunk line to C. F. A. He said no changes were 
proposed in the groups for eastbound rates. They had lohg 
existed and no change was proposed, he said. In describing 
them he pointed out that on the map submitted by him there 
were various small sub-groups, the basis of rates from which 
was something plus the large group rates. 


Commissioner Eastman’s interest was aroused in the plus 
groups. He wanted to know if it was not one of the purposes 
of the higher overhead rates to avoid the using of the big-group- 
plus basis. If that was so was it right, he wanted to know, to 
add arbitraries to the overhead rates from these plus points. He 
suggested inconsistency but Mr. Bates did not agree with him, 
his point being that there was no proposal to disturb the groups 
or the basis of making rates from them. 


In respect of groups in trunk lines to be used in making 
overhead rates to C. F. A. the witness said the proposal was 
to carve a Rochester group out of the Syracuse group and to 
create a Utica group by taking territory out of the Albany group. 
That would provide more groups for making westbound rates 
and, in a map sense, make the westbound grouping correspond 
more nearly to the eastbound grouping. 

In one of his earlier appearances Samuel House, of the 
Baltimore & Ohio, said it was as natural for any and all scales 
to result in fourth seétion departures when application thereof 
was sought to be made, as it was for a dog to have fleas. On 
February 16 he was recalled to the stand to testify about the 
departures that exist now, in westbound rates from trunk line 
territory to C. F. A. and what would exist if the suggested scale 
No. 1 were adopted. He pointed out the troubles into which 
the one seeking to apply the new scale would fall no matter 
what two points were made the controlling ones, using Albany 
as the eastern pivot, and various points to the westward as the 
first point of contact. For instance, he said that if Pittsburgh 
were taken as the western point of control, then troubles for 
the man making the application would appear at places in Ohio, 
no matter whether he used the existing $1.42 overhead New 
York-Chicago scale or the proposed overhead scale of $1.61. The 
question was not whether there would be fourth section de- 
partures be suggested but where they would be found. 


It was suggested that his testimony on that day was given 
in support of his proposition that fourth section departures were 
as natural to scales as to fleas to dogs. 


After Mr. Bates left the stand G. F. Butler of the Norfolk 
& Western was recalled to describe the C. F. A.-Virginia Cities 
adjustment as to the facts without much out and out opinion. 
E. B. Tullis, the general freight agent of the Baltimore & Ohio 
at Chicago, described the fourth section departures in C. F. A. 

The carriers exhausted all the data they were prepared to 
submit by the end of the session of February 16 and the hearing 
took a recess until February 19. Mr. Barrett said the carriers 
then hoped to be ready to say what they were prepared to pre- 
sent for the remainder of the time that had been set aside 
for the initial bout on the subject. In the course of the twelve 
days the hearing had run, he said, a number of questions had 
been asked answer to which the carriers were not prepared 
to give. One of the questions was propounded by Herman 
Mueller just before the recess was announced. It was as to 
whether the carriers were going to include Duluth and other 
points on the eastern edge of Western Classification territory 
or on the western edge of Official Classification in their presenta- 
tion of the case originated on the order of the Commission. 

A suspicion that Commissioner Eastman had an intention 
to break down, if possible, the wall of reserve the eastern car- 
riers had been accused of building around their thoughts about 
the class rate revision suggested in the orders put out by it, 
was created by announcements made by him when hearings 
were resumed February 19. He told the carriers he wanted 
some statistical information and furnished them a list of the 
things desired by him, showing the number of miles of road 
operated, book investment, operating income, operating ratio, 
per cent of net railway operating income on book investment 
in road and equipment and things like that. 


Request for that kind of information was not surprising. 
But when Mr. Eastman indicated that he would like traffic 
vice-presidents to appear as witnesses there was a lifting of 
eyebrows. The railroad witnesses thus far, as a rule, have 
been either agency men or men subordinate to the traffic vice- 
presidents. The vice-presidents he asked to have appear as 
witnesses are Benjamin Campbell, of the New Haven; W. C. 
Maxwell, of the Wabash; T. C. Powell, of the Erie; and George 
H. Ingalls, of the New York Central. The witnesses, thus far, 
have carefulfy avoided the discussion of points on which it 
has been understood the railroads, in their conferences pre- 
ceding the formulation of testimony that has been put into the 
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record in this case, were in violent disagreement. Attorneys 
for shippers have vainly tried to bring out evidence of the 
disagreements. The witnesses have contented themselves by 
saying, when a particularly sore point was reached, that the 
carriers had been unable to agree upon proposals in respect 
of such and such a point, as, for instance, western termini. 

The memorandum, indicating the data Commissioner East- 
man desired, is as follows: 

For each Class I carrier operating in official territory, separating 


statistics, so far as possible, between central trunk line and New Eng- 
land territories: 


For years ended December 31, 1922, December 31, 1923, December 
31, 1924, 


1. Miles operated at end of year (a) First main track. 
tracks. 


2. Book investment at end of year in road and equipment, 
3. Average of such book investment (a) Per mile of first main 
track. (b) Per mile of all track. 

4, Averages per mile of road and per mile of all track of (a) 
Operating revenues—Passenger, freight and total. (b) Operating ex- 
penses—Passenger, freight and total. (c) Net operating revenue—Pas- 
senger, freight and total. (d) Ton-miles revenue freight. 

5. Averages per train-mile of (a) Operating revenues—Passenger, 
freight and total. (b) Operating expenses—Passenger, freight and 
total. (c) Net operating revenue—Passenger, freight and total. 

6. Net railway operating income. 


7. Per cent net railway operating income on book investment 
in road and equipment. 


Average revenue per ton of freight. 


9. Average revenue per ton-mile of freight. 
10. Operating ratio. 


1. Such information as can be supplied without great delay or 
expense showing comparative levels of class rates within official ter- 
ritory, southern territory, western trunk-line territory, southwestern 
territory, mountain-Pacific territory, and between said territories, in- 
cluding trans-continental rates. 


2. Similar information showing comparative levels of commodity 
rates within and between said territories. 


. Such information as is available indicating the extent to which 
traffic is handled on class rates as compared with commodity rates 
within and between said territories. 


4. The following statistics for the years ended December 31, 1922, 
1923 and 1924 for eastern territory, southern territory, western terri- 
tory, subdividing the results as between the separate districts of 
these territories to the extent that such subdivision is readily prac- 
ticable: Average revenue per ton of freight, average revenue per 


ton-mile of freight, average haul of freight, average tons of revenue 
freight per ton. 


5. Statement of all commodity rates, excepting coal, sand and 
gravel, slag, brick, cement and lime, between Cincinnati and Albany, 
Syracuse, Rochester, N. Y., Scranton, Williamsport, Harrisburg, Pa., 
Cumberland, Md., and between New York City and the same points 
showing in each case classification rating of the commodity. , 

_ 6. List of commodities which by exceptions to the classifica- 
tion are given rates of general application which are made percentages 
of class rates or are made lower than the normal class within and 
between central territory, trunk-line territory, New England terri- 
tory, stating the percentage and the class in each case. 


J. R. MacAnanny, of the Boston & Maine, testified that 
the exhibits submitted by him showed the addition of a scale, 
beginning with 15 cents and observing the Disque relationships, 
for the crossing of Harlem river to and from trunk line ter- 
ritory; the leaving of rates from trunk line and territory west, 
to New England on the present basis, that is, rates higher than 
those to New York; and from New England to the west on 
the New York basis, the latter adjustment being favored to 
enable New England manufacturers to compete, in the com- 
petitive territory of the middle west, with trunk line territory 
points. He said that that was a commercial adjustment, which, 
— examination, he said he thought a wise transportation 
policy. 

Attorneys for shippers tried hard to get Mr. MacAnanny to 
discuss the results of the treatment proposed for New York 
harbor, but he said he was testifying only as to the New 
England part of the plan and not what took place at New 
York and points in New Jersey as a result of the joining 
together of the New England and trunk line mileages. The lat- 
ter, he said, were furnished by the trunk line and that ques- 
tions as to them should be addressed to their witnesses. AS 
to the New York harbor situation, he said another witness 
would deal with them. 

T. M. Woodward wanted to know about the abandonment, 
by the Boston & Maine of about, as Mr. Woodward said, one- 
fourth of its mileage. 

“May we not try that case at some other time?” asked 
Mr. Cole, attorney for the Boston & Maine. 

“When are you going to try this one?” asked Mr. LaRoe. 
In view of repeated objections by the witness to the testimony 
of the carriers being referred to as “proposals of the carriers,” 
Mr. LaRoe’s question evoked a general laugh. 

George M. Wood, freight traffic manager for the New 
Haven, was put forward to tell about New York lighterage and 
rates to and from Long Island; the overhead rates caused by 
the scheme for inflating New York distances and the effort 
and desire of the New England carriers to obtain, at the border 
points, the full benefit of the Anderson scale which they had 
not been able to get because of the lower trunk line rates. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 


under first class postage to all the others, thus insuring 
prompt and regular receipt. 


(b) A 


“casio 


ages te ETE — ooo 


Sig Leuecitoene o> 


SRD 


Fek 


p 
p 
Vv 
t 
b 
Cc 
} 
] 
] 
( 
( 


eys 
the 


the 
ect 
ini, 
ast- 
ting 
ing- 
iber 


All 


ain 
(a) 
ex- 
as- 
er, 
ind 


ent 


"yen Saas 


Pay: 


February 21, 1925 


POTTER ON CONSOLIDATION 


Opposition to promulgation by the Commission of a com- 
plete plan for consolidation of the railroads of the United 
States into a limited number of systems, on the ground 
that such action would prevent desirable consolidations, is ex- 
pressed by former Commissioner Mark W. Potter, in an article 
in the Nation’s Business, published by the Chamber of Com- 
merce of the United States. Mr. Potter says: 


I am out of tune with the present provisions of the interstate 
commerce act regarding consolidations. I am in favor of consolida- 
tions along the lines of principle embodied in the existing interstate 
commerce act. I am sure the effect of such consolidations will be 
beneficial. I think that, generally speaking, the railways are anxious 
and ready to go ahead and consolidate. The present law is 
preventing desirable consolidations. Any law which requires the pro- 
mulgation of a ‘‘complete plan” will block them. 

for a long time many thought that the present law absolutely 
prohibited consolidations. That held up consolidations for about 
three years after the law was enacted, the thought being that the 
present law so froze the situation that no consolidations could take 
place even when state laws permitted them, until a complete plan 
was promulgated. After three years of discussion and controversy, 
the Commission, in the Nickel Plate case, adopted the contrary view 
by a majority of one; and we authorized the issuance of securities to 
carry out a plan of consolidation, although the complete plan had not 
been promulgated. If the majority had not taken this view, the 
Nickel Plate could not have been consolidated, and the country would 
have been deprived of the activity of men like the Van Sweringens 
of Cleveland, Ohio, and their associates, who, in my judgment, today 
constitute a most constructive influence toward reshaping the rail- 
road map through consolidations. 

I do not believe at all in the promulgation of a complete plan. 
I think it is the one thing that ought not to be done. It will serve 
and has served to create difficulties, construct obstacles, cause 
friction, excite opposition, and, worse than all, prevent handling the 
situation in the practical, business-like manner which is needed to 
pecan | about consolidations. It is about as inappropriate for suc- 
cessful accomplishment as a blacksmith’s tools would be to repair a 
watch, or as a dump cart would be to carry the driver in a horse 
race. What is needed is not machinery, but freedom from machinery. 
The principles which the transportation act establishes regarding 
consolidations are all right. The carriers should be allowed to go 
ahead and consolidate in accordance with those principles, subject 
only to the approval of the Commission. If they were thus given 
their heads, I am sure the railroads would promptly accomplish much 
in the way of consolidations to the satisfaction of the carriers and 
the public, and with the beneficial effects which constitute the aim 
and desire of us all. 

What is desired to bring about consolidation so as to preserve 
competition, create systems of balanced strength and efficiency, im- 
prove service, promote economy, stabilize credit, avoid disturbance, 
allay anxiety, facilitate the flow of new funds from private sources 
and encourage efficient and economical management and operation 
under proper government supervision and regulation. The idea is to 
induce the carriers to consolidate voluntarily, so they will do it with- 
out resort to compulsory methods that would cause delay and perhaps 
be futile. Obviously, the simpler and more expeditious the means to 
these ends, the better. 


The unfortunate tendencies of the times in almost everything are 
towards tco much elaboration and machinery. Railways would have 
consolidated years ago if they had not been prevented by law. Now 
it is realized that restraining laws were a mistake, and it is desired 
to grant carriers relief and give them encouragement. Still, appar- 
ently the government is not willing to give the desires of the carriers 
much weight, and seemingly what it wants is to get them in a strait- 
jacket and have all the planning done by a government agency. 

The mere promulgation of a plan will get nowhere. Hundreds of 
thousands of dollars and nearly four years have been expended trying 
to devise a plan, as though that in itself would be a great accom- 
plishment. What is wanted is not a plan, but consolidations, 


Mr. Potter says that, for a long time, he entertained the 
notion that the promulgation of a complete plan would be help- 
ful but indicates that the hearing of testimony on the Commis- 
sion’s tentative plan changed his mind. He says the plan 
has no friends. Continuing, he says: 


It is certain that if the tentative plan were to be adopted as the 
complete plan, the opposition, both of carriers and the public, would 
prevent its adoption in any considerable part. If we discard it and 
guess again, I am not hopeful that the result will be any more sat- 
isfactory. Those now on the Commission who favored the adoption 
of the tentative plan when it was adopted constitute less than a 
majority of the Commission. It is hardly conceivable that the Com- 
mission will be unanimous or anything like it in adopting any plan. 
I think it is more than likely that, if a plan is adopted, it will be 
adopted by a majority of not more than one or two votes, because 
necessarily there are so many differences of opinion on this subject. 
It seems to me it will be unwise to force any plan so adopted on to 
reluctant carriers and security holders. 

The law, in my judgment, should do little more than announce 
a policy of consolidation in harmony with the general principles of 
the present law. Having made the law thus elastic, I would add a 
direction to the Commission to report at the end of a period what 
had been done during the period in the way of consolidations, and 
what additional consolidations are desirable and what steps should be 
taken to accomplish them. 


Mr. Potter thinks it would be well to authorize the Com- 
mission to designate from its members one or more commis- 
sioners to participate with the carriers in different sections to 
assist them and stimulate the working out of consolidation 
programs. He says the record in the consolidation investigation 
is lacking in that it does not show the attitude of the mind of 
the railway executives, security holders or bankers. He em- 
phasizes the importance of the factor of “give and take” that 
must enter into consolidation of properties and which would be 
interfered with by any set plan. He says the moment a com- 
plete plan is promulgated, the power to negotiate and trade and 
press is thrown away. Continuing, he says: 
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The complete plan should be abandoned. We should not confine 
ourselves to a record. We should f° outside of the record and use 
it only as information. Someone should get hold of the representa- 
tives of the railways in a practical, businesslike way, trade out all 
of the situations, including security issues. After this had been done, 
it might be all right to put out a plan at the last step. A plan thus 
put out would be enthusiastically commended by everybody, carriers, 
shippers and security holders, and be promptly adopted, accomplish- 
ing all you want to accomplish and all everybody else wants to 
accomplish and win the commendation of everyone for proceeding 
4 a — businesslike and sound manner, and getting real bene- 

s quickly. 

I have had conferences with important executives, and find they 
are willing to talk to an individual with far greater freedom than 
they will to the public, which would permit their position to be used 
to block them and hold them up. If the complete plan idea is scrapped 
and the Commission can properly organize its activity, a lot of con- 
solidations of the right sort can be put through in a hurry. * * * 

Look at the Reading-Central Railroad of New Jersey-New York 
Central situation. The New York Central wants the Central of New 
Jersey and trackage over part of the Reading. For the last six months 
the papers have been filled with propaganda against this. The state 
of Pennsylvania and other sections are up in arms, and bitterness 
is being created which at least makes practical negotiation and solu- 
tion very difficult. As a matter of fact, the whole thing could be 
ironed out around a table. There are ways to get all the New Yorr 
Central needs and really desires without antagonizing anyone, and 
this can be done only in a trade. To promulgate a complete plan 
would greatly add to the difficulty. * * * 

The present situation, noting in connection therewith condition . 
of public sentiment, presents a favorable opportunity for ironing out 
the railway map in a constructive way which will be of great benefit 
to the public interest and all concerned. This work cannot be done ‘ 
soundly except through the utilization of the skill and positions of 
the railways, meaning by railways their executives, security holders 
and bankers. They can do it if they will approach the subject with 
that sense of responsibility which will keep foremost in their minds 
what the public interest and the interest of all carriers require. ‘That 
is the duty of all, whatever their primary interest may be, to take 
this broad view. There is the ultimate adjustment which, being best 
for all, will be best for each carrier. The paramount duty of all is 
to find, accept and consummate this sound judgment. 


VAN SWERINGEN MERGER PROGRESS 


The Trafic World New York Bureau 


Action of the directors of the Pere Marquette in voting for 
the Van Sweringen consolidation plan completed the third of 
five steps in carrying the merger to completion, and overcame 
what was considered the most difficult obstacle. Thus far the 
Van Sweringens have secured the approval of the executive com- 
mittees of the Chesapeake & Ohio, the Hocking Valley, the 
Nickel Plate, the Erie and the Pere Marquette. They have 
brought about the deposit of the majority of the stock of these 
companies so that the plan could be declared effective by the 
committee. The favorable vote of the Pere Marquette directors 
completed the task of getting the endorsement of the various 
boards of directors. 

There remain now the task of getting the approval of the 
stockholders of the companies and also of the Interstate Com- 
merce Commission. Stockholders meetings will start with that 
of the Pere Marquette in Detroit on March 21 and will be held 
at intervals until April 2. As the Van Sweringens control the 


majority of stock the ratifications are considered merely a mat- 
ter of form. 


CONSOLIDATION INVESTIGATION 


The Trafic World Washington Bureau 


Approval by the Senate of Senator Howell’s resolution pro- 
viding for investigation of the proposed Van .Sweringen-Nickel 
Plate merger and of the acquistion of control of the Gulf Coast 
Lines by the Missouri Pacific, it is believed, would prove the 
opening wedge for an attack on voluntary consolidations of 
railroads. The senator’s statement explaining the resolution 
which is substantially to the same effect, follows: 


The resolution which I have introduced providing for a Senate 
investigation of the ‘‘Nickel Plate’ and Missouri Pacific Railroad 
mergers is intended to bring to light the facts regarding these trans- 
actions so that not only investors but the general public may know 
exactly what is being done. 

I want the facts before it is too late to act. Under the terms of 
the transportation act of 1920, and in accordance with the policy 
which has been strongly supported by President Coolidge, as it was 
by President Harding, the railroads of the country are now em- 
barking upon a series of huge consolidations and mergers, without 
precedent in the nation’s history. We are not only establishing a 
new policy, in direct opposition to the traditional policy proclaimed 
in the Sherman anti-trust law, of permitting consolidation of cem- 
peting lines, but we are authorizing this poilcy of government-sanc- 
tioned consolidations to be applied to all the railroad mileage of the 
country without any real knowledge of what is involved. 

It was the intent of Congress, as expressed in the transportation 
act, that this consolidation of the railroads of the entire United States 
into a few great systems should be permitted only under the strict 
control and supervision of the Interstate Commerce Commission. 

The decision of the Interstate Commerce Commission, particularly 
in the “‘Nickel Plate-Clover Leaf’? case, decided in June, 1923, and 
the Missouri-Pacific Gulf Lines case, decided a few weeks since, leave 
no doubt that the Commission, without further reinforcement from 
Congress, is unable or unwilling to control these consolidations so 
that the public interest will be protected and the rights of investors, 
shippers and employes will be fully safeguarded: It is therefore nec- 
essary for Congress to give this matter immediate attention and 
take such steps as may be necessary to secure these ends, 

In the Missouri Pacific-Gulf Lines case, the majority of the Com- 
mission denounced the compensation which was being paid to W. 
A. Harriman & Co. and Blair & Co., the bankers who were handling 
the stock transaction, as unwarranted and excessive. The Commis- 
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sion estimated that the compensation of these bankers would be 
approximately $1,225,000 on a total transaction of $18,000,000. The 
New York Times of December 12, 1924, has since shown that the 
stock was in fact acquired by these bankers during the past year 
at a figure far below that used by the Interstate Commerce Com- 
mission in its estimate, and therefore the bankers stood to make 
gross profits of $3,250,000. It would appear that all the bankers did 
in this case was to act as purchasing agents for certain stock which 
the stockholders were quite ready to sell on the terms offered. After 
reviewing the facts and assailing the bankers’ compensation as ex- 
cessive, the Commission stated, ‘‘We have no jurisdiction to determine 
the compensation which the bankers should receive,’ in spite of 
the fact that the transportation act of 1920 gave the Commission 
power to approve such consolidations ‘“‘with such modifications and 
upon such terms and conditions as it may prescribe.’ 

Commissioner Eastman, in his dissenting opinion, opposed the 
proposed consolidation not only because of the excessive compensation 
paid the bankers, but on the ground that such great combinations 
of railroad properties should not be permitted until the Commission 
was in a position to announce its general plan of consolidation of all 
the railroads. He stated, “If experience is any criterion the chief 
beneficiaries (of these consolidations) for some years would be the 
bankers and lawyers in charge of the negotiations.’’ Commissioner 
Campbell, in his dissenting opinion, said: “I cannot give my sanction 
to a transaction which is to be consummated by wasting hundreds of 
thousands of dollars belinging to security holders, which, if it is to 
be recovered at all, will have to be recovered at the expense of the 
shipping public.’’ 

Nobody knows what underwriting commissions and other com- 
pensation Morgan & Co. and the First National Bank, the fiscal agents 
and financial promoters of the proposed ‘‘Nickel Plate’’ consolidation, 
will receive for handling the hundreds of millions of securities in- 
volved in that transaction. 

We are concerned, however, not only that these transactions shall 
not be burdened with such excessive charges which the American 
people will have to pay in the form of increased freight and passenger 
rates, but that such consolidations as are permitted shall actually 
serve the public interest and promote the general welfare of the 
nation. e 

The proposed ‘“‘Nickel Plate’’ consolidation, according to articles 
appearing in the financial colums of the New York American, will 
give Morgan & Co. and the First National Bank interests control of 
37,000 miles of road, with assets of three billion dollars in the in- 
dustrial territory of the east. 

The proposed “Nickel Plate’’-Erie consolidation most nearly par- 
allels the lines of the New York Central system, which is already 
controlled by the Morgan-First National Bank group. Thus these 
two competing systems will be under the single financial control, and 
any effective competition will be nullified. 

Furthermore, the roads which are involved in this merger own 
enormous anthracite and bituminous coal properties. The coal supply 
of the nation is already controlled in large measure by Morgan & Co. 
through its stronghold in the anthracite region, and the proposed 
merger, if the coal properties are permitted to be transferred, will 
largely increase the power of this coal monopoly. I do not believe 
that these immense coal properties should be transferred to this 
great consolidation. 

The time for Congress to lay down terms and conditions which 
will in some measure protect the public from the evil effects of the 
consolidations and mergers is now while these consolidations are 
taking place. After they have once been consummated, nothing ef- 
fective can be done, 

I am therefore urging that the Committee on Interstate Com- 
merce make a thorough investigation of these consolidations, so that 
Congress may take whatever action is necessary to safeguard the 
public interest. 


Senator Howell’s resolution providing for a Senate inves- 
tigation of railroad consolidations follow: 


Whereas there is now in process of formation a consolidation of 
the following railroads, namely, the New York, Chicago & St. Louis 
Railroad Co. (the Nickel Plate), the Chesapeake & Ohio Railway Co., 
the Hocking Valley Railway Co., the Erie Railroad Co., and the 
Pere Marquette Railway Co., with total trackage of 14,357 miles and 
assets alleged by the promoters to amount to an aggregate of $1,406,- 
763,792, the proposed consolidation being known in financial circles 
as ‘‘the new Nickel Plate’; and 

Whereas this consoidation includes a previous merger consum- 
mated in 1923 whereby the ‘Nickel Plate’’ absorbed the Chicago & 
State Line, the Lake Shore & Western, the Fort Wayne, Cincinnati 
& Louisville, and the Toledo, St. Louis & Western (Clover Leaf) 
railroad companies; and 

Whereas the fiscal agents and financial promoters of this plan 
are J. P. Morgan & Co. and the First National Bank of New York 
City, which already own or control a large part of the railroad prop- 
erties located in the eastern states as well as in other sections of 
the country; and 

Whereas the proposed “Nickel Plate’ consolidation under the an- 
nounced plan will result in giving the Morgan-First National finan- 
ciers, according to statements appearing in the financial columns of 
the New York American of August 9, 1924, control of railroads in the 
eastern states alone with 37,000 miles of road and approximately $3,- 
000,000,000 of capital, thus creating a substantial control of transpor- 
tation in this great industrial territory; and 

Whereas the railroads included in the proposed Nickel Plate 
merger, particularly the Erie, Chesapeake & Ohio, and the Hocking 
Valley, are directly or indirectly owners of enormous and immensely 
valuable anthracite and bituminous coal properties, control of which 
it is indicated will be transferred in the proposed merger; and 

ereas the Supreme Court of the United States has denounced 
such control of coal mines by railroads as inimical to the public in- 
terest; and 

Whereas the proposed consolidation by further concentrating this 
control of the Nation’s fuel supply increasingly endangers the rights 
of the consuming public; and 

Whereas the plan of consolidation now proposed by the Van 
Swearingen interests, with the support of the Morgan-First National 
banking groups, violates the plans of consolidation heretofore an- 
nounced by the Interstate Commerce Commission under the authority 
conferred by section 5 of the interstate commerce act as amended by 
the transportation act of 1920, and if carried out along the lines now 
laid down will make it impossible for the commission to provide for 
effectively competing systems in the territory traversed by the pro- 
posed consolidation; and 

Whereas Commissioners Eastman, Hall, and Esch, in a vigorous 
dissenting opinion filed June 18, 1923, in the case of the preceding 
Nickel Plate-Clover Leaf consolidation (finance docket No, 2919), de- 
nounced that lesser merger as inimical to the public interest and a 


ba magpare of the intent of Congress as declared in the transportation 
act; an 
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Whereas the majority of the Interstate Commerce Commission in 
their decision in this Nickel Plate-Clover Leaf consolidation case 
declared their inability to restrain or modify mergers consummated 
under state laws, and thus apparently abdicated the broad powers 
conferred upon said commission by section 5 of the interstate com- 
merce act; and 

Whereas the Interstate Commerce Commission in its recent de- 
cision in the case of control of Gulf lines by Missouri Pacific Railroad 
(finance docket No. 4049), in pointing out that certain bankers— 
W. A. Harriman & Co. (Inc.) and Blair & Co. (Inc.)—under the pro- 
posed terms would make an unwarranted profit of $1,225,000 on the 
total issue of $18,000,000, has declared: ‘‘There are certain aspects of 
the method by which it is proposed that the applicant shall acquire 
the stock in question which are so unfortunate as to cause hesitancy 
in giving approval to the acquisition of the stock involved on the terms 
proposed’; and cae ; 

Whereas the majority of the commission, in spite of the powers 
expressly conferred upon it by paragraph 6 of section 5 of the inter- 
state commerce act to approve such consolidation, ‘‘with such modi- 
fications and upon such terms and conditions as it may prescribe,’”’ 
has declared, ‘“‘We have no jurisdcition to determine the compensa- 
tion which the bankers should receive,’ and over the vigorous dis- 
senting opinions of Commissioners Eastman, McManamy, and Camp- 
bell has after only five days’ consideration given its sanction to such 
excessive underwriting commissions and thus set a precedent which 
unjustly reduces the profits of honest investors, imposes excessive 
charges upon shippers and the traveling public, and obstructs the 
payment of just and reasonable wages to employes; and 

Whereas the New York Times of December 12, 1924, has stated 
in its financial columns that the profits of the bankers in the Missouri 
Pacific-Gulf Coast merger will actually be $3,250,000 on the $18,000,000 
stock issue instead of $1,225,000, as estimated by the commission; and 

Whereas it is apparent from the above decisions of the Interstate 
Commerce Commission that it feels powerless under existing condi- 
tions to cope with the problems presented by such consolidations; and 

Whereas the negotiations in the proposed ‘‘Nickel Plate’’ consoli- 
dation are now being privately conducted by the promoters, who re- 
— the terms and conditions only when they are accomplished facts; 
an 

Whereas the precedents established in these consolidations which 
are now taking place will control future consolidations which may 
ultimately embrace all the railroads of the Nation; and 

Whereas the public interest demands that the Congress should in- 
form itself fully regarding such consolidations and take such steps 
as may be necessary in the premises: 

Resolved, That the Senate Committee on Interstate Commerce, or 
any subcommittee thereof, be, and it is hereby, authorized and in- 
structed in connection with its proposed inquiry into the general 
question of railroad consolidations to investigate particularly the pro- 
posed consolidation of the New York, Chicago & St. Louis Railroad, 
the Chesapeake & Ohio Railway Co., the Hocking Valley Railway Co., 
the Erie Railroad Co., and the Pere Marquette Railway Co., and the 
consolidations which have been or are now being consummated by the 
Missouri Pacific Railroad, and report its findings and recommenda- 
tions to the Senate. For the purpose of this investigation the said 
committee, or any subcommittee thereof, is hereby authorized to sit 
and perform its duties at such times and places as it deems necessary 
or proper and to require the attendance of witnesses by subpoenas or 
otherwise, to require the production of books, papers, and documents; 
to employ experts and other assistants; and to employ stenographers, 
at a cost not exceeding $1.25 per printed page. The chairman of the 
committee, or any member thereof, may administer oaths to witnesses 
and sign subpoenas for witnesses, and every person duly summoned 
before said committee, or any subcommittee thereof, who refuses or 
fails to obey the process of said committee, or appears and refuses to 
answer questions pertinent to said investigation shall be punished as 
prescribed by law. The expenses of said investigation shall be paid 
from the contingent fund of the Senate on vouchers of the committee 
or subcommittee, signed by the chairman and approved by the Com- 
mittee to Audit and Control the Contingent Expenses of the Senate. 


LIVE STOCK RATES 


Overcharges were alleged on shipments of live stock in the 
period of federal control in the hearing of Docket 15415, Armour 
& Co. et al. against the Director-General, before Examiner 
Hunter at Chicago, Feb. 17. It was testified that rates were 
charged on the basis of value in excess of the proper rate, the 
roads having applied a tariff that the complainant considered 
improperly applicable. 

The original complaint charged violations of Section 1, 2, 
3, 6 and 20, but, at the opening of the hearing, after argument 
of counsel, only the straight overcharge, under section 20, was 
alleged. Counsel for the Director-General and the carriers said 


the complaint was barred by the statute of limitations and moved 
that it be dismissed. 


W. W. Manker, for Armour & Co., entered testimony show- 
ing that tariffs were in effect charging for ordinary live stock 
certain rates on the basis of the most valuable animal in. each 
carload. In cases where the value scheduled in the tariff was 
exceeded, the shipper had to pay 2 per cent additional charges 
for every 50 per cent additional value over the tariff provisions. 
There were other tariffs applying on not ordinary live stock or 
that for show, racing, and breeding purposes, under which higher 
rates were assessed, and the complainant contended that the 
wrong tariff was applied on his shipments. Mr. Manker entered 
a list of shipments and testified as to the bearing and paying 
of charges on them, 

The defendants rested their case on the motions to dismiss 
and entered no testimony. 


"EXCESS EARNINGS REPORTS- 


The Commission has issued its annual order requiring rail- 
roads to submit reports under the recapture clause of section 
15-a of the interstate commerce act. The order requires that 
reports for the calendar year 1924 shall be filed on or before 
May 1. 
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Industrial Traffic Departments 


Ninth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


Traffic department organizations in a number of important 
American industries fail to conform to the outlines of the typical 
industrial traffic departmental organization discussed in articles 
4 and 5. Such variations as are of a pronounced character are 
usually brought about by the needs of special plans of organi- 
zation to meet the extraordinary requirements of various 
industries. 

The shipbuilding industry is one that requires an unusual 
traffic organization because of the character and direction of 
the traffic flow. A host of commodities, from office pins to 
great steel structual members and hundred thousand pound 
marine engine and boiler parts, are contained in the list of arti- 
cles comprising the inbound carload and less carload traffic. The 
outbound rail traffic, on the other hand, is virtually nil, except 
for the tonnage of refused goods, scrap, waste, and other 
negligible items. The output of the industry—the steamships— 
need no transportation service from the railroads serving the 


ments were used in a number of the war time yards that built 
ships for the United States Shipping Board, Emergency Fleet 
Corporation. Prior to the war, organizations with separate 
traffic and transportation departments were in existence at the 
plant of the Chester Shipbuilding Company, Limited, at Chester, 
Pennsylvania. 

Since the boom period in shipbuilding passed, the reduc- 
tion in personnel in nearly all the shipyards has led to the con- 
solidation of a number of departments into fewer organizations, 
each performing the functions formerly performed by several. 
Among the changes of this sort, the consolidation of the traffic 
and transportation departments into one organization perform- 
ing the functions of both is noted throughout the industry. 
Varying circumstances have determined whether the traffic 
department has swallowed the transportation or the transpor- 
tation the traffic department. The relative abilities of the two 
department heads, which ones stayed in the employ of the 
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plant. The problem of traffic management, therefore, in the 
shipbuilding industry is a special one, requiring a unique form 
of traffic organization assigned especially to handle this unbal- 
anced traffic flow. 

Virtually the same organization is required to attend to the 
rate, tariff, tracing, expediting, claim, car service and statistical 
work, as is found in the typical industrial traffic departments. 
The great excess of inbound traffic as compared with outbound 
causes the receiving organization to outweigh the shipping organ- 
ization in numbers and importance. Hence, a number of ship- 
yards include shipping work as a minor duty of the receiving 
department. Car service in connection with inbound carload 
traffic is of considerable importance because of the relatively 
large amount of heavy carload traffic. Cars must be placed 
promptly and at a number of different places within the yard for 
unloading; hence, the importance of coordinating plant trans- 
, portation and traffic work. A number of shipyards give to the 

traffic manager the supervision of plant transportation service, 
including the industrial railroad facilities and motor trucks, 
used in short haul work and in pickup and delivery service 
between the industry and local railroad depots and steamship 
docks, while, in other cases, an independent superintendent of 
transportation supervises this work, while the traffic manager 
handles all phases of traffic work, except local transportation. 
This latter plan was used by the world’s largest shipbuilding 
Plant, the American International Shipbuilding Corporation’s 
yard at Hog Island, Pennsylvania. Similar organization arrange- 
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corporation after the termination of the boom periods, and the 
policy of the corporation in respect to reorganization and re- 
trenchment are among the factors determining this point. No 
matter which turn the tide has taken in individual yards, the 
result has been a concentration of traffic and local transpor- 
tation work into one department where, formerly, these func- 
tions were divided between separate organizations. 

An organization chart that may be regarded as typical of 
shipyard traffic departments is shown herewith. 


Traffic Department of a Publishing House 


Large publishing companies, particularly those publishing 
periodicals with national circulations, have a unique traffic prob- 
lem. The inbound traffic consists, for the most part, of papers, 
inks, equipment, fuel, supplies, and other raw materials in 
carload lots. The outbound traffic, on the other hand, is made 
up of copies of the finished magazine for individual subscribers 
or relatively small shipments of the periodicals to news dealers 
for newstand or carrier distribution. Since these magazines 
contain advertising matter, if mailed, they come within the reg- 
ulations of the United States Post Office Department prescribing 
zone rates for magazines with advertisements. Most American 
publishing houses have adopted a sales policy of one price 
throughout the United States. Hence, the problem of distri- 
buting the magazines to resections of the country is perplexing, 
for the house must pay the charges whether the publication is 
sold in the city of publication or three thousand miles away. 
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A number of large concerns make carload shipments to ware- ment attends to the addressing, wrapping, tying in bundles, sack- 
houses at points that can be reached at favorable carload rates ing, and weighing of that part of the output which is to be 
and to which the transportation service ig regular and depend- distributed by mail. This work, particularly the weighing, is 
able. Arrangements are made with the Post Office Department passed on by a United States Post Office Inspector and a num- 
to have the magazines entered at the post-offices at these cities, ber of assistants. Tr 
whence they are distributed by mail to individual subscribers The shipping department attends to the packing, checking, 
and news dealers within the radius of one zone. The combined loading, and weighing of shipments to be forwarded by freight. 
freight charges and first zone mail rates are considerably less * The bills of lading covering the outgoing shipments are pre- 
than the straight mail rates from originating point to final des- pared in the shipping department and transmitted, after being 
tination. One large publishing house putting out periodicals verified, to the agents of the initial carriers for execution. 
with an aggregate circulation in the millions, saves hundreds of Receiving work is performed by the Receiver and his staff 























































































































thousands of dollars by shipping its magazines to distant sub- of checkers and laborers. This part of the organization is State 
scribers by freight and mail, while the subscribers within the relatively small compared to the shipping department, because wi 
radius of a single post zone are supplied by mail. of the simplicity of the work of the former and extreme com- (C 
This consolidation of numbers of small shipments into car- plexity of the work of the latter. Gen. ] 
loads and segregation of mail and freight traffic makes it neces- A superintendent of motor transportation supervises the is ine 
sary that an intricately worked out traffic department organiza- work of the chauffeurs hauling the inbound and outbound car- | Comm 
tion be installed and kept in operation. The organization chart j9aq and less carload shipments to and from the freight stations | Act F 
shown herewith may be regarded as typical of such departments. anq steamship docks. The plant is located in the downtown Sec. | 
The head of the department reports directly to the general man- pysiness district of one of the largest cities of the United Whitr 
ager of the concern and is held responsible for all phases of tates and has no track connections with the rail lines. All | Ry. ¢ 
traffic work, including shipping, mailing, receiving, and motor ¢arload shipments, therefore, must be loaded or unloaded at | “Orge 
transportation, as well as the customary “non-physical” traffic team tracks of the carriers. Motor trucks are used to carry F 
functions, including rate, tariff, routing, tracing, expediting, and oytbound freight to such tracks and loaders and checkers from 7 
kindred tasks. the receiving department attend to the placing of the goods 20a, 
Subordinate to the traffic manager is an assistant traffic in the cars. Sec. 
“carr 
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. 
manager in direct charge of the rate and tariff clerks, including A time clerk records the working time of trucks, drivers, 
the freight bill auditors and revisors; the claim investigators and helpers and a routing clerk routes the trucks’ daily work 
and clerks entrusted with the work of preparing the claims _ so as to obtain the most efficient use of the equipment possible 
against carriers; the chief clerk, with the staff of file clerks, under the stress of the business. 
stenographers, and typists; and the head inspector and his A garage foreman superintends the operation of the com- 
force of freight inspectors. Great care must be exercised so pany garage and is responsible for the condition of trucks as 
that the shipments are correctly consolidated, for errors in load- well as for the work of the chauffeurs, helpers, washers, repair 
ing can never be corrected. A news dealer in Smithville, Maine, mechanics, and material clerks. 
may get two lots of a certain issue, one his own regular ship- —_ 
— — ~ no opens 8 to R- — at Smithville, California. PRIZE ESSAY CONTEST 

e latter, failing to receive his regular supply, may be seriously In the January issue of “Traffic and Transportation,” a 
injured while the dealer in Maine may not be able to dispose magazine published at Portland, Oregon, by the vaca exec- 
of the extra copies. Insufficient time intervenes between the ytive council of Sigma Beta Chi fraternity, and devoted to the 
publication and issue dates to permit the errors to be remedied. promotion and advancement of education in traffic and trans- 
Special caution is the price of safety in such matters; hence, portation, there is an announcement that the prizes will be 
a number of vigilant inspectors are kept busy scrutinizing every given for the best essays on any subject in the field of traffic 
outbound shipment. The marvel is that so few errors occur and transportation. Prizes of $25, $15, and $10 will be awarded. 
in proportion to the number of subscribers. In addition to this ach contestant may submit only one essay not over 1,500 
home office traffic organization, a number of district traffic words long and that must be written, or preferably, typed, on 
agents, located at strategic traffic centers throughout the United one side of the paper. The essays must be accompanied by 
ade attend to receiving the carloads of the magazines and 4 separate sheet of paper, bearing the contestant’s name, ad- 
ee Renn — a esege Me into smaller shipments to be dress, date of birth, schools attended, practical experience and 
rch me 4 = . ese district assistants report to and are educational activities, and all submissions must be addressed 
esponsible to the traffic manager. to the Educational Committee, National Executive Council, 

A head shipper superintends the work of the foreman of 


Sigma Beta Chi Fraternity, 1105 Yamhill Street, Portland, Ore., 
the mailing department and a foreman of the shipping depart- not later than May 15, 1925. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


State Law Must Yield to Federal Act in so far as Inconsistent 
with It: 

(Court of Appeals of Maryland.) In so far as Code Pub. 
Gen. Laws, art. 23, Sec. 413, defining term “ common carrier,” 
is inconsistent with definition of word “carrier” in Interstate 
Commerce Act, Sec. 20a, subsec. 1, as added by Transportation 
Act Feb. 28, 1920, Sec. 489 (U. S. Comp. St. Ann. Supp. 1923, 
Sec. 8592a), such state law must yield to the federal act.— 
Whitman et al., Public Service Commission, vs. Northeren Cent. 
Ry. Co., 127 At. Rep. 112. 


“Organized” Company Subject to Transportation Act Means 

Present and Existing Status of Corporation: 

The word “organized,” in Interstate Commerce Act, Sec. 
20a, subsec. 1, as added by Transportation Act Feb. 28, 1920, 
Sec. 439 (U. S. Comp. St. Ann. Supp. 1923, Sec. 8592a), defining 
“carrier” as “* * * any corporation organized for purpose 
of engaging in transportation by railroad subject to this act,” 
is used to describe present and existing status of corporation, 
and not its status or condition at some past time.—lIbid. 


Railroad Leasing System to Another, but Still Required to Dis- 
charge Many Duties of a Carrier, Held a “Common Carrier” 
Within Transportation Act: 

Where railroad which was organized and did business for 
many years aS a common carrier leased its system to ancther, 
whereby lessee performed actual work of transportation of 
leased system, but lessor was required to discharge many duties 
as a carrier, is still organized to act as carrier, and in event 
of default by lessee must again operate railroad system as a 
carrier, held, that it still remained a “common carrier,” within 
meaning of Interstate Commerce Act, Sec. 20a, as added by 
Transportation Act, Feb. 28, 1920, Sec. 4389 (U. S. Comp. St. 
Ann. Supp. 1923, Sec. 8592a).—Ibid. 


Regulation of Interstate Transportation by Congress Includes 
Means Through Which Transportation Furnished: 

The commerce clause in the federal Constitution (article 1, 
Sec. 8, cl. 3) being broad enough to include transportation 
among the several states, it is broad enough to include means 
through which alone transportation can be furnished, such as 
the issuance of capital stock by railroad to pay for improve- 
ments and maintenance of its property.—Ibid. 

State May Regulate Commerce Without Interfering Therewith 
Until Congress Acts: 

Until Congress, by Interstate Commerce Act, Sec. 20a, as 
added by Transportation Act, Feb. 28, 1920, Sec. 439 (U. S. Comp. 
St. Ann. Supp. 1923, Sec. 8592a), exercised right to regulate 
issuance of securities by interstate carriers, states could reg- 
ulate it so long as it did not interfere with operation of service 
of corporations as interstate carriers; but, when Congress did 
exercise such powers by placing control in federal agency, power 
of state ceased.—lIbid. 

Where Uniform Regulation Is Required, Congress has Exclusive 
Power: 

Where act is of such character that it may be general in 
its application to a subject which demands uniformity of reg- 
ulation, power of Congress to act is exclusive, and states may 
not legislate whether Congress has acted or not; but, where 
no such uniformity is required, the states may legislate until 
Congress has acted.—Ibid. 

Wisdom of Legislation Not Reviewable by Court Where Within 
Constitutional Powers of Legislature: 

What consequences may follow Interstate Commerce Act, 
Sec. 20a, as added by Transportation Act, Feb. 28, 1920, Sec. 439 
(U. S. Comp. St. Ann. Supp. 1928, Sec. 8592a), giving Interstate 
Commerce Commission power to regulate and control issuance 
of securities by interstate carriers, must be dealt with by Legis- 
lature, and, so long as Legislature acts within its constitutional 
—* wisdom of its acts cannot be reviewed by the courts.— 

id. 

Exercise of Control by Congress of Issuance of Securities by 
Interstate Carrier Not Invasion of Sovereign Powers of 
State: 

The issuance of securities by interstate carrier being inter- 
state commerce, and states having granted federal government 
right to regulate interstate commerce, Interstate Commerce 
Act, See. 20a, subsec. 7, as added by Transportation Act, Feb. 28, 
1920, Sec. 489 (U. S. Comp. St. Ann. Supp. 1923, Sec. 8592a), 
giving Interstate Commerce Commission power to. regulate and 
control issuance of securities by interstate carriers, is not an 
invasion of sovereign powers of the states.—Ibid. 
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Regulation by Congress of Issuance of Securities by Interstate 
Carriers Not Invasion of Sovereign Power of State Because 
Carrier Organized Therein: 

Interstate Commerce Act, Sec. 20a, subsec. 7, as added by 
Transportation Act, Feb. 28, 1920, Sec. 489 (U. S. Comp. St. Ann. 
Supp. 1923, Sec. 8592a), giving Interstate Commerce Commission 
power to regulate and control issuance of securities by inter- 
state carriers, is not an invasion of sovereign power of state 


because interstate carrier was organized in such state.—Ibid. 
a Issuance of Securities by Interstate Carriers Held 
Valid: 
Federal Act Giving Interstate Commerce Commission Control 
Interstate Commerce Act, Sec. 20a, subsec. 7, as added by 
Transportation Act, Feb. 28, 1920, Sec. 489 (U. S. Comp. St. Ann 
Supp. 1923, Sec. 8592a), giving Interstate Commerce Commis- 
sion power to regulate and control issuance of securities by in- 
terstate carriers, is within power of Congress to regulate inter- 
state commerce and is valid.—Ibid. 


Consent of State Public Service Commission Not Necessary to 
Issuance of Securities by Interstate Carrier Incorporated in 
Such State: 

Interstate Commerce Act, Sec. 20a, as added by Transporta- 
tion Act, Feb. 28, 1920, Sec. 439 (U. S. Comp. St. Ann. Supp. 
1923, Sec. 8592a), giving Interstate Commerce Commission 
power to regulate and control issuance of securities by inter- 
state carriers, ig applicable to issuance of capital stock by 
interstate carrier to pay for improvements and maintenance 
of its property, and under subsections 2 and 7 an interstate car- 
rier organized in Maryland may issue such securities without 
consent of Public Service Commission of Maryland.—Ibid. 


Shipper Not Entitled to Recover Against Director General Under 
Transportation Act, for Damages Suffered on Another 
System: 

(Supreme Court of Oklahoma.) The legal rights of persons 
having dealings with railroads under federal control were not 
enlarged by subdivision E of section 210 of the Transportation 
Act of February 28, 1920 (U. S. Comp. St. Ann. Supp. 1923, 
Sec. 10071144ddd), so as to give the shipper a right to recover 
against the Director General in control of one system of rail- 
roads for damages suffered on another system, where such 
recovery could not have been had prior to federal control.— 


Davis, Director General of Railways, vs. Benson, 231 Pac. Rep. 
536. 


Consignee’s Assignee, Accepting Goods, Liable for Demurrage 

Charges Arising Prior to Assignment: 

(City Court of Buffalo.) Under Interstate Commerce Act 
(U. S. Comp. St. Sec. 8563 et seq.), providing that freight rates 
are immutable by agreement, mistake, or artifice of parties, 
consignee’s assignee of bill of lading, who accepted delivery of 
goods, was liable for demurrage charges arising prior to assign- 
ment.—New York Cent. R. Co. vs. Hendel, 207 N. Y. S. 234. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Rule of Construction of Proviso Stated: 

(Court of Civil Appeals of Texas, Waco.) While a proviso 
should be strictly construed, such construction must be in 
harmony with legislative intent as disclosed by section to which 
it is appended and by the act as a whole.—Jester vs. Lancaster 
et al., 266 S. W. Rep. 1103. 


Scope of Federal Statute Permitting Limitation of Liability for 

Loss of or Injury to Baggage Stated: 

Proviso in U. S. Comp. St., Sec. 8604a, that liability for full 
actual loss or damage to all property received for interstate 
transportation, notwithstanding any limitation thereof, shall 
not apply to baggage carried on passenger trains or boats held 
intended to apply generally to carriers using such means of 
transportation, and not to distinguish, between liability for loss 
or damage to baggage in custody of such carriers under con- 
tracts for transportation, and such liability after transportation 
has actually been begun.—Ibid. 


Carrier Liable for “Conversion,” Where Delivering Property to 
Any One Not Authorized to Receive It: 
When carrier delivers property received by it for trans- 
portation to anyone not authorized to receive it, such delivery 


is a “conversion,” and renders carrier liable, even though 
caused by an innocent mistake.—Ibid. 


Whether Carrier Converted Trunk and Contents to Its Own Use 
and Benefit Held for Trier of Facts: 


In action against carrier to recover value of trunk and 
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contents, tried without a jury, whether carrier converted them 

to its own use and benefit held question for trial court.—Ibid. 

Issue Is for Trier of Facts, Where Reasonable Minds Might Differ 
as to Effect of Agreed Facts: 

Where reasonable minds might differ as to effect of agreed 
facts, issue is for jury or court trying case without jury.—lbid. 
Issue of Actual Conversion Deemed Found in Carrier’s Faver, 

Where Trial Court’s Finding in Its Favor Was General: 

In action to recover value of trunk and contents alleged to 
have been converted by carrier, finding of trial court in favor 
of carrier being general, issue of actual conversion must be 
deemed as found in its favor.—Ibid. 

Transfer Company, Whether Acting as Common Carrier or 

Merely as Carrier, Is Liable as Insurer: 

(St. Louis Court of Appeals, Missouri.) Transfer company, 
whether acting as common carrier or merely as a carrier, is 
liable as isurer against all damages, except those arising from 
act of God, etc——Ford vs. Wabash Ry. Co. et al., 266 S. W. 
Rep. 1032. 


Evidence, Showing Damage to Baggage Was From Unprece- 
dented Rainfall, Held to Require Direction of Verdict: 
Evidence that damage to plaintiff’s baggage was due to 

unprecedented rainfall and flood held to require direction of 

verdict for defendant.—Ibid. 


Defendant Has Burden of Proving Damage Was Caused by Act 
of God, Whereupon Plaintiff Must Show Defendant’s Negli- 
gence Contributed: 

On plaintiff’s shqwing of delivery of goods to carrier in 
good condition and subsequent damage, burden is on carrier to 
show by clear, positive, and unequivocal evidence that damage 
was caused by act of God, whereupon burden shifts to plaintiff 
to show defendant’s negligence causing or contributing to dam- 
age.—Ibid. 


Failure of Transfer Company to Provide Trucks on Which 
Trunks Might Have Been Placed Held Not Negligence: 
Where transfer company had no need for trucks in its busi- 

ness, it was not negligent in not providing trucks on which 

trunks awaiting delivery might have been placed, when its plat- 
form was flooded by unprecedented rainstorm.—Ibid. 


Evidence Held Insufficient to Show Negligent Failure to Mini- 
mize Damages to Baggage from Unprecedented Flood: 
Evidence held insufficient to show transfer company’s fail- 

ure to notify plaintiff of wetting of baggage by unprecedented 

flood, caused any damages, or that failure to pile trunks on top 
of one another in first instance was negligence.—Ibid. 

Evidence Held Insufficient to Establish Transfer Company’s 
Negligence in Failing to Watch Weather: 

Evidence held insufficient to show negligence of transfer 
company in failing to watch weather, which contributed to 
damage to baggage from unprecedented flood.—lIbid. .- 
Measure of Damages to Used Household Goods in Transporta- 

tion Is Diminution of Their Reasonable Value to Owner: 

(Court of Appeals of Kentucky.) Measure of damages to 
used household goods damaged in transportation is not their 
decreased market value, but is diminution of their reasonable 
value to owner, excluding sentimental or imaginary value.— 
Davis, Agent, etc., vs. Rhodes, 266 S. W. Rep. 1091. 


Permitting Jury to Find Damages Greater than Claimed by 
Shipper Held Reversible Error: 


Where amount fixed by shipper as damages for loss of use 
of household goods while being repaired was $50, it was error 
to permit jury to allow as high as $150 for this item, and 
verdict, being for lump sum, could not stand.—Ibid. 

Owner’s Estimate of Value of Household Goods Damaged in 
Transportation Competent in Determining Damages: 
Owner’s estimate of value of household goods damaged in 

transportation by railroad was competent in determining his 

damages.—Ibid. 


Carrier Transporting Goods in Bond for Delivrey to United 
States Collector Held Not Liable for Loss from Collector’s 
Disregarding Instructions: 


(Supreme Court, Appellate Term, First Department.) Where 
carrier engaged to make shipment in bond under act June 10, 
1880, sec. 3 (U. S. Comp. St., sec. 5697), whereunder carrier 
was responsible to United States for safe delivery to collector 
at port of destination, carrier was not liable to shipper for 
loss resulting from collector’s disregard of instructions given 
by carrier as received from shipper.—Hudson Forwarding & 
Shipping Co., Inc., vs. New York Cent. R. Co., 207 N. Y. S. 184. 


TELEGRAPHS AND TELEPHONES 


Sender of Unrepeated Interstate Telegram Cannot Recover for 
Error Unless Wilful Misconduct or Gross Negligence Shown: 
(Court of Appeals of Alabama.) Under act. Cong. June 18, 

1910, sec. 7 (U. S. Comp. St., sec. 8563), a sender of an wnre- 

peated interstate telegram cannot recover damages for error 

in transmission in absence of averment and proof of wilful 
misconduct or gross negligence on part of company.—Priester 

vs. Western Union Telegraph Co., 102 So. Rep. 372. 
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Regulations Governing Sending of Interstate Messages Held 
Admissible: 

In action by sender for error in transmission of unrepeated 
interstate telegram, regulations governing sending of interstate 
messages are admissible.—Ibid. 

Bias of Witness Against Party Admissible: 

Evidence of bias or prejudice of witness against one of 
parties to suit, is admissible for consideration of jury in de. 
termining weight to be given testimony of such witness, and 
whether testimony is for or against party offering it, it Goes 
not affect competency or relevancy of testimony.—Ibid. 
Refusal to Permit Telegraph Operators to State Whether Change 

in Telegram During Transmission Constituted Gross Neg. 

ligence Held Not Error: 

In action by sender for error in transmission of unrepeated 
telegram, refusal to allow expert telegraph operators to give 
their opinion, or state conclusions as to whether or not it 
would be gross negligence in transmitting telegram to change 
word “fifty” to that of “fifteen” was not error, question being 
within exclusive province of jury or court.—lIbid. 

That Witness Was Expert Telegraph Operator Does Not Qualify 
Him to Testify Whether Change in Telegram During Trans. 
mission Constituted Gross Negligence: 

The mere fact that witnesses were experienced telegraph 
operators did not qualify them to give an opinion as to whether 
in transmitting telegram change of word “fifty” to “fifteen” 
would be gross negligence or wilful misconduct.—lIbid. 
Affirmative Charge for Telegraph Company as to Special Counts 

Alleging Gross Negligence Not Error, Where Evidence 

Showed Mere Error: 

In action by sender for error in transmission of unrepeated 
telegram, court did not err in giving affirmative charge for 
defendant as to special counts alleging wilful misconduct or 
gross negligence, where evidence merely showed mere error 
in transmission.—Ibid. 

Change of Word “Fifty” to “Fifteen” in Transmission of Tele- 
gram Not Prima Facie Gross Negligence: 

The mere fact that telegraph company in transmitting or 
delivering telegram changed word “fifty” to “fifteen” did not 


make out a prima facie case of gross negligence, wilfulness, or 
wantonness.—Ibid. 


Immaterial Whether Sender of Interstate Telegram Had Knowl- 
edge of Regulations as to Unrepeated Telegrams: 

Since enactment of act Cong. June 18, 1910, sec. 7 (U.S. 
Comp. St., sec. 8563), limitation of liability as to unrepeated 
messages is binding on all senders, and it is immaterial whether 
sender had knowledge or notice of regulations as to sending 
and repeating interstate messages.—lIbid. 

Solvency of Sendee of Unrepeated Interstate Telegram Imma- 
terial: 

In action by sender of unrepeated interstate telegram for 
error in transmission, whether sendee of message was solvent 
or insolvent is immaterial.—Ibid. 


Error in Transmitting Interstate Telegram Not Gross Negli- 
gence, Within Exception from Limitation of Liability as to 
Unrepeated Messages: 

Mere fact that error occurs in transmitting or delivering 
an interstate telegram does not itself necessarily evidence even 
simple negligence, much less gross negligence or wilful mis- 
conduct, within exception from limitation of liability as to un- 
repeated messages.—Ibid. 

Court of Appeals Bound by Decisions of Federal Courts and 
State Supreme Court on Question of Liability for Error in 
Transmitting Interstate Telegram: 

The Court of Appeals is bound by decisions of federal courts 
and the Supreme Court of Alabama as to liability of telegraph 
company for error in transmitting unrepeated interstate tele- 
gram.—Ibid. 

“Gross Negligence” Defined: 

The term “gross negligence” is employed as the synonym 
of wantonness or recklessness in defiance of probable con- 
sequences, and the term is directly recognized as involving 
more than negligence to any degree, and as equivalent to wan- 
tonness or that recklessness which is beyond all negligence.— 
Ibid. 

Party Alleging Negligence Must Prove It: 

The party who affirms even simple negligence, much less 
gross negligence, must prove it, and judges must never leave 
matter to jury where it is merely conjecture.—Ibid. 

Evidence Held Insufficient to Warrant Submitting to Jury Ques- 
tion of Wanton Negligence in Transmission of Unrepeated 
Interstate Telegram: ‘ 


In action by sender of unrepeated interstate telegram for 
error in transmission of telegram offering to sell pecans at 
fifty cents a pound, evidence that, in relaying message to one 
of branch offices near place of business of sendee, word “fifty” 
was changed to “fifteen,” held insufficient to warrant submitting 
question of wanton negligence of company to jury.—lIbid. 
Liability Arising Out of Interstate Messages Stated: 

(Supreme Court of Alabama.) Since telegraph companies 
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nave been given over to Interstate Commerce Commission by 

U. S. Comp. St., sec. 8563, rights and liabilities arising out of 

jnterstate Messages depend upon acts of Congress, contract be- 

tween parties and common-law principles as declared and en- 
forced by federal courts.—Priester vs. Western Union Telegraph 

Co.. 102 So. Rep. 376. 

Sender of Unrepeated Interstate Telegram Bound by Company’s 
Regulations, Whether Aware of It or Not: 

A sender of an unrepeated interstate telegram is bound by 
rules of telegraph company, governing such messages, whether 
sender was aware of them or not.—Ibid. 

Company Not Liable for Error in Transmission of Unrepeated 
interstate Message, Unless Gross Negligence or Wilful Mis- 
conduct Shown: 

Telegraph company in transmitting unrepeated interstate 
telegram is not liable beyond amount received for sending it, 
unless it be shown that failure to transmit correctly was due 
to wilful misconduct of company, or its gross negligence.—Ibid. 
What Constitutes “Gross Negligence” in Transmitting Unre- 

peated Interstate Telegram Stated: 

The Supreme Court, in determining what constitutes gross 
negligence of telegraph company in transmitting an unrepeated 
interstate message, will look to decisions of federal courts and, 
as construed by them, failure of telegraph company to exercise 
that degree of care which situation demands is “gross negli- 
gence” against which company cannot contract.—Ibid. 
Regulation Governing Unrepeated Interstate Telegrams Do Not 

Absolve Company from Gross Negligence: 

The regulations governing sending of interstate telegrams, 
and contract in accordance therewith, do not absolve telegraph 
company from all care in transmitting unrepeated messages or 
in every case, from liability in excess of toll paid by sender.— 
Ibid. 

Whether Error in Unrepeated Interstate Telegram Constituted 
Gross Negligence Held for Jury: 

In action by sender of unrepeated interstate telegram, for 
error in transmitting message offering to sell pecans at fifty 
cents per pound, evidence that telegram was correctly trans- 
mitted to main office, but in sending it to branch office near 
place of business of sendee word “fifty” was changed to “fif- 
teen,” held to make question for jury whether company was 
guilty of gross negligence, rendering it liable for full amount 
of plaintiff’s loss, and hence plaintiff’s special counts alleging 
gross negligence should have been submitted to jury.—tIbid. 
Supreme Court in Reviewing Opinion of Court of Appeals Can- 

not Look for Facts Beyond Such Opinion: 

The Supreme Court in reviewing an opinion of Court of 
Appeals cannot look for fact beyond such opinion.—Ibid. 
Complaint for Error in Unrepeated Interstate Telegram Charg- 

ing Gross Negligence Equivalent to Charge of Wanton 

Conduct: 

Special counts in complaint in action by sender of unre- 
peated interstate telegram for error in transmission charging 
company with gross negligence may be accepted, since case 
must be tried according to federal law, as equivalent of charg- 
ing wanton conduct for which company is liable as in case of 
wilful wrong.—Ibid. 


FULLERTON-KREUGER CASE 


It is the opinion of Luther M. Walter, counsel for the 
National Industrial Traffic League, that, wherever section 206 
(f), of the transportation law, would serve to extend the time 
for the filing of a reparation claim, a shipper would be justified, 
in spite of the decision of the Supreme Court of the United 
States in the Fullerton-Krueger Lumber Company case, involv- 
ing the construction of a state statute of limitations, as affected 
by the transportation act, in insisting on that section of the 
act having retroactive application. In a letter to J. H. Beek, 
executive secretary of the League, he said, that undoubtedly 
the decision in the Fullerton-Krueger case would afford room 
for argument that the same holding should be made in a case 
involving a reparation claim brought before the Interstate Com- 
merce Commission. In further comment, Mr. Walter said: 


The court remarks that the respondent insisted that a statute 
should never be given retroactive effect where another construction 
is fairly permissible, and then, in broad language, approves the hold- 
ing of the Supreme Court of Minnesota that section 206-(f) was not 
fer to revive or restore rights of action barred before it became 

ve, 

The case before the Supreme Court involved an intrastate ship- 
ment and a state statute of limitation. Dependent upon the limitation 
Period prescribed in the various state statutes and the date of the 
accrual of the cause of action, it is undoubtedly true that many 
fauilar rights of action were not barred when the Transportation Act 
peoame effective and, under the holding in the Fullerton-Krueger 

umber case, the statute would serve to extend the limitation period 
a8 to such causes of action. In such cases, the statute would have 
some meaning even if not applied retrospectively. 

t , With respect to reparation claims arising prior to Federal con- 
ante however, the situation is decidedly different. On the effective 
ate of the Transportation Act all such reparation claims had been 
Cored by the two-year limitation period prescribed in the Interstate 
OMmerce Act. Unless Congress intended to revive such actions, 
_e was no possible occasion for the use in the statute of the 
Phrase “in claims for reparation to the Commission.” It is a canon 
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of statutory construction that some meaning must be given to every 
word and phrase used in a statute. Therefore, with respect to repara- 
tion claims, the only possible and the only permissible construction 
is one which does, in fact, restore rights of action barred when the 
Act became effective. Since a purely prospective construction would, 
with respect to reparation claims, render the statute meaningless, and 
since it may not be presumed that Congress intended the enactment 
of words without meaning, there is a necessary implication that a 
retroactive effect was intended. 

In my opinion, wherever section 206-(f) would serve to extend the 
time for the filing of a reparation claim, shippers are justified. In 
spite of the Fullerton-Krueger Lumber Company case, in insisting 
that the statute be given a retroactive application. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of 18 lines of fruits and vegetables totaled 13,534 
cars the week ended February 14, as compared with 12,751 cars 
the preceding week, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. The totals from 
the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. <As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 





























Total Total 
Feb. Feb. Feb. This Sea- Last Sea- Total 
8-14, 1-7, 10-16, son to son to Last 
1925 1925 1924 Feb. 14 Feb. 16 Season 
Summary for Ap- 
ples: 
Western States 334 346 1,151 37,751 56,009 63,014 
Eastern States 639 699 775 53,756 66,073 75,100 
i 973 1,645 1,926 *91,507 122,082 138,114 
Cauliflower: 
ae eee 173 213 204 *3,006 2,821 4,242 
Cabbage (Old 
Crop): 
eer 570 609 362 *40,074 35,902 37,012 
Cabbage (New ; 
Crop): : 
CO 341 207 421 1,354 $2,148 * $40,074 
Celery (Old Crop): 
2, arr 83 86 82 *17,255 16,481 17,106 
Celery (New Crop): 
a as 394 231 400 1,663 $2,393 *$17,255 
Grapefruit: 
eae 884 663 698 *10,670 10,719 20,041 
Lemons: 
ME * oe sqcmee 143 130 173 *3,400 3,440 12,615 
Lettuce: 
2 ee 823 698 881 *10,779 10,502 *29,468 
Mixed Citrus Fruits: 
or 128 86 +e 1,961 se *4,820 
Mixed Vegetables: 
a 599 654 463 3,763 3,136 *28,676 
Onions: 
_ ee 587 *547 626 *27,432 25,524 29,480 
Oranges: 
So ee 1,652 1,370 2,429 *29,062 33,282 *78,318 
Peppers: 
| ee 6 4 10 245 455 *2,424 
Spinach: 
ee 287 #272 236 *3,046 3,168 7,610 
Strawberries: 
WOE wctscsisess 64 50 43 335 305 18,767 
String Beans: : 
eee 36 26 15 692 556 *4,985 
Sweet Potatoes: 
EL. a's. aiwinees 198 *243 207 *13,131 *13,351 14,533 
Tomatoes: 
.. eo 166 *155 277 577 1,238 *26,263 
Summary Potatoes: 
Leading Sec- 
tions, Late 
COD s0+0s 03, 887 5,211 4,671 119,389 129,535 193,550 
Other Sections, 
Late Crop. 70 37 64 17,810 13,992 15,124 
Hariy Crop.... 40 14 7 49,468 33,368 33,390 
Grand Total All 
Commodities.13,534 *12,751 14,195 *446,619 459,857 716,548 


** Unavailable; { Not included in grand total. 


LUMBER SHIPMENTS 


Telegraphic reports to the National Lumber Manufacturers’ 
Association from 372 representative commercial softwood mills 
covering their operations for the week ending February 14 
showed an approximately normal condition in the lumbe. in- 
dustry. New business increased noticeably over that of the 
preceding week, but there was only a small gain in shipments 
and production. New business was also noticeably larger than 
for the corresponding week of 1924, while production and ship- 
ments declined quite abruptly as compared with the same 
period. 

The unfilled orders of 250 Southern Pine and West Coast 
mills at the end of last week amounted to 663,304,199 feet, as 
against 661,629,611 feet for 251 mills the previous week. The 
133 identical Southern Pine mills in this group showed unfilled 
orders of 263,672,300 feet at the end of last week, and 262,072,- 
500 feet for the same number of mills the preceding week. 
For 117 West Coast mills the unfilled orders were 399,631,899 
feet, as against 399,557,111 feet for 118 mills a week earlier. 

Altogether the 372 comparably reporting mills had ship- 
ments 97 and orders 96 per cent of actual production. For the 
Southern Pine mills these percentages were respectively 97 
and 99; and for the West Coast mills 93 and 97. 
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Of the comparably reporting mills, 344 (having a normal 
production for the week of 217,299,925 feet) reported produc- 
tion 96 per cent of normal, shipments 94 per cent, and orders 
95 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 

Past Week Week, 1924 1925 (Revised) 

RE Seren cere 372 390 375 
PROGUCUOR oc cccecces 224,163,222 240,782,715 222,131,773 
BTAINONES cose cecvcs 217,128,708 240,537,485 215,295,065 
Orders (New Bus.)... 214,941,867 206,971,209 206,062,470 


The following revised figures compare the lumber move- 


ment for the first seven weeks of 1925 with the same period 
of 1924: 


Production 


Shipment Orders 
BE [dawitebcunmecieawe 1,477,033,330 1,498,794,859 1,431,612,604 
1924 


CORE MeCeeDeoee 1,492,912,478 1,606,060,475 1,688,832,973 
1925 Decrease........ 15,879,148 107,265,616 257,220,369 


The mills of the California White & Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any 
of the foregoing figures. Eleven of these mills reported a cut 
of 3,298,000 feet last week, shipments 9,212,000 feet, and orders 
13,430,000 feet. The reported cut represents 35 per cent of the 
total of the California Pine region. As compared with the pre- 
ceding week, the eut fell off about 2,000,000 feet, shipments 
gained a little, and new business increased about 2,500,000 feet. 


COAL PRODUCTION AND SHIPMENT 


“The decline in the weekly rate of production of soft coal 
of the last month was considerably retarded in the first week 
of February,” the Geological Survey says in its current weekly 
coal report which, in part, follows: 


The total output is now estimated 10,900,000 net tons, a decrease 
of 173,000 net tons, or less than 2 per cent. The rate of output at 
present is nearly a million tons a week less than at the correspond- 
- B date of 1924, but it compares favorably with that in other recent 
years. 

Preliminary telegraphic reports from the carriers on the number 
of cars loaded daily indicate that the present period of curtailment 
of production is not yet over. As against a total of 69,000 cars loaded 
on February 2-3, the total on Monday and Tuesday of the week (Feb. 
9-14), was but 66,000, a decrease of over 4 per cent. 

The production of anthracite turned upward in the week ended 
February 7. The total estimated output, including mine fuel, local 
sales, and washery and dredge production is placed at 1,909,000 net 
tons, an increase of 179,000 tons, or 10 per cent. This is the largest 
weekly output recorded since the last of October, and it slightly ex- 
ceeded that of the corresponding week last year. 

Incomplete reports on the quantity of coal forwarded across the 
Hudson into eastern New York and New England indicate decreases 
of about 20 per cent in the quantities of bituminous coal and anthracite 
forwarded. 

Tidewater business in soft coal at Hampton Roads declined appre- 
ciably in the week ended February 7. Reports courteously submitted 
by the three railroads with piers at that port show that 393,770 net 
tons were handled, a decrease of 32,093 tons, or 7.5 per cent. In com- 
parison with the corresponding week a year ago, there was an in- 
crease of 23 per cent. The chief factors in the decline were a de- 
crease of 17.353 tons and 11,876 tons, respectively, in cargoes con- 
signed to New England and the “other coastwise’”’ trade. 

The month of January witnessed a sharp decline in foreign de- 
mand for bituminous coal which resulted in a considerable decline 
in dumpings at the Atlantic coal ports. The total quantity dumped 
was 2,967,594 net tons, a decrease from the December record of 182,317 
tons, or nearly 6 per cent. In addition to the decrease of 108,146 tons 
in exports, there were smaller losses in dumpings for New England 
destinations, points inside capes, and ‘“‘other tonnage.’’ Dumpings 
= —— coal into vessels engaged in the foreign trade increased 
slightly. 

Despite the decrease, the record for the month exceeded slightly 
that of January, 1924, and compared favorably with the correspond- 
ing month of other recent years. 

A brief report from the Massachusetts Special Commission on 
the Necessaries of Life places the receipts of coal in New England in 


1924 at 18,894,000 net tons of bituminous coal and 10,609,000 tons of 
anthracite. 


STATE COURT JURISDICTION 


Alabama state courts have jurisdiction over suits for the 
recovery of overcharges on interstate shipments; also power 
to award attorneys fees, taxed as cost, in actions shippers find 
necessary to begin, for the recovery of such overcharges. That 
is the substance of a decision by Judge Walter B. Jones of 
the circuit court at Montgomery, Ala. He confined his decision 
to the jurisdictional questions, taking the question as to judg- 
ment for the amount of the overcharge and the award of attor- 
ney’s fees under advisement. 

The overcharge alleged amounted to $20.88 and the fee 
claimed, to $1,000. The overcharge was alleged to have been 
made on a shipment of lumber from LaPine, Ala., to Perth 
Amboy, N. J., in May, 1921. The shipment moved Atlantic 
Coast Line, Winston-Salem Southbound and Norfolk & Western, 
to Roanoke, Va., thence diverted to Perth Amboy through the 
Norfolk, Pinner’s Point and Portsmouth, Va., gateway. The 
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overcharge arose because the carriers insisted on disregai cing 
the water competitive rate applicable via the Norfolk gateway 
which the shipper claimed was applicable on a shipment via 
Roanoke and thence diverted via that gateway. 

The case was W. L. Shepherd Lumber Co., Inc., vs. Atlantic 
Coast Line, the Coast Line having been the originating carvier, 

Attorneys for the railroad claimed that the jurisdiction, jf 
any, lay either in the Commission or in the federal courts and 
that that constituted the only election the shipper had. Aitor. 
neys for the shipper said there was no more than a question 
of fact involved, there being none as to the quality of the 
rate, questions of quality being cognizable by the Commission. 
The car was sent to Roanoke. The lumber company, in the 
case worked up for it by R. C. Copeland, its traffic manager, 
claimed the right to route via Roanoke and have the car 
diverted, by order left by it with the Coast Line, for such 
diversion, to Perth Amboy, at the rate admittedly in effect 
via routes through the Norfolk gateway not so roundabout as 
that through Roanoke. But it was contended that the route via 
Roanoke wag open to the shipper and that the assessment of 
the higher rate constituted only an overcharge. The Glenn 
tariff I. C. C. A-192, it was pointed out, restricted the water 
sompetitive rate “via Norfolk, Pinner’s Point, or Portsmouth, 
Va.,” without restriction being made on the routing to the 
Norfolk gateway. It was asserted that the Norfolk & Western 
and the Winston-Salem Southbound were parties to the tariff 
showing route through the Norfolk gateway. The diversion 
order was filed with the Atlantic Coast Line, the originating 
carrier, but the rate assessed was higher than the one applic- 
able over the route over which the railroad said the rate 
claimed could be used. The shipper pointed out that in many 
cases the Commission had held that if a carrier desired to re- 
strict a rate to a particular route it had to show its intention 
by the employment of suitable language, else the so-called indi- 
rect routes could be used, at the discretion of the shipper. 

Among the contentions it was said the attorneys for the 
railroad made was that the only election open to the shipper 
was to choose between the federal court and the Commission, 
in seeking the redress it contended was its due. 


VALUATION OF RAILROADS 


The Traffic World Washington Bureau 


The Commission has submitted to the Senate a report on 
the assessed valuation of railways as called for by a resolution 
introduced by Senator Dill, of Washington, and adopted by the 
Senate March 28, 1924. The resolution directed the Commission 
to ascertain from the proper authorities of each state the as- 
sessed valuation, on a 100 per centum basis of valuation, for 


1923, of railroad property in the United States, and to report 
the total valuation on that basis. 


The Commission made no attempt to give the totals asked 


for the counttry as a whole, explaining the reasons therefor as 
follows: 


Replies giving partial or complete information were re- 
ceived from all officials addressed. The officials of the states of 
California, Connecticut, Delaware, Iowa, Kentucky, Maine, New 
York, Pennsylvania, and Texas made replies to the question- 
naire, but did not show the complete assessed valuation of the 
railroads therein, in some cases on account of the fact that 
no valuation had been made because the taxes are based on 
earnings, or some factor other than the value of preperty, and 
in other cases on account of the fact that assessments were in 
whole or in part by local bodies which did not report to the 
state authorities. 

In view of the fact that so many important states failed to 
supply the assessed valuation, it is obviously impossible to obtain 
directly by mere process of compilation and addition “the total 
valuations for taxation purposes on a 100 per centum basis, of 
the property of each railroad company or system, separate and 
apart from other railroads, and second, the total of such valua- 
tions of all railroad properties by states, and third, the total 
of such valuations for the whole United States” as the resolu- 
tion directs, In Appendix B, attached hereto, we have given 
the total of such valuations by states separately in so far as 
we have been able to obtain that information. In some cases, 
the value of materials and supplies and cash are included; in 
other cases, as in Alabama, Florida, Louisiana, Virginia, and 
West Virginia, the cash is excluded; and in still others, such as 
Maryland, Missouri, and New Hampshire, neither element is con- 
sidered. In some cases intangible values are included. The 
total of such valuations, as given in Appendix B, is incomplete 
for the whole United States, because of the failure to secure data 
from the states of California, Connecticut, Delaware, Iowa 
Kentucky, Maine, New York, Pennsylvania, and Texas. In AD- 
pendix C we have supplied the information in greater detail for 
the states giving such information. : 

Appendix D is a compilation from the reports showing the 
total valuation for taxation purpose on a 100 per cent basis ¢ 
those railroads separately for which complete data were reported. 
Obviously, this tabulation does not contain many of the en 
portant railroads. As an illustration, the Pennsylvania Railroa 
traverses several states, among which are New York, Delawaré, 
and Pennsylvania, neither of which reported a 100 per cent valua- 
tion. The states for which returns are omitted contain some ’, 
the most highly developed railway property and have therein 
some of the most valuable railway terminals in the country. 


CENTRAL OF/NEW JERSEY PROTEST 
The Central of New Jersey and affiliated lines have filed 
formal protest against the tentative valuation of their prop 
erties by the Commission. 
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Personal Notes 


Photo by Underwood and Underwood 


Thomas F. Woodlock, of New York, appointed by President Coolidge 
a member of the Interstate Commerce Commission. The appoint- 
ment has not yet been confirmed by the Senate. 





W. M. Lorenz has been made traffic manager of the Otis 
Steel Company, succeeding C. M. Andrus, who resigned. 

E. H. Martin has been appointed traveling freight and 
passenger agent of the Louisiana Railway and Navigation 
Company. 

J. J. McGraw has been made general freight and passenger 
agent of the Quincy, Omaha and Kansas City, at Kansas City. 

J. H. Christy has been appointed general dairy agent of 
the Delaware, Lackawanna and Western at Chicago. 

The appointment of Otto Beck as a member of the public 
utilities commission of Colorado has been confirmed by the 
state senate. Commissioner Pell, of the North Carolina com- 
mission, has been re-elected for a term of six years. 

Franklin H. Stiles, of the industrial department of the 
Boston and Maine, died at his home, Arlington, Mass., Feb. 14. 
He entered the employ of the road as a clerk in 1880. 

H. H. Henderson has been made comptroller and J. C. 
McCort, auditor, of the Wheeling and Lake Erie. 

Woodward Hudson has resigned as vice president and 
general manager of the Boston and Maine, effective March 31. 
He has been connected with the road since 1916. In the 
period of federal control, he served as president when Presi- 
dent Hustis was district director for New England. 

O. L. Chapin has been appointed traffic commissioner of the 
Chamber of Commerce, Orange, N. J. 

President Palmer, of the Fleet Corporation, has announced 
the appointment of W. G. Mitchell as president of the Fleet 
Corporation’s Protection and Indemnity Agency. Mr. Mitchell 
succeeds N. A. Smyth, who resigned. He was formerly oper- 
ating manager for McAllister Bros. Shipping Company. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City held its “Missouri and 
North Arkansas Day,” Feb. 17. 





The Traffic Club of St. Louis met at luncheon, Feb. 16. 
Walter J. G. Neun, president of the board of aldermen, spoke 
on “Civie Affairs.” The club held its annual dinner dance at 
the City Club, Feb. 10. 





The Traffic Club of Oklahoma City held a meeting in honor 
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of the wholesale grocers of Oklahoma City, Feb. 16. C. H. 
Ritter, president and manager of the Williamson-Halsell-Frasier 
Company was the speaker. 





The Transportation Club of Louisville met, Feb. 10, and 
elected the following officers: president, F. D. Speiden; vice 
president, H. A. Volz, and secretary-treasurer, W. T. Vander- 
baugh. Directors elected are J. C. Michael, W. S. Watts, W. H. 
Robinson and W. H. Cloud. 





The Traffic Club of Wichita had a decision handed down, 
Feb. 19, in the mock hearing it was holding before a utilities 
commission in the matter of an application of “The Industrous 
Fragile Bus Company” to operate. The club will hold its “Kan- 
sas City Night,” March 12. 





The Traffic Club of Minneapolis held its regular luncheon 
and meeting, Feb. 19. S. F. Fannon, of Boston, spoke on the 
“Seventy-Five Cent Dollar in Industry.” 





The Traffic Club of Erie will hold its twelfth annual 
banquet in the ball room of the Lawrence Hotel, March 12. 
William D. B. Ainey, chairman, the public service commission 
of Pennsylvania, and S. A. Thompson, secretary, National Rivers 
and Harbors Congress, will be the speakers. 





The York Traffic Club held its regular meeting, Feb. 12. 
The matter of the proposed construction of a bridge over the 
Susquehanna River, between Columbia and Wrightsville, was 
discussed. The speakers were J. E. Stewart, member of the 
public service commission of Pennsylvania, and R. H. Morris, 
assistant traffic manager of the Southern. Mr. Stewart spoke 
on the history of transportation and Mr. Morris talked on the 
regional advisory boards and their work. 





The Traffic Club of New York will hold its annual dinner 
at the Commodore Hotel, Feb. 21. President E. W. Beatty, 
chairman and president, the Canadian Pacific, and Dr. W. Warren 
Giles, of New York, are the speakers. 

The Traffic Club of Atlanta met at the Capital City Club 
for luncheon, Feb. 16. 





The Traffic Club of Philadelphia held its annual election, at 
the Bellvue Stratford, Feb. 9. Officers for the new year are: 
president, E. H. Porter, traffic manager, the Atlantic Refining 
Company; vice presidents, G. A. Buck, D. F. A., the Reading, 
J. B. Dwyer, G. A., the New York Central, R. S. Mawson, T. M., 
the J. G. Brill Company, B. C. McPherson, T. M., the Sun Com- 
pany, and F. R. Yealland, C. A., the Pere Marquette; secretary, 
Wm. H. Montgomery, representative, the Pennsylvania; treas- 
urer, R. C. Clayton, D. P. A., the Canadian Pacific, and historian, 
Joseph Biles, T. M., Henry Disston Sons. Directors elected are, 
J. P. Brown, T. M., the Barber Asphalt Company, Alan Brown- 
ing, G. A., Central of Georgia, and T. Noel Butler, T. M., Wistar, 
Underhill, Nixon. 





The Traffic Club of Denver held its annual meeting, Feb. 13, 
at the Oxford Hotel and elected the following officers: president, 
Richard Flickinger, the Morey Mercantile Company; vice presi- 
dents, R. E. Palmer, the Union Pacific, and R. W. Lentz, Swift 
and Company; secretary and treasurer, C. B. Rader, the Denver 
Grain Exchange. The following directors were elected: John 
Walker, the C. & S., R. E. Palmer, the U. P., George Rooney, 
the D. & R. G. W., H. R. Huffman, the Tritch Hardware Com- 
pany, T. F. Darneal, the M. K. & T., and D. F. McCarty, the 
Producers and Refiners Oil Company. 





The Transportation Club of St. Paul held its weekly 
luncheon and meeting, Feb. 17. A motion picture entitled 
“Partners,” a story of Boys’ and Girls’ Club life in Minnesota, 
was shown. 





The San Antonio Traffic Club met at luncheon, Feb. 12. 





The Richmond Traffic Club met Feb. 9. The club voted to 
hold its meetings once a month hereafter. H. M. Smith, Jr., 
spoke on “Segregation of the Races.” 


DIVISION OF RATES IN WEST 


Hearing was begun before Examiner Disque at Chicago 
February 16, on Docket 15234, with which the Commission has 
put a large number of informal cases involving the divisions 
of rates as between the Transcontinental and the Western 
Trunk Line carriers, making the docket a case of investigation 
as to the problem of division between the two sets of railroads. 
While neither of the parties has been classed as protestant 
or respondent, the western trunk lines began to enter their 
expression of dissatisfaction with the present adjustment of 
the divisional structure. Parties to the hearing expressed the 
belief that the case would take at least*two weeks to hear. 
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A. F. Cleveland, assistant freight traffic manager of the 
Chicago & North Western, testified as to the divisional ad- 
justment and as to the history of divisions between the two 
sets of roads. He entered exhibits and testimony tending to 
show that, on traffic originating on the coast and moving via 
the Missouri River gateways through Western Trunk Line 
territory to Chicago, the division accruing to the western trunk 
lines was arrived at by first deducting 5 cents from the total 
rate and then taking 15 per cent of the remainder. 
ments destined to eastern groups, the five cents would be de- 
ducted, then the proportion accruing to the eastern lines for 
their share of the haul and then the western trunk lines re- 
ceived 15 per cent of the remainder. ° 

Mr. Cleveland related the history of the divisions, enter- 
ing facts that tended to show that the present adjustment had 
been in existence ever since the first divisions were arranged, 
except for a time between 1893 and 1898, when the proportion 
accruing to the western trunk lines was 17% per cent. After 
giving the history, he entered statistics to show that the traffic 
density had increased in the far west, that the population ' had 
grown, and that the enormous fruit traffic had sprung up since 
the first divisions were arranged. His contention was that 
while it may have been only fair for the transcontinental lines 
to get the bigger percentage of the revenue when they were 
under great handicaps and when the western trunk lines were 
prosperous, conditions now were virtually the reverse. 

S. H. Johnson, vice-president in charge of traffic of the 
Rock Island, entered testimony for the Western Trunk Lines, 
directed toward showing the changed economic and financial 
conditions of the two sets of carriers. He pointed out that 
where the transcontinenfal, or the far western roads, were in 
dire straits twenty-five or thirty years ago and the wesiern 
trunk lines prosperous, their situations now were reversed. 
This view he supported by testifying as to the increased rop- 
ulation in the west coast region, the birth of new kinds of 
traffic such as the deciduous and the citrus fruit traffic, and 
the fact that the transcontinental lines had all the while re- 
tained the large divisions on the traffic that were allowed them 
when they were struggling along in financial straits. 

B. F. Parsons, general freight agent, Chicago & Great 
Western, and F. B. Townsend, chief traffic officer of the Min- 
neapolis & St. Louis, testified mainly with regard to the divi- 
sions of the rates as related to their own lines. They also 
touched on the point, introduced by Mr. Cleveland and elab- 
orated by Mr. Johnson, that the financial situations of the two 
sets of carriers were reversed. Mr. Parsons and Mr. Townsend 
entered statistics and exhibits of rate comparisons, tending to 
show that the divisions accruing to the Great Western on 
its traffic east of the Missouri River and that accruing to the 
M. & St. L., on its haul from the Twin Cities gateway to St. 
Louis, were not large enough to give them a fair share of the 


revenue, taking into account the financial conditions of the two 
lines. 


MILEAGE TICKET ARGUMENTS 


The Trafic World Washington Bureau 


Another argument, this time on the new record, since the 
courts made the former order inoperative, was had February 16 
on No. 14104, the interchangeable mileage ticket investigation, 
before the full bench of the Commission, with the exception of 
Commissioner Potter, who has not participated in the hearings 
and arguments, since the tendering of his resignation and the 
nomination of Mr. Woodlock to succeed him as soon as the Sen- 
ate confirms him, and Commissioner Eastman, who is sitting in 
the eastern class rate investigation. 


Time was assigned to H. Wolf Bikle, for the carriers as a 
whole: Kenneth Burgess, for the western lines; C. J. Rixey, for 
the southern lines; J. R. Bell, for the Southern Pacific; Samuel 
Blumberg, for the ‘traveling salesmen’s organizations; J. V. Nor- 
man, for another commercial salesmen’s association, and H. A. 
Holmes, for the American Manufacturers’ Association, five min- 
utes being allotted to the last mentioned. 

Mr. Bikle’s main contention was that there was no evidence 
tending to show that a reduction in the basic passenger fare for 
the benefit of those able to foresee the use of much transporta- 
tion within a given period would stimulate travel to such an 
extent as to result in as great revenue as would be lost. 

Mr. Burgess said the record plainly showed that the western 
lines, comprising 57 per cent of the Class I mileage of the coun- 
try, were not in a position to be experimented with as proposed, 
the record showing that they earned considerably less than 4 per 
cent on the value of the property devoted to transportation serv- 
ice. He said the western district had been called upon, in recent 
years, to deal with agricultural and political discontent, each of 
which, he suggested, confirmed his proposition that the railroads 
thereih were in no position to stand experimentation. Mr. Bur- 
gess ridiculed the assertion of the traveling men that there were 
700,000 of them, or, as he said Mr. Norman, in his brief asserted, 
more than 700,000. He said the United States census reports 
showed 179,000. When it was suggested that the census reports 
did not include all the traveling salesmen, Mr. Burgess read the 
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instructions given the census enumerators, to show that the 
enumerators were carefully instructed to separate the traveling 
salesmen from the salesmen in shops who did not travel by rail- 
road, in the course of their business. He contended that the 
179,000 included the city salesmen who did not use the railroads. 

Mr. Rixey reviewed the effect of reduced rates granted in 
the southeast, just before government control, to show the loss 
of considerable one way revenue without a compensating in- 
crease from stimulation, to show the futility of suggesting that 
reduced rates would give the carriers more revenue. 

Attorneys for the traveling men, notwithstanding the array 
of facts and deprecation of “opinion testimony” by those repre- 
senting the railroads, contended that the Commission, notwith- 
standing the decision of the Supreme Court of the United States, 
was still in possession of that flexibility of judgment which goes 
with the power to prescribe reasonable rates. Mr. Norman, 
in particular, urged that the basic fare was involved in the case 
because the question was whether the Commission thought the 
basic fare was the reasonable one to apply when mileage tickets 
were being sold, in accordance with the terms of the statute direct- 
ing their sale. He said that while the attorneys for the railroads 
were making their argument he closed his eyes and imagined 
he was listening to the arguments in the 1922 rate case in 
which the Commission ordered a 10 per cent reduction. As 
he recalled the arguments of the railroad lawyers, he said, 
they asserted that any reduction in rates spelled a like reduction 
in revenue. Notwithstanding that assumption he desired to call 
attention to two facts. The first was, he said, that in that case 
the Commission accepted the so-called opinion evidence and 
ordered a reduction in freight rates, but not in passenger fares. 

In 1923, he said, notwithstanding the doleful prophecies of 
the railroad men, the railroads made more money than in the 
preceding year, out of freight, while passenger revenue de- 
creased. He suggested the two facts were the best answer that 
could be made to the contention that reduction in the fare for 
traveling salesmen would result in reduced revenues. 

Mr. Bell to whom had been assigned time for presenting 
argument in behalf of the Southern Pacific lines did not appear. 


REVENUES AND EXPENSES 


The Commission’s official statistics on revenues and ex- 
penses of Class I roads for December, 1924 and 1923, and for 
1924 and 1923, for the country as a whole, follow: 


1924 1923 
Average number of miles operated....... 236,190.11 235,825.26 





Revenues: 
i, ee ree men eo $362,367,917 $344,140,097 
IND 5 aici sie a ovars Sie thnisie nics sala ataIai b90,845,195 c101,118,419 
MN oa Cawilcs vuclic Ooaceeain aarce ee eee tee 9,959,230 9286,559 
URE vv eras hea silo ocbe wins 00s ode asiceewinre 15,059,619 13,230,544 
Al other transportation. ....<.<.ccccves 16,870,747 15,962,760 
Ng Gia a Garo arsine aot aresiew eer 9°769,354 10; 929° 767 
BS > ee ee eee 940,308 890,454 
OIE Ts, ag Rticeisiciewresinreieaieiess 289,420 236,885 
Railway operating revenues........ 505,522,950 494,614,715 

Expenses: 
Maintenance of way and structures... 59,539,936 61,780,042 
Maintenance of equipment............ 106,099,394 113,318,429 
fo ES a ner ene 8,634,235 8,236,784 
IRI visit ive cect tmesictecncms 190,129,054 187,042,543 
Miscellaneous operations .............- 4,248,037 4,201,721 
ee eer ore 14,555,686 15,194,364 
Transportation for investment—Cr..... 1,791,090 1,619,870 
Railway operating expenses......... 381,415,252 388,154,013 
Net revenue from railway operations..... 124,107,698 106,460,702 
Pe ae eer 29,136,814 29,050,856 
Uncollectible railway revenues............ 433,505 608,013 
Railway operating income.......... 94,537,379 76,801,831 


Equipment rents—Dr. balance............ 5,813,540 4,785,242 
Joint facility rent—Dr. balance.......... 1,735,612 1,971,045 

Net railway operating income...... 86,988,227 70,045,544 
Ratio of expense to revenues (per cent).. 75.45 78.48 


TWELVE MONTHS 


1924 1923 
Average number of miles operated....... 236,304.56 236,134.85 





Revenues: 
SIE ghee wAiW egauieewswue idkemns $4,347,916,272 $4,625,786,003 
ae ey rer er e1,076,615,373 £1,147,577,634 
NEE, Giexo ow Winrar Owre a. WiGie Gal xd decor pree b0b-sieke 97,968,330 92,923,884 
EEXPTCSS on neces eee cece eee c creer eeccees 152,955,826 
All other transportation... 200,053,945 
en eR re 133,684,556 
PB ere 32,5 10,138,394 
pO ee ee ,635,59 2,697,029 
Railway operating revenues........ 5, 986, 492, 120 6,360,423, 213 
Expenses: 
Maintenance of way and structures... 802,322,886 821,912,978 
Maintenance of equipment............. 1,270,119,592 1,473,564,764 
SE « waxtrsataeore cis seat biel osoie ce aeoeen 99,082,513 94/194, 661 
EE TTT —— 984,066 2,352,021,895 
Miscellaneous operations ............+. 50,437,545 50,851,865 
PUNE, dwiatesidiedtebteitackdwre seem siccetdened 169, 084,264 164,265,122 
Transportation for investment—Cr... 13,723,085 11,675,887 
Railway operating expenses........ . 4,558,307, 781 4, 945, 135,398 
Net revenue from railway operations..... 1,428,184,339 1,415, 287,815 
eS ak eS eee eer "344 ,075,226 337,334,429 
Uncollectible railway revenues........... 2) 32 7, 265 2° 081,793 
Railway operating income.......... 1,081,781,848 Ee 075, te 593 
Equipment rents—Dr. balance............ 73,392,541 7,029 
Joint facility rent—Dr. balance........... 21, ett) rt a Bag 339 


Net railway operating income...... 


983, 736, pas 
Ratio of expenses to revenues (per cent).. Ti. 


b Includes $2,944,628 sleeping and parlor car surcharge. 
ecIncludes 3,121,281 sleeping and parlor car surcharge. 
e Includes 37, 023, 550 sleeping and parlor car surcharge. 
f Includes 37,497,256 sleeping and parlor car surcharge, 
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February 21, 1925 


CANADIAN OCEAN RATES 


The Traffic World Ottawa Bureau 


It is understood that the subsidy that the Dominion gov- 
ernment proposes to pay to the shipping interests, headed by 
Sir William Peterson, that are to put a fleet of ten new ships 
in the Atlantic trade to and from Canada, is somewhat in 
excess of a million dollars annually. What, in effect, is being 
done, it is pointed out, is to buy a reduction of Atlantic rates, 
the government to control them in consideration of the sub- 
sidy. The avowed purpose is “to smash the north Atlantic 
combine, so far as its rates affect the Dominion.” 

The proposed legislation, which calls for an empowering 
act, is being much discussed. The opposition is critical, and 
is drawing a comparison between the attempted control of lake 
freight rates and what is now proposed. In the case of lake 
freights, the methods tried failed to work satisfactorily and 
had to be modified, although, in that instance, no subsidized 
poats were employed. Western members of Parliament are 
favorable to the principle of competition and control. 

The subsidy will be available to other shipping concerns 
besides the Peterson line if they submit to control of rates 
by the government. 


This departure regarding ocean rates, together with rail- 
way rates, promises to make transportation costs the principal 
feature of the present session of Parliament. 


In criticizing the proposed arrangement in the House, Mr. 
Meighen, leader of the opposition, read from an address de- 
livered by Sir William Peterson to the shareholders of his 
company in which he advised them to hold on to their shares 
in view of expected prosperity as a result of the agreement 
with the Canadian government. From this, Mr. Meighen as- 
sumed that, whether or not the venture was going to be better 
than the attempt on the Great Lakes for the taxpayers of 
Canada, it was fully expected to result a great deal better for 
the shareholders of Sir William Peterson’s company. 

In replying to this, Premier King referred to high costs 


of transportation, not only for freight, but for passengers. 
Said he: 


A few years ago the immigrant from Europe could be brought 
to this country at a cost of from fifteen to twenty dollars for a 
steerage passage; today something like seventy or eighty dollars 
is required for corresponding accommodation. These exactions, we 
believe, are largely due to the monopoly which shipping. interests 
have and which enable them to control rates across the North At- 
lantic ocean. That monopoly affects Canada’s effort to increase its 
production in this one way. Unfortunately, that is not the only 
way in which the country is adversely affected. Our commodities 
have to search out the markets of the world, and what do we find? 
We find that the rates on the transportation of our export com- 
modities have been going up steadily for years. They went up 
during the war; but since the war they have been going up higher 
still, with the result that our agricultural industry is suffering the 
severest of handicaps while manufacturing industries of this coun- 
try, which, a short time ago were shipping commodities to the old 
country, find, in many cases that they cannot profitably ship at 
prevailing rates of transportation. As a government we feel that 
if we are effectively to further manufacturing as well as agricul- 
tural development. we must seek to make freer the channels of 
trade by which our products reach consumers in different parts of 
the world. We hope, so far as our effort in this regard is con- 
cerned, that the Canadian government will not have to battle alone, 
but that it may look to the government of all the other self-govern- 
ing dominions and to the government of the mother-country itself 
to cooperate with us in fighting this great combination that exists 
on the Atlantic to the detriment, not only of Canadian trade, but 
to that of all parts of the British Empire. We have reason to be- 
lieve that this great combination has been thwarting the full de- 
velopment of inter-iniperial trade and has been discriminating 
against Canadian ports. We believe it can be shown conclusively 
that there has been a real discrimination so far as Canada is con- 
cerned in the matter of transportation costs across the Atlantic. 


It is now stated definitely that the Canadian government 
Merchant Marine, with 20 vessels on the Atlantic, aggregating 
a tonnage of nearly 100,000 tons, will come in under the pro- 
posed arrangement with the Petersen line. It is also stated 
unofficially that the Canadian Pacific Atlantic line is consider- 
ing taking a similar step, but this has not been confirmed. 
The combination of the Peterson and Canadian government 
ships would make an aggregate tonnage of nearly 200,000 tons 
and the general feeling is that, if the Canadian Pacific joins 
in, the success of the attempt to regulate rates on the Atlantic 
from Canada would be assured. 

The announcement is made that specific legislation will be 
Passed to ratify the contract with Sir William Petersen. ‘The 
question of ocean freight rates has been before Parliament for 
Several sessions, the chief cause of complaint being cattle rates, 
and this complaint is probably the cause of the present action. 
It was argued that, Canadian cattle being excluded from the 
United States by the high tariff, the only market was in the 
United Kingdom. Successful efforts were then made to have 
the British embargo against Canadian cattle removed; but the 
high freight rates still prevented the cattle trade from being 
lucrative. Attention was then directed to some method of re- 
sg such rates, with the result that the present action was 

en. 


The fact that the alleged shipping combine operates only 
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on the north Atlantic presupposes that the ships of the new 
concern will run mainly on the same route, but the British 
Columbia government hag put in a protest against the Pacific 
being excluded from the agreement, and it will probably be 
included eventually. It is stated here that the scheme evcuntu- 
ally aimed at is much broader than at present appears and, if 
the present plans are carried out, the British, Australia, New 
Zealand and South African governments would all be concerned 


in a joint enterprise having in view the general development of 
imperial trade. 

In the meantime, the charges have been formally replied 
to in a statement issued from Montreal by the following Cana- 
dian steamship lines: Anchor-Donaldson, Canadian Pacific, 
Cunard, Intercontinental Transports, Scandinavian-American, 
White Star-Dominion, Furness-Withy, Thomson, and McLean- 
Kennedy. It declares that the North Atlantic Steamship Con- 
ference is not in any sense a combine, and only exists to pro- 
mote and protect the interests of the public as well as of 
the steamship companies. The statement cites various advan- 
tages that are said to result from taking joint action by the 
companies in respect to freight rates, including fixed dates 
and regular intervals of sailing; enabling shippers to work with 
smaller stocks than they could otherwise without the necessity 
to engage cargo space far in advance, thus enabling merchants 
to make forward contracts for delivery of goods at a definite 
date; a better distribution of sailings, and greater security 
for capital invested in the steamship business, enabling ship- 
owners to supply an adequate number of ships of a higher 
class and greater speed than the ordinary tramp, and also 
bringing about the delivery of cargo in better order, with 
greater dispatch and regularity, as well as the reduction of in- 


surance premiums, owing to the better class of vessels em- 
ployed. 

The conference is also said to bring about stability of 
rates over long periods of time, so as to remove the incon- 
venience that would exist if merchants and shippers were 
obliged to quote different prices on nearly every consignment; 
to reduce complaints from buyers abroad, and to enable mer- 
chants and shippers to calculate laid down costs and sell goods 
for future delivery. It is claimed that it secures uniform 
freight rates to all merchants, thereby protecting the small 
against the large shippers and reduces the cost of service to 


the public by eliminating wasteful competition among the lines. 
It continues: 


It is to the interest of the steamship lines not to charge rates 
detrimental to the development of traffic. Ship-owners depend for 
success on the goodwill of shippers, and to build up business they 
must establish rates which will enable their clients to compete suc- 
cessfully with foreign merchants engaged in the same trade. 

Shippers are not placed at the mercy of the conference lines, 
because in nearly all important branches of the Canadian foreign 
trade there is the competition from regular tramp liner tonnage. 
If rates charged by regular lines should exceed or even approximate 
the chartered rate for tramp steamers, large shippers immediately 
would protect themselves by the employment of tramps for the 
transportation of their shipments. 

The conference system appears to be well known in the United 
Kingdom and Europe, as well as in the United States, and it has 
the approval of the governments of the United Kingdom and the 
United States. Unfortunately, however, little is known of its 
methods in Canada, and a prejudiced report such as the one pre- 
sented by Mr. Preston is likely to distort actual facts. For in- 
stance, he speaks of the conference in the United Kigdom control- 
ling easfbound rates. The conference in the United Kingdom never 
interfere with these. They are adjusted from time to time as re- 
pet to meet the necessities of the trade by the eastbound con- 
erence. 

The statement that the Canadian Pacific Railway Company 
purchased the Elder, Dempster Canadian service in 1903 in order to 
assist the North Atlantic Conference in putting a stop to competi- 
tion in immigration traffic, is absurd. Of the fourteen ships pur- 
chased from the Elder, Dempster Company, only three had pas- 
senger accommodation, and that of limited proportions, and it was 
not until 1909 that the Canadian Pacific joined the North Atlantic 
Passenger Conference. 

It might further be said that the statement that the Allan 
Steamship Company took over the Havre contract in order to 
eliminate a competitor of the so-called combine is quite inaccurate. 
This service was put on at the request of the Canadian govern- 
ment with a view to placing Canadian exporters in the same posi- 
tion with regard to direct connection with France as exporters from 
jo gene States, and with no reference whatever to immigration 
raffic. 

Replying to Mr. Preston’s statements regarding immigrant fares, 
the steamship lines state the fact that the standard of accommo- 
dation in the third cabin has very greatly improved over that of 
the old.days. The passenger fares given on page 46 of Mr. Preston’s 
report are stated to be incorrect and misleading. as the saloon rate 
on the S.S. “Empress of France’ is $295 and not $260, and the 
second class rate $135 and not $145. The recent increases, the 
statement claims, are barely sufficient to offset the increase in 
sterling exchange rates and are far from being adequate to meet 
the increase in the cost of fuel oil. 

The charge in the Preston report that tramps are less likely to 
visit Montreal and Quebec than American Atlantic ports is stated 
to be contradicted by the statistics of the past four years, which 
show that the number of tramps visiting Montreal has steadily -in- 
creased, and more grain was shipped from Montreal last year by 
tramps than by regular liners. 

Although Mr. Preston’s report contains manv inaccuracies, he 
must nevertheless be given credit for one statement which he 
makes correctly, namely, that there is no pretense at secrecy in 
respect to the operations or sins of the present steamship con- 
ference. The conference system is an open book and has the ap- 
proval of the governments of the United Kingdom and the United 
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States. Unfortunately, the benefits of the conference are unknown 
to Mr. Preston. 


After pointing out that the members of the conference are 
in constant and active competition with each other, and re- 
futing the statement that the supply of tonnage is regulated 
by the conference, the shipping companies state that Mr. Pres- 
ton did not obtain his innformation from the many recognizéd 
sources available in Great Britain. The steamship companies 
point out that their statement is not intended as a complete 
reply to the charges, but only as a preliminary reply. They 
say that his report is full of inaccuracies and express surprise 
that it should have been made public without the steamship 
lines having an opportunity of being heard. 


IMPORT LIQUOR RATES 
The Traffic World Ottawa Bureau 


The Board of Railway Commissioners for Canada has dis- 
missed the complaint of the Manitoba Liquor Commission against 
the carload commodity rate on liquors, wines and spirits. The 
complaint was directed against the withdrawal of class rates by 
the railway companies and was concurred in by the Retail Mer- 
a Association of Canada and various western boards of 
trade. 

The board recognized that the railways, with the removal 
of class rates, stand ready to substitute commodity rates where 
there is an important and continuous movement. The rates 
involved in the complaint of the Liquor Commission were the 
through import rates built on combinations of the ocean rate 
and the local rate from the receiving port to points of desti- 
nation, and assistant chief examiner McLean, in delivering the 
judgment, said the practice of quoting through import rates 
covering water and rail shipments was of‘long standing. The 
tariffs, it was said, had provided both class and commodity rates, 
but the through class rates had been applicable only where the 
movements were relatively slight and discontinuous. 

The judgment said that the filing of a through class rate, 
involving, in part, a water haul not subject to the board’s juris- 
diction, was anomalous, because the railway act, in the matter 
of classification, did not apply on an ocean movement. It went 
on to say that class rates were originally established to take 
care of an occasional shipment not covered by the through com- 
modity rate. In many instances there was not a sufficiently 
large movement to allow ocean and rail carriers a fair freight 
revenue on the class rate basis so that the provision was made: 


Whenever a commodity rate is established, it removes the applica- 
tion of the class rate on that commodity. 


In tariff supplements to which the complainants took ex- 
ception, the class rates were cancelled, leaving in effect the 
commodity rates, the supplements noting: 


On commodities other than those specifically mentioned in the 
tariff, the actual ocean rates to the seaboard, plus the inland rate 
from the port of importation will apply. 


The tariff complained of is made up on this basis. 

The judgment pointed out that, in the matter of the com- 
bination rate, there was a specific provision in Supplement 6 
to Tariff C. R. C. No. 127, Rule 17, which read: 


_ When the actual ocean rate plus the inland rate from port of 
discharge to destination makes lower than through rates published 
in — and effective supplements thereto, such combination will 
apply. 


That is, there is formally set out in the rule that which had 
been the practice before, the carriers giving the shipper the 
benefit of the lower rate formed when the ocean factor was low 
through competition, by adding the water rate, not controlled, to 
the rate inland from the port. 


Exception was taken to the legal status of the tariff on 
the ground that it published rates from specified European ports 
and that it purported to be a general publication. The conten- 
tion that it was without legal status turned on the point that, 
since it was not concurred in by ocean carriers, it was not a 
joint tariff under the act and, if not, then there was no legal 
tariff under which charges could be collected. The board replied 
by saying that a joint tariff might be filed covering ocean and 
rail haul, but the board could not compel such filing beyond the 
rail portion of the movement and that it could find what was 
reasonable for that share of the haul. With regard to the matter 
of concurrence, it was said that the late Commissioner Mabee 
pointed out that, while Parliament had said a joint tariff should 
be filed when necessary, it had no means of compelling a foreign 
carrier to comply. 


The existing rate basis was also attacked as being an illegal 
substitution of a commodity for a class rate, the commodity 
rate being higher, and that the increasing of the rate beyond 
what was provided for in the classification was not legal with- 
out the sanction of the board and publication in the Canada 
Gazette. The judgment stated on this point that the railway act 
made no provision for the approval of the portion of the rate con- 
cerned with the ocean movement, nor was there any provision 
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for the approval of the rating under classification in respect of 
such movement; consequently, it was open to raise the portion 


chargeable to the ocean journey beyond what had hitherto existed _ 


under the class rate, subject to the actual ocean rate as a 
maximum. Regarding the variation of classification on the 
inland rail haul, as the railways had admitted the practice which 
was now incorporated in a specific rule—namely, that the total 
rate is not to exceed the ocean rate and the inland rail rate— 
the latter was controlled by the existing classification as a 
maximum, 

In the argument on the question of putting into effect a 
commodity rate higher than the class rate, reference was made 
to the rule in the tariff, reading: 


Whenever a commodity rate is established, it removes the applica- 
tion of the class rate. 


Counsel for the complainant contended that the commodity 
rate must be lower than the class rate, but the judgment said 
that, while the contention was correct with regard to tariffs gen- 
erally, the tariff involved, naming, as it did, rates made up partly 
of the ocean rates, was on a different basis from most tariffs. 
It said that in as much as the maximum charge under the tariff, 
according to the rule specifically published, was the actual 
ocean rate plus the local rate from port of discharge to desti- 
nation, then what might, as a result of the wording of the rule, 
“whenever a commodity rate is established, it removes the 
application of the class rate,” have the appearance of a com- 
modity rate in excess of the class rate, in reality was only a 
misinterpretation of the facts. The highest charge, it was 
pointed out, was the through ocean and rail rate and that when 
the actual ocean rate was lower, due to competition, than the 
published rate, the shipper got the benefit, because of the formal 
publication of Rule 17 in C. R. C. No. 127, 


REPORT ON GRAIN TRADE 


The Trafic World Ottawa Bureau 


The Royal Commission on the grain trade, which has been 
investigating the subject for the better part of a year, has 
presented its report to the government. It contains references 
to the railways and makes recommendations for the prevention 
of so much of Canada’s wheat being handled in the course of 
export by United States transportation agencies. Development 
of the western route and utilization of Vancouver as an export 
point are emphasized. 

One of the commissioners, J. G. Scott, is an expert in 
freight and other railway matters, having been engaged for 
25 years in railway management. In the portion of the report 
that he prepared he says it is difficult for the farmer in western 
Canada to raise wheat at a cost that will permit him, at the 
usual selling price, to pay the present transportation price to 
the world’s markets in Europe, that of the United States being 
largely shut out to him by the duty of 42 cents a bushel. The 
report says that two-thirds or more of the Canadian wheat 
sent across the Atlantic is exported through United Siates 
ports; that Canada is annually paying to United States rail- 
ways and lake vessels more than $15,000,000 for transportation 
of Canadian grain via Buffalo to New York and other United 
States ports, depriving Canadian railways of the benefit of this 
revenue and Canadian seaports of the traffic; that this diversion 
has been going on for years and was frequently brought to the 
attention of the government by representatives of Canadian 
seaports and lately by a special committee of the Senate, which 
urged the government to reduce freight rates, increase storage 
at the seaports, and reduce marine insurance rates. Last year 
141,000,000 bushels of Canadian wheat were thus diverted. The 
transcontinental division of the government railways from 
Moncton and Quebec to Winnipeg was built to stop this diver- 
sion, to bring the traffic direct to Canadian seaports, and to 
shorten the distance by more than 200 miles, but is not being 
used for that purpose. 

Mr. Scott suggests that, for a period of ten years, Canadian 
railways make a specialty of the transport of export wheat 
to Canadian seaports—Vancouver, Montreal, Quebec, Halifax 
and St. John; that the railway rate on export wheat to Van- 
couver and Prince Rupert be placed on a mileage basis, pro- 
rata to the Crow’s Nest rate to Fort William; that the rate 
from Armstrong or Fort William to Quebec or Montreal, which, 
at one time, was six cents a bushel and is now 20% cents, also 
be placed on the same basis as the rates west of Fort William 
and made 11 cents a bushel; and the winter rates from the 
same points to Halifax and St. John be 12 cents a bushel, s0 
as to carry out the Grand Trunk statute of 1904 and the Senate 
report of 1922, above referred to; that the rates from all points 
in Saskatchewan and Alberta to Fort William, on export wheat 
and flour to Canadian seaports, be made the same as from 
western Manitoba. 

It is suggested that, if the railways do not earn 20 per cent 
profit on these reduced rates to Canadian ports, the goverD- 
ment supplement the difference annually for ten years, as 4 
contribution toward the colonization of the country, which is 
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made increasingly difficult by Canadian wheat being shut out 
from the United States. In consideration of such concessions, 
it is suggested that the railways be not disturbed in the tariffs 
west of Fort William, except on export wheat and flour—unless 
as to rates that may be considered unreasonable by the Rail- 
way Commission. 

It is proposed that the Canadian National and Canadian 
Pacific freight steamers carry grain from Canadian seaporis at 
New York rates. A tribute is paid to the celerity with which 
the two great railways move the crop to the head of the lakes. 


The Turgeon Report 


The subject of railway rates is discussed in a general way 
in the Royal Grain Inquiry Commission’s report, known as the 
“Turgeon” report, Judge Turgeon, of Saskatchewan, being chair- 
man of the commission. It does not express any final coriclu- 
sions and points out that the Railway Commission is the “per- 
manent competent tribunal to which all demands for specific 
increases and decreases of freight rates may be made, and 
from which definite rulings may be obtained.” It quotes J. E. 
Dalrymple, vice-president of the Canadian National, who ap- 
peared before the Commission, as say that suggested reductions 
in rates were impracticable. The inquiry commission heard 
many complaints about freight rates, and one of the members, 
Mr. Scott, made certain suggestions referred to above; but, 
after having heard Mr. Dalrymple (who said that the rates 
could not be lowered in justice to the Canadian National, which, 
the report admits, was sustained by important American rail- 
road officials), the Commission came to the conclusion that it 
had better let the subject alone, so far as the expression of 
definite conclusions was concerned. A summary of Mr. Dal- 
rymple’s evidence follows: 


The effect of the evidence is that the suggested reduction in 
rates on the Canadian National Railways is impracticable. Mr. Dal- 
rymple was examined along the lines of the suggestion that export 
grain be carried from the head of the lakes to eastern Canadian 
ports on the basis of the Crow’s Nest Pass rates now effective on 
grain hauled from interior points west to the lakes. His view on this 
question is (1) That such a reduction would be met by equivalent 


POSITIONS WANTED OR OPEN 


POSITION WANTED—yYoung man desires connection with reliable 
growing company as traffic manager or assistant; qualified for posi- 
tion sought; experience, six years’ railroad, two years’ traffic bureau; 
also graduate of International Correspondence School in traffic man- 
agement. Address Box 753, care Traffic World, Chicago. 


TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Proven 
ability all phases transportation matters. Sixteen years present in- 
dustry. Address Box 745, care Traffic World, Chicago. 


POSITION WANTED—Competent Traffic Manager, well qualified 
by experience and training to satisfactorily handle very responsible 
position, desires to secure position of greater responsibility with 
good future. Address Box 749, care Traffic World, Chicago, Ill. 














TRANSPORTATION MANAGEMENT 


We teach it in a most practical and scientific manner. 
Change your general knowledge to a scientific knowl- 
edge. Don’t study via the theoretical route. Pursue 
the practical method. 

Ruts are the tombstones of ambition. You can get in a rut 


quicker and dig yourself deeper in traffic work than in any other 
line. Why not start now to climb up over the top. 


Learn to do your own thinking. It is the thinking man who gets 
there—not the one who has to depend upon others to do it for him. 


Call Harrison 8650 for an appointment, or write for our blue 
book. A resident class just started. You are still in time. Our 
Resident-Mail course, however, is available at any time. 


COLLEGE OF ADVANCED TRAFFIC 


608 So. Dearborn Street Dept. D CHICAGO 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 











THE TRAFFIC WORLD S01 


Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 


SOUTH BEND, IND. [  st—‘“—s™s*s™~™~™S 
WARNER WAREHOUSE CO. 


WY, Cone ot Vetch (t-Miel acl a-t:4-Mr-velcis Bp Ciao lesttalese! 
New Vork Central Siding —-Free Switching — Pool Car 
Distribution — Negotiable Warehouse Receipts Issued. 


UNION 


TRUCKING 
COMPANY 


( Amer can Warehousemen’s Ass’n 
Members: ¢ Central Warehousemen’s Club 
AN esta afer-te Wn Oo ot there) Mn f-tasetelttia-) 









PHILADELPHIA, PA. ary” . 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 


STORE DOOR ‘DELIVERIES 
Members Philadelphia Chamber of Commerce 


CLEVELAND Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 


Mercantile Warehousing and Distributing 






FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage. 
Private Track Nickel Plate R. R. Pool Car Distribution. 


Write Us Your Requirements. 








and Piantyicente From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp n, ELMIRA, N. Y. 













DENVER, COLORADO [ 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


OF ws LL OF N ETS) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—-City Delivery Service 
and Carload Distributors 














502 THE TRAFFIC WORLD 


reductions on American lines, including the lines from the lower 
lake ports to the seaboard, which would leave Quebec, for instance, 
in the relative position it is in today. 

(2) Figuring out the Crow’s Nest rate basis to mean a rate of 
15.60 cents per bushel on wheat from the head of the lakes to 
Quebec, he finds that the route via Buffalo to New York is still 
cheaper, even if no retaliatory reduction took place on the American 
lines, being 14.32 cents per bushel. 

(3) On the proposition placed before him by Commissioner Scott, 
that the rate to Quebec on a proper computation of the Crow’s Nest 
basis would be 11 cents per bushel from Armstrong, he says that in 
his opinion the adoption of such a rate would surely bring et 
the aforesaid retalitory reductions, and, moreover, that the revenue 
of the Canadian National Railways would be depleted, the proposed 
rate being totally inadequate to cover the expense of handling the 
traftic. 

As to the beneficial effect on the farmer, of the general reduction 
of rates, it would only be temporary, he says, as the higher rates 
would be restored as soon as the Canadian National Railways were 
forced out of business. 


The Turgeon report pays a tribute to the Canadian railways 
for the service they render in the rapid handling of the western 
grain crop. It is one of the outstanding features of the report. 
In the crop season of 1922-23 the Canadian Pacific Railway 
handled 105,000 cars of grain and received only six complaints 
from the railway and grain commissions. In 1923-24, with a 
larger number of cars handled, there were only eight com- 
plaints. The report says: 


Moving the crop of western Canada is a transportation task of 
the higest magnitude for a short period, all the resources of the 
railways being used to their highest capacity. The grain must be 
kept moving in a continuous flow from the country points to the 
terminals. We find no general complaint prevalent in regard to the 
manner in which this service is performed. When one considers the 
average crop harvested, the length of time occupied in threshing 
the grain, and the elevator facilities at the terminals to receive 
shipments, the railways appear to be keeping abreast of the grow- 
ing seasonal demand for transportation facilities. The Canadian 
Pacific and the Canadian National railways have ecah developed a 
very complete and careful organization to provide for the accumula- 
tion of grain cars at convenient points on their lines before the 
opening of the crop-moving season. These organizations are then 
carried through during the period of movement, and keep the cars 
directed day by day to those points of the grain territory where 
shipments are available. : 

For the crop season 1923-24, about 36,000 cars were available, 
and up to February 27, 1924, there had been unloaded in the neigh- 
bourhood of 147,000 cars. On September 25, 1922, the Canadian 
National railways had 36,684 cars in service. On the same date in 
1923, 40,071 cars were in service. For the crop-year, 1923-24, the 
Canadian National railways up to February 6, 1924, had unloaded 
120,440 cars. During the last three years, the Canadian National 
= increased the number of cars in service by approximately 
15,000. 

A difference of opinion may develop as to what constitutes a 
blockade or inadequate supply of cars. Taking into consideration 
the whole movement of crop, both territorially and with respect 
to the element of time of readiness to ship, the railway officials feel 
that they are making a fair distribution. .Any district, however, 
ready to ship, in its desire to get the crop away early, may demand 
a disproportionate car allotment, and not receiving as many Cars as 
asked for, may allege that there is a blockade. If this occurs, 
shippers or elevator companies who do not think that they have 
received an adequate supply of cars, have the privilege of appealing 
to the Board of Grain Commissioners. The board has the right to 
enforce an equal distribution of cars, and in order to relieve the 
suitation, that may be bad, has the right to order the railways to 
place certain cars in certain territory out of turn. 

Likewise the Board of Railway Commissioners have wide powers 
to order facilities, to be afforded in any district where there is 
danger of a serious blockade. In 1922 and 1923 the Canadian Pacific 
Railway received from the Board of Grain Commissioners four com- 
plaints with respect to an inadequat2 car supply and from the Board 
of Railway Commissioners two complaints. For the crop year 1923-24, 
six complaints were received from the Board of Grain Commissioners, 
and two from the Board of Railway Commissioners. On the basis 
of between seven and eight hundred stations to be supplied with 
cars, it is evident that complaints are comparatively rare, and that 
when complaints do arise, the law as it stands, provides a method 
of dealing with them promptly. 


DISCUSSION IN PARLIAMENT 


The Traffic World Ottawa Bureau 


The debate in Parliament on the address from the throne 
continues, and, as this offers an opportunity for the bringing 
up of almost any subject for discussion, railway matters have 
been prominent. Some of the western members have been 
attacking the building of the Welland Canal, which involves 
the expenditure of $100,000,000, and warning the government 
against going on with the St. Lawrence deep waterways project 
at the present time, believing that ten or twelve years hence 
would be a more fitting time to start considering the maiter. 
Mr, Miller of Saskatchewan, conversant with the grain trade 
and a former member of the Royal Commission that investigated 
grain transportation here and in Europe, said that, by the time 
the St. Lawrence route was opened, the bulk of the western 
grain would be shipped via Vancouver and, eventually, a great 
deal of Canadian grain would be going to the United States. 

Mr. Marler, a Montreal member, generally looked on as 
friendly to the Canadian Pacific, discussed the Canadian Na- 
tional Railways. After pointing out that there was invoived 
in them over two billion dollars, he said: 


I want to impress upon members of this House just exactly what 
that railway situation is, and also that in order to work out a re- 
duction in taxation, the railway. situation must be solved at all hazards. 
That is the crux of the whole situation. I do not think the railways 
are making the progress they should make under present conditions, 
and that progress is not being made, not because the management 


is not doing its utmost, not because the government is not doing its 
utmost to help that management, but simply because it is impossible 
for the railways under present conditions to increase their traffic 
earnings. It is quite true that an improvement has been made. In 
1920 there was a deficit of fixed charges of $26,000,000 and at the 
end of 1923 that had been turned into a surplus of $13,000,000. That 
would look in the first instance as though there had been an improye- 
ment of $39,000,000; but that was the operating improvement, and a 
very acceptable operating improvement it was, but you have to take 
off that operating improvement the fixed charges, to say nothing of 
the money which is owed to us. Take the fixed charges off and 
also take into consideration that during those four or five years 
which I have had under review we expended, in order to make that 
increase, something like $314,000,000, losing the interest on that 
amount. There is $100,000,000 in interest still unpaid, and the net 
gain in the years in question, you will find after working it out in 
the most careful way, has not been greater than $16,500,000. 

I daresay that this large expenditure which is being incurred by 
the railways every year may not have to go on. Perhaps we have 
got to a point when the trains will stay on the tracks now; but in 
any event that expenditure may have to be continued. But let me 
say, that the people of this country have got to the limit of their 
endurance with regard to taxation, and they will not, I can assure 
you, stand for much more expenditure for spectacular locomotives, or 
spectacular advertising or radios or matters of that description. All 
these pleasing little things will have to be cut out, because the 
people of this country have reached the limit of their endurance. 

I will now take up the question asked me by the member for 
Center Winnipeg (Mr. Woodsworth) railway competition. I had made 
a note in regard to that question. As we all know in this country 
we have the two great railway systems, the Canadian Pacific and 
the Canadian National. Now we want healthy and fair competition be- 
tween these two railroads, and it is in our interest to have such 
a heatlhy and fair competition, but it is not in our interest to have 
stupid competition, it is not in our interest to have duplication, nor 
is it in our interest to have a spectacular movement on the part of 
any of these great railway companies. It is not in our interest to 
have sO many trains run on one line and an equal number of trains 
run on the other line in the same territory. There is no sense in it 
and no object to be gained in so far as the Canadian National Rail- 
way is to be concerned. Nor is there any object to be gained so 
far as the Canadian Pacific is concerned. Unless these two railways 
come to some agreement themselves, it seems to me it is high time 
that parliament should step in and make them come to some sensible 
—- in order that the foolish duplication should not be con- 
tinued. 

Now let us ask ourselves how this railway problem can be solved. 
I again turn to the speech from the Throne which says: 

“Their ultimate solution lies largely in increased production and 
the development of new and wider markets.” 

There is no question about that at all. It is the only way we 
can solve our railway problem. We can do what we will, we can 
spend as much money as we will, and we can avoid as much duplica- 
tion as we will, but we will never solve the railway problem until 
we build up the country by more production and more profitable pro- 
duction. That is the only way we can solve our railway problem. 


Mr. Marler, in dealing with freight rates, said it was not 
a question as to whether such rates in the east or the west 
were comparable with those in the United States. It was 
necessary to give to the west such a rate as would enable it 
to place its products on the markets of the world in compe- 
tition with similar products from other lands. He did not 
agree that Parliament should be the rate-making body; that 
should be left to the Board of Railway Commissioners. He 
urged lower freight rates for the west and for the east, and 
that any reduction below the general structure made by the 
Railway Commission should be borne by the country as a whole. 
“I admit,” he said, “that reduced freight rates will cost the 
country money; I admit that deficits, in the meantime, will 
likely increase; but I claim that when we have an increased 
population making profitable production those deficits will grad- 
ually decrease.” 


He was followed by W. F. McLean, of Toronto, the ol:lest 
member of Parliament, and the chief proponent of government 
ownership of railways in Canada. He said that any co-overa- 
tion and consolidation between the two great Canadian roads 
must start by the Canadian Pacific being prepared ta co- 
operate with the Canadian National—the smaller with the 
greater. In that co-operation it must be prepared to lease the 
system to the Canadian National, probably with joint operation 
by a board from the two roads. He warned the Montreal in- 
terests that the Canadian National was here to stay. “The 
Canadian Pacific is in existence,” he said, “and it will continue 
to make a great success. But the Canadian Pacific has no 
right to attack the Canadian National; it was never chartered 
for that purpose. I want to tell Mr. Beatty and those who 
are talking about ‘whispers of death’ that the Canadian Pacific 
was built for a specific purpose, as set out in the charter of 
that road. It was to build a road from British Columbia to 
connect with the Canadian railway systems in the east, and 
in the act there is nothing that says the chief duty of the 
Canadian Pacific is to conspire against the national railway 
system, which is owned by the people of Canada. The Cana- 
dian Pacific would like to put the Canadian National out of 
business or take it over. Montreal, where the whisper of 
death comes from, would like to take it over; but the Canadian 
people are not going to give up the national system. We must 
deal now with the fact that the people of Canada own a na- 
tional system of railways and telegraphs which they intend 
to hold and develop, and they are prepared to take the Cana- 
dian Pacific into some joint arrangement if it will come in.” 

Mr. Doucet, who represents one of the principal railway 
constituencies in the maritime provinces, said a reduction in 
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transportation rates need not necessarily mean an increase in 
the railway deficit. He scored the Canadian National manage- 
ment for extravagance. There were many high salaried offi- 
cials who could be dispensed with; the administration of the 
Atlantic section of the Canadian National was costing more 
than it did prior to 1922, when it was much more extensive 
in milage. He continued: 


Then it might be well to suggest that the management of the 
Canadian National railways should forget about this radio craze. In 
Moncton we were treated last year to the erection of a radio trans- 
mitting station that, cost, I am told, $125,000, while those who ship 
their produce over the railway in that district are struggling in vain 
to get a reduction in rates in order that they may place their prod- 
ucts on the central markets of the Dominion. Then, again, why not 
eliminate a few of the private cars? That is another craze. Every- 
body has to have a private car over that railway. The president of 
the board himself made a flying trip to the maritime provinces in 
November. I understand that he left Montreal with six private cars 
attached to his train, and when he reached the hub of the Mari- 
times he had eight. No one seems to know how many he had by 
the time he got to Sydney. When we realize that apart from his 
salary of $50,000 a year his expenses for 1924 amounted to something 
like $75,000, we can appreciate the fact that transportation rates 
could be easily reduced if the necessary economies were practiced in 


connection with the higher paid officials and the administrative heads 
of the railway. 


But if we ask for a reduction of transportation rates, what do 
we get? In a brief submitted by the secretary of the Nova Scotia 
Poultry Association before the Board of Railway Commissioners at 
their last sitting in the city of Halifax, he pointed out that while it 
cost three cents per dozen to import eggs in refrigerator cars from 
Chicago to Halifax, it cost two cents per dozen to ship them from 
Truro to Halifax, a distance of 64 miles, and four cents per dozen 
from Loch Broom station to Stellarton or New Glasgow, a distance of 
11 miles. I could quote also a statement presented to the same board 
by the North Atlantic Fisheries Company which shows a discrimina- 
tion against the fishing industry of the maritime provinces in respect 
to carriage by express. The fish merchant shipping 100 pounds of 
fresh fish by express from Halifax to Winnipeg, a distance of 1,993 
miles has to pay $10.06 per 100 pounds, or 10 cents a pound, in round 
figures, whereas the shipper of fish on the Pacific coast can ship 
100 pounds of fresh fish from Prince Rupert to Winnipeg, a distance 
of 1,758 miles, for $3.59. The service is the same in each case—ex- 
press—and the cost is $3.59 in favor of the British Columbia or Pa- 
cific fisherman and $10.06 against the Atlantic fisherman. 


FREE TRANSPORTATION 


The Board of Railway Commissioners for Canada has issued 
order 36089, February 9, amending order No. 29565 to free 
transportation by substituting the following for paragraph (b) 
of said order: “Dominion and provincial governments’ fish 
cars and necessary attendants, and consignments of fish eggs 
in cans or crates, from Dominion to provincial governments, and 
necessary attendants,” may be granted free transportation. 


CANADIAN TRANSPORTATION DEFICITS 


The estimates brought down in Parliament this week con- 
tain an item of $60,668,000, of which $60,000,000 is to provide for 
anticipated defict on the Canadian National Railways and $668,000 
for a similar purpose with respect to the Canadian Government 
Merchant Marine. This is an increase over the estimate for the 
same purpose last year of $232,000. There is a decrease in the 
estimated defict on the shipping ventures of the government, but 
the anticipated railway defict is nearly three and a half millions 
greater. The figures in both cases are only tentative. The 
amounts are placed in the estimates as “loans.” 


CANADIAN RAIL EARNINGS 


Gross earnings of the Canadian National Railways for the 
week ending February 7th were $3,945,351, a decrease of $375,983 
from the corresponding week of 1924. Earnings of the Canadian 
Pacific for the same period were $2,758,000, a decrease of 
$297,000. 


BOARD AUTHORIZES OPERATION 


The Board of Railway Commissioners for Canada has 
granted the Canadian National authority to open for the car- 
riage of traffic that portion of its line, the Prince Albert 
Northeast Branch, from mileage O to 23.94, and that portion 
of its line from mileage 15, near Ste. Rose du Lac, the St. 
Rose subdivision, thence in a north and northeasterly direction 
to mileage 37.48. Both applications were granted on condition 
that trains operated over the new lines shall not exceed a 
rate of 15 miles an hour. 

The board has granted the application of the Canada 
Central for authority to open for carriage of traffic that portion 
of its line from mileage 72.04 to 85.04 on condition that trains 
operated over the new line shall not exceed a rate of 18 miles 
an hour. 


CANADIAN CAR LOADING 


Car loading in Canada the week ended February 7 aggre- 
gated 53,009 cars, an increase over the previous week of 1,370 
cars. Coal loading increased 839 cars; pulp and paper, 273 
cars; other forest products, 282 cars; merchandise, 293 cars. 
Compared with the corresponding week in 1924, the increase 
was 1,462 cars despite a decrease of 2,570 cars in grain. Coal 
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increased 3,684 cars; pulpwood, 466 cars; other forest products 
by 459 cars; and merchandise, 699 cars. 


EASTERN CANADA 
e—For the bang Ended—_. 

































































Feb.7, an. 31, Feb. 9, 

Commodity 1925 1925 1924 
Grain and Grain Products.......ccccsece - 2,061 2,204 2,889 
EAUO GGG. ccccccesics ee tree Lee 1,043 1,045 
ME ccunaiseaeeusne-e Ua enteannesal kee aoa 3,886 2,878 653 
CE bdinewrceees a SC ere ee wabatoae 260 266 20 
an Hetederaeeuras eemanane coe Rae 2,185 2,452 
BI as clelne Vise Sia dewedbedeeW ee. selnaies os 4,137 4,200 3,718 
Pulp and Paper........e- estaiwant/ aaWew cede 2,030 1,835 1,945 
other Forest Products. ......ccccccccss ooo =e8 1,775 1,826 
WE i bcracdiaar ciara ds’ o-a aid 47a Giarorer toca diarsiacearoeereeea * 619 556 680 
Meerenamarse, Te. Cy. Li ccccccccevecees ecese 10,362 10,169 9,913 
DEE caccivodcccnececewecess sees coe 67,680 7,460 9,082 
Total Cars Loaded....... wemeraa Samael - 36,092 34,571 34,410 
Total Cars Received from Connections 32,798 29,667 31,789 

WESTERN CANADA 
Grain and Grain Products............. coe 4,538 4,644 6,280 
Live Stock +e 1,080 1,168 1,070 
ME cupocigaewendasevinewawee “ 2,652 2,032 
COE ccewdicncves 17 56 
LUMPS? .ccccocce ; 703 713 
RE ccc Uc abncnwsesoenciovinecebeatee we 460 456 408 
Pulp and Paper.........e- Sieaeetaweeebee a ‘. 232 154 150 
Other VOrest Products. .ccciccscvcevescese ee 1,928 1,780 1,552 
PE SCS AGA cake ey scieealebeerenhewmars we 504 509 279 
Denronmmaiwee. Es, C,. Bas cccccvcccsccceeceece - 3,184 3,084 2,934 
Miscellaneous ......- .. svindcaateiegew ears ooo 1,820 1,901 1,668 
TOtal Care TOPO cc csvcccccvsesvccvss 16,917 17,068 17,137 
Total Cars Received from Connections 2,438 2,770 2,956 
TOTAL FOR CANADA 
Grain and Grain Products....... oneewes ee 6,599 6,848 9,169 
Live Stock. ...ccccose einai saa wieeeme eee ete 32,161 2,211 2,115 
“SS FEE SER APR rer wisiee 282 283 263 
CeO Oseneieewee wiaceie eee oeidie eeiolawlae weweun ‘ 282 283 263 
DUI vceccvcevececcese peases 2,788 2,888 3,165 
PuIPWOOd .ccccccccccee we 4,587 4,656 4,121 
Pulp and Paper........ccccceceeseees 2,262 1,989 2,095 
Other Forest Products..........esees 3,837 3,555 3,378 
came watiehaceceeere ares Uainaweuaen 1,123 1,065 959 
Merchandise, Li C. Li..ccccccccccccccccce - 13,546 13,253 12,847 
MISCENANEOUS cc ccccccccccscccesscvcceee coe 69,455 9,361 10,750 
Total Cars Loaded .....cccscccceses eee 53,009 51,639 51,547 
Total Cars Received from Connections 35,236 32,437 34,745 
CUMULATIVE TOTALS TO DATE 

1925 1924 
Grain and Grain Products.............ee. 36,908 49,831 
NE EE cherie ce ricewcciueldcikesineceicsioeee ‘ 14,360 12,103 
EMD Scicncres Seip tata arate ete te aral ti imcareraet Dae sieeiae 37,257 28,296 
ES aware ode eeerwsacenerescoedseneyexecs 1,797 1,512 
Lumber ..... ca ercracioe goles klarciaticet ne ao she Aieaiere we 15,550 15,450 
IIE Swiacocicwccecmneeds neces Vnwmendessm 23,300 18,656 
SE I NE  vineln ada cece cess exivnceseselee 11,960 12,274 
Gther HWErest Products, ....0.cccscscccceose 17,583 16,097 
OO satemitiend Abt aOteeneewtieoreedaesaawees 6,751 5,097 
Mees. Be. Cu Bis ccccvwcoccessocccees 77,730 70,598 
Miscellaneous .......... Lielaig clase nue eere-w ares 55,014 56,899 
Total Cars Loaded....... piensa mania 298,210 286,813 
Total Cars Received from Connections 189,581 185,855 





CANADIAN SURCHARGE 


The rate of exchange from February 15 to 28 will be 5/32nd 
of one per cent. There will be no surcharge on international 
freight or passenger business. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on February 1 totaled 186,539, 
or 8.1 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. This was a decrease of 771 under the 
number reported on January 15, at which time there were 187,- 
310, or 8.2 per cent. Freight cars in need of heavy repair on 
February 1 totaled 139,056, or 6 per cent, a decrease of 3,165 
compared with January 15. Freight cars in need of light repair 
totaled 47,483, or 2.1 per cent, an increase of 2,394 compared 
with January 15. 

Locomotives in need of repair on the Class I railroads 
totaled 11,314 on February 1, 17.6 per cent of the number on 
line, according to reports filed by the carriers with the car serv- 
ice division of the American Railway Association. This was a 
decrease of 863 under the number in need of repair on January 
15, at which time there were 12,177, or 18.9 per cent. Of the 
total number, 6,148, or 9.6 per cent, were in need of classified 
repairs, a decrease, compared with January 15, of 311, while 5,171, 
or eight per cent, were in need of running repair, a decrease of 
552. Class I railroads the last half of January repaired and 
turned out of their shops 38,912 locomotives. This exceeded by 
2,578 locomotives the number repaired the first half of January. 
Serviceable locomotives in storage on February 1 totaled 4,220, a 


decrease of 340 compared with the number of such locomotives 
on January 15. 
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Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 
draying. 


Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 
per annum. 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper 
handling of your shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE C0., Inc., HOUSTON, TEXAS 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


| LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 


Mr. Manuafacturer:- ox roreeains an8 Geieaiion 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 


Merchandise Department, P. O. Box 1025 MEMPHIS, TENN. 
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OCEAN RATES ADVANCED 


The Traffic World New York Bureau 


The U. S.-West Coast of Italy Conference, at a special meet- 
ing February 19, advanced all freight rates an average of about 
ten per cent, effective April 1, according to a statement from 
A. G. Jackson, secretary. 

The increase was said to be due to the higher cost of fuel 
oil, high wages, and the fact that the previous rate level*was 
too low in relation to operating costs. Business in the ‘vest 
Italy route is improving, officials said. 

The West Italy Conference was re-established last summer 
after several years of independent action, during which rates 
were driven down to abnormally low figures. When the con- 
ference was first restored the tariff was stabilized at about the 
level then existing. 

For some time there have been reports that several of 
the trans-Atlantic conferences were considering rate increases, 
but the action of the lines to Italy is the first definite move 
in this direction. 

American, British, and other European steamship lines in 
the south and east African trades have reached an agreement 
on rates to stabilize conditions that have been upset for several 
years. This action is understood to include not only those 
companies plying from United States ports to Africa, but also 
those running from the various European countries. 

The U. S. South and East African. Conference has been 
restored on a sound basis and all lines have agreed to quote 
the same rates in the future. The freight tariffs have been 
established approximately at the existing levels, with one or 
two lines that were- previously cutting rates coming up to the 
average range. It is understood that the U. S. government 
services will also maintain conference tariffs. 

The new agreement covers the ports from Cape Town in 
South Africa to Beira on the east coast and also Madagascar 
and Mauritius, as well as transshipments farther up the coast. 

Among the principal commodities affected are ore ship- 
ments inward, and outward traffic in agricultural implements 
and equipment, crude and refined oil, and general cargo. 

Reports have been current in foreign shipping circles for 
some time that an understanding would be reached shortly by 
the Eureopean companies. It is understood that this has now 


been completed and includes British, German, Dutch, Norwegian 
and Danish lines. 


Recent strength in full cargo rates from New York and 
other Atlantic ports has been well maintained despite the 
larger offerings of vessel space for March loading. February 
vessels and requirements have practically been closed as a 
market factor. Among the influences now at work are the 
reports of large orders for flour and grain placed by Russia, 
which, if correct, will bring about a stronger demand for accom- 
modations within the next month or two. 


The volume of grain business is fairly good, though rates 
dropped from the level of 21 to 23 cents, to the Mediterranean, a 
week ago to around 19 cents this week. The recent decline 
in the price of wheat has unsettled the market, as some brokers 
expect a revival due to lower prices while others say that 


foreign purchasers will hold off in anticipation of further re- 
cessions. 


The coal trade has been dull, with little demand and still 
fewer offerings of vessels by shipowners. Several vessels were 
fixed recently to West Italy ports at $3.50 a ton, which was 
considered good. Several inqtiries were noted for shipments 
to South America, but little business was transacted. Port 
congestion at Santos and Rio still holds back a resumption 
of trade with that section. 

The lumber market shows signs of activity. Several vessels 
were fixed from the Gulf to the River Plate at $14.75 a 1,000 
feet, an advance of about 75 cents over previous fixtures. 

Rates in other trades were firm, with an upward tendency, 
though business was not pressing. 

The rate on marble and imitation marble to the Far East 
has been changed to $12.00 a ton w/m, with 50 cents additional 
to Shanghai. Wired glass has been placed in the same class 
with plate glass; pipe, tile, vitrified and soil, have been made 
the same as conduits. Bauxite ore to Brazil has been placed in 
fifth class, $13.50 a ton to Bahia, $11.00 on passenger ships to 
Rio and Santos and $10.00 on freighters to the latter ports. 

Shipments to the West Coast of South America are declin- 
ing slightly. Rate changes include paper cups, 35 cents a cubic 
foot or 63 cents a 100 pounds; sugar 63 cents a 100 pounds. 

Pianos to Australasia have been fixed at $12.00 per ton of 
2,240 lbs. or 40 cu. ft., a reduction from $18.00 to Australia and 
$20.00 to New Zealand. 

Rate changes to Cuba include peat moss now 15 cents per 
cu. ft. plus 25 cents per 100 lbs. wharfage at Havana; calcium 
chloride 36 cents per 100 lbs. landed; grape juice $1.00 per 
100 lbs. Enforcement of the Cuban presidential decree pro- 
viding for a notarized invoice covering goods on which ad val- 
orem duty is assessed, which was to have become effective 
January 23, has been postponed until Feb. 20. 
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The following rate changes have been made to Mexican 
ports: agricultural insecticide 60 cents a 100 lbs. to Tampico 
Vera Cruz and Puerto Mexico, 75 cents plus 25 per cent tg 
Progresso; on iron and steel pieces weighing 4,000 to 8,000 Ibs, 
add 10 cents per 100 lbs., pieces 8,000 to 12,000 Ibs. add 15 cents, 
pieces 12,000 to 20,000 lbs. add 30 cents. 

The Atlantic Coast committee of the U. S. Intercoastaj 
Conference has made several changes in the westbound rates 
and has put the following articles on the “open” list: ores. 
phosphate rock, sand, wheat, rye, corn, oats, pig iron, fire brick 
unpacked, Fuller’s earth, oyster shells, acid phosphates in bags 
or barrels. News items include: ore tailings, crushed or screen. 
ed in bags, minimum 40,000 lbs. 35 cents; smaller quantities, 
70 cents per 100 lbs.; picture wire in bundles or boxes $2.20 per 
100 lbs., any quantity. 

The following changes have been made in the trans-Atlantic, 
United Kingdom, and Irish Free State rates: wall board and 
wood pulp board now 55 cents; flour to Southampton 25 cents, 
Glasgow 22 cents, other U. K. ports 21 cents; all per 100 pounds, 
Present rates from the Gulf will be effective until May 31, 


except on cotton and cotton linters, which will be as follows, 
per 100 pounds: 


From Gulf So. Atl. H. Roads No. Atl, 


Pret Clase: WMER. ..6:6 6 ce cieic seve 65c 57%c 50c 45¢ 
Second class liner............ 63l%ece 56c 48lec 
iy we ee. Ee. MID. 55 were me warm 63l%4e 56¢c 48loc 
RAMED SUMING. «6 65s sac wees ss 61l44c 5ic 1646¢c 


The above rates are based on standard compression. High 
density cotton will be 15 cents lower. The rate on rice bran 
from the Gulf is now 45 cents and from the North Atlantic 
30 cents a 100 pounds. 

No rate changes were made at the Montreal conference of 
the trans-Atlantic-Continental Conference, but present rates were 
extended from April 30 to May 31. 

The following changes have been made in trans-Atlantic. 
French ports trade: ground oak bark 45 cents; asbestos cement 
50 cents; pony hides, dry, $1.00; pony hides, green, 60 cents; 
Neatsfoot oil 40 cents; putty $1.00; snail shells in baskets 60 
cents; all per 100 pounds. The present tariff will be effective 
until Sept. 30. 

The following changes have been made in the Red Sea, 
East Africa and India trade: corn starch in cases reduced from 
$12.00, weight or measurement, to $14 per 2,240 lbs. to Bombay, 
Calcutta, Karachi and Colombo, add $2.00 for rates to Madras 
and Rangoon. 

The following changes have been made to the Argentine 
and Uruguay: filter massee and rowboats $10.00 and $9.00, 
charcoal carbon $12.50 and $11.25, on passenger and freight 
vessels respectively. 

The following changes have been made to Venezuela and 
Guiana: carbonic acid gas in cylinders to Puerto Cabello, La 
Guayra and Curacao 65 cents; to Cumna, Pamatar and Corupano 
78 cents; to Maracaibo 85 cents; all per 100 pounds. 

Despite the recent increases in the cost of fuel oil, which 
have added about 15 per cent to the cost of operation, the 
outlook for rate increases on the Pacific to offset the extra 
expense is reported to be slight. The coastwise conference 
may make some upward adjustments but plans for a _ hori- 
zoutal increase have been abandoned because of competitive 
conditions. The full cargo market, however, is stronger, due 
to the scarcity of tramp vessels, and a number of sailing ships 
are coming back into operation. 

On recommendation of the Boston Intercoastal Conference 
committee the following scale for discharge of lumber from 
Pacific Coast steamers at Boston has been adopted: discharging 
on covered dock, $1 per M board measurement feet; discharging 
on lighters, 66% cents per M board feet measurement; and 
loading open cars 661% cents per M board feet measurement. 


The latter, however, does not include the wiring and staking of 
the cars. 


HOME PORT BILL 


The House and Senate have passed S. 4162, a bill to estab- 
lish home ports of vessels and to validate documents relating 
to such vessels. Chairman Jones, of the Senate commerce 
committee, said enactment of the bill was made necessary by 
a recent decision of the circuit court of appeals at Norfolk im 
what was known as the Susana case. The effect of the deci 
sion was explained as follows: 


A mortgage recorded in the port of New York upon a vessel owned 
by a Delaware corporation is invalid as to third parties, whether as a 
preferred mortgage or as an ordinary mortgage, even though the vessel 
is documented at the port of New York. 

A vessel owned by a New York corporation and duly documented 
at the port of New York loses its status as a vessel of the United 
States if it is sold to a Delaware corporation and is not redocumented 
at a port in Delaware. 7 

A mortgage, whether preferred or ordinary, upon a vessel which 


has lost her status as a vessel of ‘the United States is invalid as to 
third parties. 


There are at present 152 corporations operating 803 vessels 
of over 3,000,000 gross tons which are improperly documented 
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Merchandise Storage and Pool Car 
ccs and ooonecoy’s DStpibution 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. 


KANSAS CITY, MO. 


JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 
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“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, inc. 


DETROIT 


ALBANY, N. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 





AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 


Minneapolis—St. Paul 


Members A. W. A.—C. W. C.—Minn. W. A. 





THE DINKLER HOTELS 


Louis J. Dinkler 


PIEDMONT TUTWILER 
President — — 














Dispensers of True 


a Y’ — Southern Hospitality 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Dewntown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 


shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 





Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 


Grand Forks, N. D. 


Cotes t.. Dinkler 
V.P.& Gen. Mgr 






James G. Perkins, Custom Broker. Mgr. 


YOUR TARIFFS—tixe tus? 
“aa, AUTOMATIC 


filed in 
TARIFF FILES _ 


Catalog and Special Bulletins 


HOW TO FILE TARIFFS 


tell you all about improved 
methods you can not afford to 
be without 

Wr:te rr T for in- 
formation and factory prices. 

Established 1901 

THE AUTOMATIC FILE & INDEX CO. 
E. 10th St., Green Bay, Wis. 
Chicago Branch: 40 So. Wells St. 














Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON EVERY TUESDAY 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
**At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 
Fire-Proof—40 Car Siding— 
Free Switching 
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under the decision, Chairman Jones said, adding that the bill, 
which follows, was designed to correct that situation: 


Be it enacted, etc., That for the purpose of the navigation laws 
of the United States and of the ship mortgage act, 1920, otherwise 
known as section 30 of the merchant marine act, 1920, every vessel 
of the United States shall have a “thome port’ in the United States, 
including Alaska, Hawaii, and Porto Rico, which port the owner of 
such vessel, subject to the approval of the commissioner of navigation 
of the Department of Commerce, shall specifically fix and determine, 
and subject to such approval may from time to time change. Such 
home port shall be shown in the register, enrollment, and license, or 
license of such vessel, which documents, respectively, are hereinafter 
referred to as the vessel’s document. The home port shown in the 
document of any vessel of the United States in force at the time of 
the approval of this act shall be deemed to have been fixed and de- 
termined in accordance with the provisions hereof. Section 4141 of 
the Revised Statutes is hereby amended to conform herewith. 

Sec. 2. No. bill of sale, conveyance, mortgage, assignment of mort- 
gage, or hypothecation (except bottomry), which includes a vessel of 
the United States or any portion thereof, shall be valid in respect to 
such vessel against any person other than the grantor or mortgagor, 
his heirs or devisees, and any person having actual notice thereof, 
until such bill of sale, conveyance, mortgage, assignment of mortgage, 
or hypothecation is recorded in the office of the collector of customs 
at the home port of such vessel. Any bill of sale or conveyance of the 
whole or any part of a vessel shall be recorded at the home port of 
such vessel as shown in her new document. 

Sec. 3. All conveyances and mortgages of any vessel or any part 
thereof, and all documentations, recordations, indorsements, and in- 
dexing thereof, and proceedings incidental thereto heretofore made or 
done, are hereby declared valid to the extent they would have been 
valid if the port or ports at which said vessel has in fact been docu- 
mented from time to time had been the port or ports at which it 
should have been documented in accordance with law; and this sec- 
tion is hereby declared retroactive so as to accomplish such validation: 
Provided, That nothing herein contained shall be construed to deprive 
any person of any vested right. 

Sec. 4. Wherever in the ship mortgage act, 1920, otherwise known 
as section 30 of the merchant marine act, 1920, the words “port of 
documentation” are used they shall be deemed to mean the “home 
port’”’ of the vessel, except that the words “port of documentation” 
shall not include a port in which a temporary document is issued. 

Sec. 5. All such provisions of the navigation laws of the United 
States and of the ship mortgage act, 1920, otherwise known as section 
30 of the merchant marine act, 1920, as are in conflict with this act 
are hereby amended to conform herewith. 


The measure was sent to the President and was signed 
by him. 





WATER-BORNE FOREIGN COMMERCE 


In the twelve months ended with December, 1924, American 
vessels carried 32.18 per cent, by value, of imports, and 38.21 
per cent, of exports, of the water-borne foreign commerce of 
the United States, as compared with 31.40 per cent for imports 
and 38.48 per cent for exports, in the same period of 1923, ac- 
cording to the monthly summary of foreign commerce issued 
by the Department of Commerce. The detailed figures for De- 
cember, 1924, and 1923, and for 1924 and 1923, showing exports 


and imports, by value, carried in American and foreign ves- 
sels, follow: 


Countries 


December 12 Months Ending 
December 
1923 1924 1923 1924 
Dollars Dollars Dollars Dollars 
Imports 
Brought in— 
Cars and 
other land vehicles 31,559,254 33,867,140 372,903,249 358,221,475 
Pareeia post ...ccece 7,811,537 10,070,353 107,655,549 107,189,336 
American vessels 


- 81,057,845 81,543,363 1,039,844,544 1,012,080,537 
Foreign vessels ne 





eo 624,172 1,193,955 7,183,674 10,914,904 
PEE. kereVeinweuvond 82,083,742 101,505,011 1,215,231,008 1,117,007,743 
BEEN bv sine cnceeuns 3,127,221 4,782,713 72,026,802 62,667,311 
Dutch .........-ceees 8,642,715 10,195,171 107,556,334 96,895,155 
Ll ee ee: 13,074,476 13,247,313 146,786,145 188,203,282 
Aes 6,409,937 7,890,756 69,187,089 73,482,225 
ee 5,816,619 6,177,552 59,861,265 60,056,699 
GROONCKS ceccccccces 28,108,381 39,454,411 246,546,719 267,080,586 
NOFWORIAN ...0.08008 10,865.742 13,016,910 241,414,055 183,093,816 
EE eictcessccanee 1,423,731 1,532,384 19,163,001 16,884,340 
OUI so cccccvctcsees 2,131,436 2,386,191 33,159,014 37,095,040 
ye eee 5,567,958 6,698,938 53,547,515 69,680,108 


T’l in for’n vessels 167,876,130 208,081,305 2,271,662,621 2,133,061,218 


Domestic Exports 
Carried in— 
Cars and 
other land vehicles 
WEPCGS HOR ccrccévics 
American vessels 


44,818,077 37,549,277 597,469,238 525,017,660 


1,901,894  ..cccccece 21,419,540 
. -147,156,467 141,287,701 1,344,009,796 1,514,812,456 


ee 


soreign vessels 


CT ere 1,552,762 2,711,745 30,726,985 37,442,227 
St, dl oe 138,189,070 138,502,274 1,247,523,474 1,321,948,757 
DIATMMN ei ccccccescs 3,692,612 8,051,432 57,413,881 88,164,498 
Sn ee es ee 9,117,028 15,256,564 87,212,846 127,951,750 
BPVEDER,  oscccecivcess 8,603,496 10,760,588 103,127,749 117,518,995 
RS ere 13,934,392 17,228,072 102,044,671 149,652,797 
TERE ccccccewseewss 12,471,880 14,561,475 93,658,144 119,941,908 
Japanese ..........- 17,145,610 20,088,842 159,506,423 167,638,402 
INOFWERIRT ..ccceces 10,263,927 9,705,988 123,857,112 128,602,615 
MOGTIBN. cccccccscces 4,840,882 7,614,077 57,101,816 65,222,801 
DWOGIEN oo cccerceces 2,834,437 5,997,088 43,097,025 . 51,430,538 
FA GOMOD” wisscsatens 6,390,055 7,433,232 43,965,931 61,685,095 


T’l in for’n vessels 229,036,151 257,911,332 2,149,236,057 2,436,500,383 
Foreign Exports 
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Carried in— 
Cars and 





other land vehicles. 2,186,239 3,251,208 31,096,529 34,502,333 
Americar vessels .... 873,973 1,380,054 14,146,719 17,457,157 
Foreign vessels ...... 2,594,612 2,434,243 31,534,741 41,272,429 

December 
1923 1924 
$ % $ % 
Water-borne Foreign Commerce 
Imports: 
In American vesselS .........005 81,057,845 32,57 81,543,363 28.15 
ee 167,876,130 67.43 208,081,305 71.85 





Total (except in 


land vehicles and parcels post)..248,933,975 100.00 289,624,668 100.00 


Exports: 
In American vessels............. 147,156,467 39.12 142,667,755 35.40 
EM: fFOVCIST VOBSEIS oo ccccevcecsees 229,036,151 60.88 260,345,575 64.60 





Total (except in land vehicles). .376,192,618 100.00 403,013,330 100.00 





Tonnage of Vessels 


Entered: 
Net tons Net tons 
I. oi datetsinionlcn se ubapies-macimame vane 2,624,705 47.47 2,815,392 44.90 
SO, vaeiesicvete bain ceserc.cis nb asisve seein 2,904,392 52.53 2,841,377 55.10 
RUD COMUNEOR ced cc care sewand 5,529,07 100.00 5,156,769 100.00 
Cleared: 
CE FOOTE 2,237,456 45.08 2,073.415 42.45 
DOPE oieh we deeiankacecestinceeteneesos 2,726,981 54.92 2,811,752 57.55 
WOUME (CICAUOE. «i ciiscnconcsetecsoones 4,964,437 100.00 4,885,167 100.00 
Twelve months ending December 
1923 924 
$ % $ % 
Water-borne Foreign Commerce 
Imports: 
In American vesseis ......... 1,039,844,544 31.40 1,012,080,537 32.18 
In fOrGiISh VESSEIB occ cccecuces 2,271,662,621 68.60 2,133,061,218 67.82 


Total (except in land 
vehicles and parcels post)..3,311,507,165 100.00 3,145,141,755 100.00 


Exports: 


In American vessels ........0- 1,344,009,796 38.48 1,532,269,613 38.21 
Im TOTGISH VESBEIS ...ccccccccce 2,149,236,057 61.52 2,477,772,812 61.79 


T’l (except in land vehicles) .3,493,245,853 100.00 4,010,042,425 100.00 
Tonnage of Vessels 


Entered: 
Net tons Net tons 

MN oie ipriw okra tts ae ies etete 27,725,285 41.81 29,592,866 43.38 
REED. Ualaigiararoiias o<ciacwielwersrestneers 38,593,622 58.19 38,630,157 56.62 
co ere er 66,318,907 100.00 68,223,023 100.00 

Cleared: 
SEIN. inte taiewnars weenacewues 27,932,033 41.92 30,033,653 43.64 
PONE: < slorccicwia an oearececeneees 38,691,681 58.08 38,789,118 56.36 
TOtR] CORTON 6c cc sicissnwces 66,623,714 100.00 68,822,771 100.06 


PORT DIFFERENTIAL CASE 


Senator Butler, of Massachusetts, who introduced the port 
differential bill providing for elimination of rail and ocean rate 
differentials, in a formal statement on the Commission’s deci- 
sion in the port differential case, said: 


The decision of the Interstate Commerce Commission in the 
port differential case shows more than ever the necessity of 
amending the law to deal with this problem. The practice of Amer- 
ican railroads in encouraging the movement of export freight 
through Canadian ports, and away from United States ports, 
cannot be tolerated. The arbitrary diversion of freght through 
the system of differentials must stop. It is obviously in the 
national interest to have the rates equalized through as many 


gateways as possible. The bills already introduced will be 
pressed. 


Representative Hill, of Maryland, under “extension of re- 
marks” in the Congressional Record, attacked the Butler port 
differential bill. He said the bill proposed that Congress itself 
should make rates. He said the decision of the Commission in 
the port differential case should dispose also of the Butler bill 


and that he wished to direct the attention of members to that 
decision. 


O’CONNOR ON MERCHANT MARINE 


In an address, February 18, at New York, before the Navy 
and Marine Memorial Association, T. V. O’Connor, chairman of 
the Shipping Board, said that, without a merchant marine, 
“the United States navy is no navy at all.” In the last three 
years, he continued, the nation spent more than ten hundred 
million dollars on the navy and $150,000,000 on the merchant 
marine. In other words, he said, for every dollar spent on the 
navy, fifteen cents was spent on the merchant marine. That 
was the ratio up to 1924 when the navy got a dollar and the 
merchant marine nine cents, he said, adding: “Fifteen, fifteen, 
nine. Going down.” He said the figures were self-explanatory 
but “very far from pleasing.” 

Chairman O’Connor said the enemies “of our merchant 
marine are the friends of foreign ship interests.” He said these 
enemies constantly spoke of the national “loss” in keeping uP 
the merchant marine. He said the proper word was “cost” and 
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not “loss.” He said “cost” was used in connection with money 
spent on the highways, parcel post, etc., and that the enemies 
of the merchant marine used the word “loss” to poison the 
American mind. Declaring that the board was not for perma- 
nent government ownership, he said its greatest purpose would 
have been achieved when it could report to the President and 
to Congress that the “last ounce of our government tonnage 
from the Leviathan down to the last harbor tug has been turned 
over to American business men. This will be done when the 
ships are making a profit and not before.” 


SALE OF VESSELS 


President Palmer, of the Fleet Corporation, has announced 
the sale of the following vessels: Eastern Gale of 6,631 dead- 
weight tons to Booth Fisheries Company of Chicago for $145,000; 
Lake Harminia, a lake-type vessel of 4,230 deadweight tons, to 
E. I. Du Pont De Nemours & Company, of Wilmington, Del., 
for $33,500; and the M. J. Scanlon, of 8,597 deadweight tons, 
to the Hammond Lumber Company of San Francisco for $97,500. 
It was announced that the sale to the DuPont company was the 
first to be made under the recently revised schedule on lake- 
type vessels of $50,000, less estimated cost of repairs. 


U. S. COASTWISE LAW UPHELD 


Resolutions endorsing the strict enforcement of U. S. coast- 
wise laws for the protection of American shipping, approving 
the Edmonds home ports bill, and supporting the measure in 
Congress to authorize suits in admiralty against the United 
States, have been adopted by the New York Board of Trade and 
Transportation. Y 

The board went on record in favor of additional legislation, 
if necessary, to prevent violations of the coastwise law and cited 
the recent statement of T. V. O’Connor, chairman of the Ship- 
ping Board, that there have been infractions on both the Great 
Lakes and seaboard. 

The resolution on admiralty suits said that, as a large part 
of the merchant marine is now owned by the government and 
the dangers to private vessels through collisions are increased, 
the interests of the latter should be protected to the extent of 
allowing suits against the government. 


MEASUREMENT OF VESSELS 


The House has passed H. R. 7762, providing for the method 
of measurement of vessels using the Panama Canal. Repre- 
sentative Hoch, of Kansas, explained that, on account of 
certain interpretation of the original Panama Canal act, it was 
found necessary to measure ships under two different sets of 
rules. The bill would establish uniformity in the measurement 
of vessels. It was sent to the Senate. 


TO SCRAP AMERICAN VESSELS 


In the course of a talk Thursday before the Propeller Club, 
of New York, J. J. Jones, of the Morse Dry Dock and Repair 
Company, said a company has been organized for $5,000,000 to 
purchase and scrap idle Shipping Board vessels. Beyond say- 
ing that the new concern was acting for foreign account, Mr. 
Jones said he wags not authorized to divulge further details. 

The company hopes to buy 400 to 500 vessels eventually 
and take them abroad for scrapping, he said. Negotiations are 
now under way, he added, but no decision has been reached 
by the board. In connection with this development, Mr. Jones 
said that American shipyards were deeply concerned, not only 
with scrapping the ships, but with the disposition to be made 
of the steel, engines and other equipment which would be re- 
moved. If these are to be thrown back on the American mar- 
ket, prices might be demoralized, he pointed out. 


SHIPPERS AID ARBITRATION PLANS 


The Trafic World New York Bureau 


Plans formed at the recent meeting of the Arbitration So- 
ciety of America for a reduction in court cases arising in 
transportation of freight by rail and water lines have met with 
widespread approval from spokesmen for the various groups, 
according to a statement this week at the local offices of the 
society. Officials of steamship and railroad interests as well 
as shippers have indicated their willingness to co-operate in 
promoting arbitration as a substitute for appeal to the law. 

William C. Redfield, former Secretary of Commerce, who 
was authorized to appoint a committee representing each group, 
has asked established organizations to suggest members. His 
purpose is to get men who are prominent in their respective 
fields in developing further plans for adoption of arbitration 
as a permanent policy. 

Alfred P. Thom, counsel for the Association of Railway 
Executives, suggested the names of C. B. Heiseman of the 
Pennsylvania Railroad, Robert J. Cary of the New York Cen- 
tral, and S. T. Bledsoe of the Atchison, Topeka & Santa Fe, as 
the committee to represent the land carriers. 

J. A. Hoffman, chairman of the Shippers’ Conference of 


THE TRAFFIC WORLD 





Vol. XXXV, No. § 


Greater New York, suggested the names of W. H. Chandler 
traffic manager of the Merchants’ Association; P. M. Ripley, 
traffic manager of the American Sugar Refining Company; ang 
E. J. Tarof, of the Brunswick-Balke-Collender Company, to 
represent the shippers. 

Charles M. Hough, president of the Maritime Law Asgsgo. 
ciation, said a committee had already been appointed by the 
association to consider the bill in Congress and suggested that 
members of the other committee should be selected individually 
by the Arbitration Society. ‘ 

Mr. Ripley, in response to an inquiry, indicated his willing. 
ness to serve for the shippers, and mentioned the names of 
Mr. Chandler and H. M. Free, of the Fleischman Company, as 
other members. 

At the offices of the society it was said that a committee 


of freight traffic men of the steamship industry would also be 
selected. 


HAGUE RULES LEGISLATION-. 


The Traffic World Washington Bureay 


The sub-committee of the House committee on merchant 
marine and fisheries, to which had been assigned the work of 
whipping into shape H. R. 11447, introduced by Representative 
Edmonds, of Pennsylvania, the purpose of which is to carry 
into effect the agreement respecting the Hague rules, has re- 
ported its work to the whole committee. Its recommendations 
have been embodied in another bill, H. R. 12339, also introduced 
by Mr. Edmonds. The last mentioned bill, while not so denom- 
inated, may be regarded as a substitute for the one first 
mentioned. 

The new bill divides the measure into two titles. The 
first consists of eight sections and the second of five. There 
is a new deviation clause in the first title. The second, con- 
tains a section (5) amending section (25) of the interstate 
commerce act by adding a proviso to the effect that when the 
shipper and the carrier by sea agree and direct that the part of 
any such through bill of lading provided for in that section (25), 
which relates to transportation by sea, shall be subject to the 
provisions of the “carriage of goods by sea act,” (which the 
bill makes the title of the proposed law), that part thereof 
relating to such transportation by sea shall contain an express 
statement that it is to have effect subject to the provisions of 
the carriage by goods at sea act, and it will thereupon, as to 
such transportation by sea, be exempt from any rules and regu- 
lations made by the Commission prescribing the form of such 
through bills of lading in so far as they may be inconsistent 
with the provisions of the carriage of goods by sea act. 

The deviation clause agreed upon by the sub-committee, 
and which the whole committee is expected to dispose of shortly, 
is as follows: 


And deviation in saving or attempting to save life or property at 
sea or any reasonable deviation for purposes other than securing or 
delivering cargo or passengers shall not be deemed to be an infringe- 
ment or breach of this act or of the contract of carriage, and the 
carrier shall not be liable for any loss or damage resulting therefrom: 
Provided, That nothing herein contained shall be construed to pro- 
hibit the carrier from entering into a contract specifically allowing 
the ship to call at any number of named ports in any reasonable 
order, to load or discharge cargo for the pending or return voyage. 


AMERICAN SHIPPING IN 1924 


Idle steam shipping in the ports of the world declined over 
900,000 gross tons in 1924, according to the transportation divi- 
sion of the Department of Commerce. Most of the decrease in 
unemployed steamers occurred in the first half of the year, 
only 147,000 gross tons of such vessels finding employment in 
the last half. American idle tonnage showed a small decline 
in both halves of 1924. The bulletin continues as follows: 


_ While the oversea trade of the world was causing additional 
ships to be brought into active employment, tripcharter rates did 
not respond. The surplus of tonnage over trade requirements is still 
too large for an increase in the volume of trade to result in rising 
rates. The index number of six tramp ship commodities over 
twelve world trade routes (maintained by the transportation division) 
indicates that trip charter rates in the third and fourth quarters of 
1924 were only 102 per cent of the average for 1911-1913: 

Merchant shipping constructed in the world in 1924 totaled 2,248,- 
000 gross tons, an increase of 605,000 tons over 1928. The increased 
output of British yards in 1924 was 794,000 tons, a result attributed 
to disastrous strikes in 1923 and a comparative absence of them in 
1924. The relation between construction output and production costs 
— sales prices remains about the same as indicated for the end 
of June. 

Tonnage under construction at the end of 1924 was _ slightly 
larger than at the beginning of the year, aggregating 2,470,000 gross 
tons as compared with 2,444,000 tons. The significant change in 
shipbuilding in the year was the great increase in motor ship tonnage 
—from 634,000 tons on December 31, 1923, to 924,000 tons on December 
31, 1924, or from 26 per cent to 37 per cent of the total. That ship- 
building did not improve materially, however, is shown by -the fact 
that 547,000 gross tons were launched in the fourth quarter of 1924, 
whereas work was started on only 485,000 tons. In the same period 
of 1923, launchings totaled 332,000 tons, and work was started on 
473,000 tons, 

Few sales of vessels between 5,000 and 10,000 deadweight tons 
and not over 5 years old were made in the last half of 1924. “Three 
such vessels brought an average of $38 a ton, as compared with $27 
for eight vessels in the first half of the year. These prices are not 
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to be taken as conclusive, since in such a small number unusual 
factors in one or two sales throw the average out of line. 

Complete information on the volume of the world’s seaboard trade 
is lacking, owing to the fact that some leading nations do not 
publish their foreign trade statistics in terms of weight, and other 
do not differentiate their landborne from their seaborne foreign 
trade. From returns available, however, it can be said that French 
and British trade was larger in volume than in 1923, whereas the 
trade of the United States was smaller. It is evident that world 
trade as a whole must have increased in volume, since the get 
of steamers idle at the beginning of 1924 had decreased by over 
900,000 tons by the close of the year. 


THE MERCHANT MARINE 


The Traffic World Washington Bureau 


Apprehension that, if the Shipping Board continued to sell 
its surplus vessels, there would not be a million tons of mer- 
chant shipping under the American flag engaged in overseas 
commerce within five years, was expressed by Senator Fletcher, 
of Florida, in debate on the appropriation for the board and 
Fleet Corporation. He said it seemed that a policy had been 
adopted to get the government out of the shipping business. 

“We have some 900 or more vessels tied up in various 
harbors and places along our coasts, and yet we are not carry- 
ing 30 per cent of American commerce in ships,” said he. 

Senator Fletcher feared that if the ships were sold to 
private owners, the ships would soon be put under forcign 
flags. He believed that the government would have to stay 
in the business if the United States was to have a merchant 
marine. 

“It is not safe, it is not wise, for us to say we are going 
to get the government out of this business as quickly as we 
can, and relieve ourselves of the expense of keeping up this 
shipping,” said he. 

Senator Edge, of New Jersey, who indicated he did not 
feel that sale of ships to Americans mean the end of the mer- 
chant marine, said if it was necessary to subsidize private 
carriers in order to have a merchant marine, he favored the 
granting of a subsidy. He said he preferred that method to 
meeting a deficit each year on account of government operation. 

Salaries paid by the Fleet Corporation to high officials 
were criticized by Senator McKellar, of Tennessee. 


MARITIME CLAIMS AGAINST U. S. 


A bill authorizing suits against the United States in ad- 
miralty for damage caused by and salvage services rendered to 
public vessels belonging to the United States, passed recently 
by the House, has been passed by the Senaie. Explaining the 
object of the bill, Senator Bayard, of Delaware, said: 


There are continuous applications being made to the claims com- 
mittee of both Houses for the consideration of bills to reimburse people 
who have suffered damage from maritime accidents in which United 
States vessels are concerned, to enable them to present their suits in 
the various district courts. In this last Congress there were nearly 
200 such claim bills introduced in the two Houses. 

Outside of that, there are many claims which must be settled by 
the Department of State, because our own nationals are forbidden 
going into our own courts, and the nationals of other countries can not 
come in, and this bill is to remedy that situation. It would give a 
person aggrieved because of an accident by reason of the shortcomings 
of a United States ship the right to go into a district court and prose- 
cute his action. It provides for the appearance of the Attorney Gen- 
eral of the United States, and all maritime accidents of any kind 
resulting from collision, and so on, are taken care of. A great deal 
of money would be saved to the government. 


Incidentally, the bill would accomplish something which should 
have been done in this country a long time ago. It would give an 
opportunity to do justice when federal employes have committed an 
offense against an individual. It is recommended by the Secretary of 
State, the Department of Commerce, by the Shipping Board, by the 
Navy Department, and by the War Department. 


ST. LAWRENCE PROJECT 


The House committee on interstate and foreign commerce 
has reported favorably a bill authorizing an appropriation of 
$275,000 for survey work in connection with the proposed St. 
Lawrence waterway from the lakes to the sea. President 
Coolidge asked for that amount of money for the work, but it 
was not allowed by the House appropriations committee because 
there was no legislation authorizing it. 

Senator Ladd, of North Dakota, in a speech in the Senate 
in support of the St. Lawrence waterway project, said no one 
who was familiar with the farming conditions in the North- 
west needed to be told that one of the greatest drawbacks to 
successful agriculture “is our woeful lack of cheap and depend- 
able transportation service.” He said the “one great answer 
to this question, a plan which promises greater relief and 
greater benefits than any other proposal, is the Great Lakes- 
St. Lawrence deep waterway.” He said it had been estimated 
that “with the proposed seaway in operation there would be 
a reduction of 7 to 10.6 cents per bushel” in the transportation 
cost on wheat from the Northwest to Liverpool, which would 
mean an annual increase to the wheat farmers of North Da- 
kota averaging about $7,000,000 a year, even if there were no 
increase in average annual production in the state under such 
favorable circumstances. He said cost estimates of the project 
varied from $252,728,200 to $1,000,000,000. He said there was 
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but one way to obtain a definite, reliable answer to the question 
of cost, and that way was to make a detailed survey. 


ARBITRATION OF DISPUTES 


President Coolidge has signed the bill providing for arbj. 
tration of disputes and to make valid and enforceable written 
provisions or agreements for arbitration of disputes arising 


out of contracts, maritime transactions, etc. (see Traffic World, 
Feb. 7, p. 356). 


HELL GATE BRIDGE DECISION 


The New York Port Authority, in its first judicial finding 
since its formation, in 1921, declares that the use of the only 
all-rail freight route from the north and west into Long Island 
over the Hell Gate Bridge is in the public interest, and calls 
on the Pennsylvania and New Haven system, owners of the 
bridge, to open it to the New York Central for connections with 
the Long Island Railroad via the New York Connecting Railroad 
between Oak Point Yard and Fresh Pond Junction. 

This decision was announced by Chairman Julian A. Greg. 
ory February 16. It follows an informal complaint filed by the 
Queens Borough Chamber of Commerce. 


HOBOKEN SHORE LINE 


The House this week passed the Senate Bill (S. 2287) 
authorizing the Secretary of War to dispose of and the Port 
of New York Authority to acquire the Hoboken Manufacturers’ 
Railroad by giving bonds in payment for the property. An 
amendment offered by Representative Eagan permitting the 
city of Hoboken to acquire the property was rejected. 

Representative Snell, chairman of the committee on rules, 
had submitted a privileged report and resolution providing for 
consideration by the House of the Senate bill. This action 
was taken to enable the House, if it approved the report, to act 
on the bill before the end of the present session. 


BARGE LINE ACTIVITIES 


The Secretary of War has approved a resolution of the 
advisory board of the Inland Waterways Corporation requesting 
that a committee of the board be directed to investigate the 
subject of the necessity of extension of the barge line to the 
Ohio and the upper Mississippi rivers, and a committee was 
appointed for such purpose, consisting of Halleck W. Seaman 
of Clinton, Iowa, and Wilmer M. Jacoby of Pittsburgh, Pa. 


Other action taken as announced by the War Department 
follows: 


The purchase of thirty-three steel barges for operation on the 
Warrior section was approved, and negotiations for the construction 
of twenty-four more were directed to be consummated. 

It was decided to hold in abeyance any plans for additional barge 
equipment on the Mississippi section until such time as the United 
States Court of Appeals had rendered its decision in the case of 
Goltra vs. Weeks et al., which is expected some time in March. 

In the meantime the Chairman and Executive of the Corporation 
is making a study of the most desirable type of light draft tow-boats 
to be used on both the lower and the upper Mississippi river, as the 
law provides that when the so-called Gotra fleet is returned to the 


United States, service on the upper Mississippi river must be in- 
augurated. 


N Y. SHIP MEN INDORSE BUTLER BILL 


The Butler bill to equalize export railroad rates from the 
interior to all Atlantic and Gulf ports was indorsed at a special 
meeting of the board of directors of the New York Maritime 
Association Wednesday. No mention was made of that sec 
tion of the bill that would also equalize steamship rates. The 
association also adopted a resolution approving the recommenda- 


tion of Governor Smith for an appropriation for Barge Canal 
repairs. 


CONTROL OF REFRIGERATOR CARS 


The Federal Trade Commission, in a report to the Seuate, 
has recommended separation of the big five meat packers from 
their control of refrigerator cars and the formation of a re 
frigerator car owning company, along the lines of the Pullman 
Company, entirely independent of the packers. The Commis- 


sion said such a company could make the cars available to 
the packers and others on equal terms. 


CERTIFICATE GRANTED 


The Commission has granted a certificate authorizing the 
Cambria & Indiana Railroad Company to construct and operate 
an extension of its railroad in Cambria County, Pa. The appli 
cation was opposed by the Pennsylvania on the ground that the 
development of the 5,000 acres of coal land that would be pos- 
sible by reason of the extension, something more than five 
miles, would not be in the public interest and that the terri- 
tory was served by it. The proposed extension will parallel 
the Pennsylvania’s line for a mile and a half and then cross it 


overhead. The cost of the extension is estimated at $516,311 
or about $100,000 per mile. 
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pACIFIC 


Fe RIBBEAN 
Gy ULF Laine 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to —_ Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New re La. 


Steele Bldg. SWAYNE & HOYT, Inc. Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. Now York City 
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1 Bor For Shipper® 


applied quickly and 
definitely locating 
each place 
Reference Numbers 
WASTE TIME 
We eliminate them 
Covering k \ ommiies 
United States, — and Alaska | 1355 pages of vital 
a25 shipping information 


ANY : } 
IyTERNATIONAL GUIDE PUBLISHING COMP ‘\ 


All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 





Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 
805-807 Phoenix Building 








Minneapolis, Minn. 
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i fas 
No other Hotel in the on NY) 
World Offers Such VR -Y 
Uaried Attractions as 


Te AMBASSADOR \ 


LOS ANGELES 
THE GREAT HOTEL THAT SEEMS LIKE HOME 


ENTY-SEVEN acre park & play grounds, 
open-air plunges, tennis courts, miniature 
golf course on — motion picture 

theatre & $5 smart shops. Famous Cocoanut Grove 
for dancing. Riding, hunting and all sports. Varied 
entertainment for guests eVery day and evening. 

Ambassador Convention Auditorium seats SeVen-thousand. 

All guests have the privilege of the Rancho Golf Club. 


Tune in any night on KNX to hear the Cocoanut Grove 
Orchestra or Sunday Concerts. 


Write for Chef's Booklet of California Recipes and Information 


‘ 


\ 


THE AMBASSADOR HOTELS SYSTEM 


The Ambassador, New York 
The Arbesder, pay we had 
The Ambassa Los Ange! 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingst Cartagena 
ay aie Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL ZONE pag 
Cristobal 


ALSO 
PANAMA Ports of Guatemala 
Bocas del Toro 


and British and 
Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf 

Marquette Building 


Huff Shipping Agency San Francisco, Calif. 
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STATE EXPRESS RATES 


The Trafic World Washington Bureau 


The intrastate express class rates situation, growing out of 
the declination of the American Railway Express Company to 
file tariffs for intrastate application because the railroad law- 
yers asked it to hold up on that phase of the matter (Traffic 
World, February 14, p. 423), is disappearing. The western and 
southern railroads have decided it inadvisable to continue their 
effort to obtain an injunction forbidding the Commission to 
reduce class rates in the west and south. Therefore, the ex- 
press company has asked the commissions in the states in 
which no tariffs have been filed, for permission to file, on one 
day’s notice, tariffs putting the new basts into effect on March 
1, the effective date of interstate rates. 

Telegraphic request for permission to file on short notice 
was made by the express company. In a letter on the subject 
to Commissioner McChord, F. S. Holbrook, vice-president of 
the express company, said that Kentucky, McChord’s home 
state, was the first to respond to his telegraphic request for 
such authority, its answer coming in three hours after the com- 
pany had made it. Mr. Holbrook advised Mr. McChord, by 
telephone, of the determination of the western and southern 
railroads to abandon their fight for an injunction, and the 
decision of the express company to file on short notice, if 
permitted. 

Prior to the abandonment of the fight by the railroads, 
Colorado, Minnesota and other states, through their commis- 
sions, moved to have the express company brought before them 
to show cause why orders should not be issued requiring the 
filing of the rates in fhe states where they would make reduc- 
tions. California issued an order, similar to that issued by 
Washington and Oregon, requiring the filing of the new rates. 

John E. Benton, general solicitor for the National Asso- 
ciation of Railroad and Utilities Commissioners, who called 
attention to what seemed to be an instance where co-operation 
between the federal and state commissions threatened to break 
down, continued the urging of uniformity after he had set in 
motion the machinery of the state commissions, as did also 
Commissioner McChord. Mr. Benton corresponded with H. S. 
Marx, attorney for the express company, and Mr. McChord with 
Mr. Holbrook. In one of Mr. McChord’s letters to Mr. Hol- 
brook, written before the abandonment of the litigation by the 
railroads, the Commissioner said: 


Noting your explanation, I nevertheless regret the course that 
has been followed. Our investigation was, as you know, not con- 
ducted with the interstate rates alone in view but had in contempla- 
tion also the intrastate rates in all the states. Through a representa- 
tive committee of their own selection the various state commissions 
were in co-operation with us, and the committee recommended an 
unhesitating adoption of intrastate rates on the interstate bases. 
The whole purpose was to avoid maladjustments as between the in- 
terstate rates and the intrastate rates of any and every state. 

Whatever their contract interests may be, the railroads are not 
parties to the express rates, and the state commissions are quite 
certain to resent a situation in which the action of the express com- 
panies awaits the consideration and decision of the rail lines. At 
all events, I am given reason to believe that those commissions, in- 
cidentally noting that intrastate rates were promptly filed where in- 
creases resulted, excepting only two states where mandatory orders had 
been entered, will consider that the express companies have repudi- 
ated the co-operative arrangement in the case and may therefore be 


dealt with as the individual commissions may deem appropriate under 
their statutes. 





REVENUE FREIGHT LOADING 


“Freight traffic on the railroads of this country is now the 
greatest ever reported for this season of the year,’ the Amer- 
ican Railway Association said this week. 

“For the week ended on February 7, loading of revenue 
freight totaled 928,244 cars. This was not only an increase of 
32,189 cars above the preceding week but also an increase of 
22,227 cars over the corresponding week last year. It also was 
78,892 cars above the same week two years ago. 


“For the first six weeks in 1925, loading of revenue freight 
totaled 5,379,237 cars, an increase of 178,950, or 3.4 per cent, above 
the corresponding period last year and 290,506 cars, or 5.7 
per cent, over the corresponding period in 1923. 

“For the week of February 7, increases over the preceding 
week were reported in the loading of miscellaneous freight, mer- 
chandise and less than carload lot freight and also in the load- 
ing of grain and grain products, coal, forest products and ore. 
Decreases were reported in the loading of live stock and coke.” 

Loading by districts the week ended February 7 and for 
the corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 8,414 and 8,022; live 
stock, 3,029 and 3,640; coal, 48,306 and 53,580; coke, 2,705 and 2,948; 
forest products, 6,590 and 7,092; ore, 1,840 and 1,295; merchandise, 
L. C. L., 67,369 and 64,804; miscellaneous, 77,352 and 80,434; total, 
1925, 215,605; 1924, 221,815; 1923, 207,866. 

Allegheny district: Grain and grain products, 3,240 and 2,433; live 
stock, 2,447 and 2,723; coal, 51,684 and 56,217; coke, 6,516 and 6,306; 
forest products, 3,447 and 3,361; ore, 3,252 and 2,528; merchandise, 
L. C. L., 50,663 and 48,885; miscellaneous, 70,995 and 68,490; total, 
1925, 192,244; 1924, 190,943; 1923, 184,928. 

Pocahontas district: Grain and grain products, 267 and 271; live 
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stock, 67 and 75; coal, 36,275 and 29,148; coke, 557 and 452; forest 
products, 1,411 and 1,713; ore, 69 and 135; merchandise, L. C. L. 
7,074 and 6,787; miscellaneous, 3,919 and 4,199; total, 1925, 49,639; 1924 
42,780; 1923, 32,946. ’ 

Southern district: Grain and grain products, 4,437 and 4,119; live 
stock, 2,181 and 2,214; coal, 24,357 and 26,640; coke, 1,104 and 1,076; 
forest products, 21,907 and 24,323; ore, 1,596 and 1,650; merchandise, 
L. C. L., 40,586 and 39,609; miscellaneous, 48,902 and 46,564; total, 1925 
145,070; 1924, 146,195; 1923, 127,919. ’ 

Northwestern district: Grain and grain products, 12,118 and 13,- 
024; live stock, 10,719 and 9,993; coal, 8,841 and 7,671; coke, 1,758 and 
1,470; forest products, 25,367 and 23,448; ore, 859 and 855; merchan- 
dise, L. C. L., 28,424 and 24,808; miscellaneous, 31,326 and 27,216; 
total, 1925, 119,412; 1924, 108,485; 1923, 111,663. 

Central Western district: Grain and grain products, 13,925 and 
13,489; live stock, 11,912 and 11,463; coal, 17,224 and 20,687; coke, 320 
and 269; forest products, 9,288 and 9,863; ore, 3,435 and 2,872; mer- 
chandise, L. C. L., 35,724 and 34,774; miscellaneous, 46,194 and 43,993; 
total, 1925, 138,022; 1924, 137,410; 1923, 133,913. 

Southwestern district: Grain and grain products, 5,668 and 4,902; 
live stock, 2,470 and 1,995; coal, 5,968 and 5,802; coke, 214 and 153; 
forest products, 9,512 and 8,703; ore, 440 and 418; merchandise, L, 
C. L., 14,938 and 14,682; miscellaneous, 29,042 and 21,734; total, 1925, 
68,252; 1924, 58,389; 1923, 50,117. 

Total, all roads: Grain and grain products, 48,069 and 46,260; live 
stock, 32,825 and 32,103; coal, 192,655 and 199,745; coke, 13,174 and 
12,674; forest products, 77,522 and 78,503; ore, 11,491 and 9,753; mer- 
chandise, L. L., 244,778 and 234,349; miscellaneous, 307,730 and 
292,630; total, 1925, 928,244; 1924, 906,017; 1923, 849,352. 


Compared by districts, all except the Central Western 
showed increases in the total loading of all commodities over 
the week before, while all showed increases over the correspond- 
ing week in 1924 except the Eastern and Southern districts. In- 
creases were reported in all districts, compared with the cor- 
responding week in 1923. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 
Five weeks of January........ 4,450,993 4,294,270 4,239,379 
Week Of FeORruary 7... ccccvcccs 928,244 906,017 849,352 
EEE aticcaccdtoaseenesiee 5,379,237 5,200,287 5,088,731 


JURISDICTION OF THE COMMISSION 


A point of jurisdiction of the Commission was stressed in 
the hearing of Docket 16241, the Consolidated Waterpower and 
Paper Company et al. against the Canadian Pacific et al., be- 
fore Examiner Hunter at Chicago, February 19. 

Counsel for the defendants, at the opening of the hearing, 
entered an objection to allowing testimony, on the ground that 
the rate attacked was a joint rate from Canadian points into 
this country and was published in Canadian tariffs and, there- 
fore, not within the jurisdiction of the Commission. 

The rate of 29 cents a hundred on wood pulp from Port 
Arthur, in Canada, to Wisconsin Rapids, Wis., was alleged by 
the complainant to be unjust and unreasonable. 

J. E. Bryan, for the complainant, said the rate was made 
up of a combination of a proportional and a local rate, con- 
trary to the practice of rate-making. He introduced rate com- 
parisons, tending to show that 29 cents was high for the haul, 
and, also on the basis of distance, he contended that the factor 
from International Falls, intermediate to Wisconsin Rapids, 
was too high. He proposed a rate of 23 cents from Port Arthur 
to Wisconsin Falls. 

T. E. Webster, for the Mead Paper Company, testified as 
an intervener on behalf of the complainant. He subscribed to 
testimony entered by the preceding witness, contending that 
the rate was too high. 

G. H. Lossow, counsel for the defendants, said they would 
enter no testimony, but rest their case on the point of juris- 
diction raised. Mr. Hillyer, counsel for complainant, said he 
would like to have the case decided just as it was, if defend- 
ants refused to testify. He said the Commission had decided 
the point of jurisdiction in at least twenty cases and he would 
like to have an order issued in this case. 

Examiner Hunter indicated that he intended to go ahead 
with his report, agreeing with counsel for the complainant 
that the Commission had decided that it had jurisdiction in the 
matter of joint rates from Canada. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 1-7, inclusive, was 199,210, a decrease of 14,711 as 
compared with the preceding period, while the average daily 
shortage was 591 cars, according to the car service division 
of the American Railway Association. 

The surplus was made up as follows: Box, 84,836; ven- 
tilated box, 103; auto and furniture, 10,847; total box, 95,786; 
flat, 7,002; gondola, 37,364; hopper, 26,197; total coal, 63,561; 
coke, 845; S. D. stock, 16,483; D. D. stock, 1,820; refrigerator 
13,065; tank, 194; miscellaneous, 454; total, 199,210. 

The shortage was made up of 138 box, 10 gondola, 6 D. D. 
stock, 41 refrigerator, and 396 miscellaneous cars. 

Canadian roads reported a surplus of 22,300 box, 540 auto 


and furniture, 2,400 flat, 300 gondola, 1,000 S. D. stock, and 275 
refrigerator cars. 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S. S. CHAS. R. McCORMICK 


Baltimore 


New York 
Sailings every two weeks thereaiter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 
Chicago, St. Louis, Pittsburgh, Baltimore, 
Philade!phia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South S St. Drexel Bldg. Oliver Bldg. 431 So. Dearborn St. 
And at our Branch Offices at ports of call, etc. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 







SANTA PAULA........... '.February 24 
CVEINEEUELA .............. March 4 
SANTA OLIVIA ............ March 10 





Through bills of lading issued for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 








SAN FRANCISCO LOS ANGELES 
*“SCUADOR.......... February 26 February 28 
SANTA MALTA ..... February 26 February 28 
SANTA BARBARA ..... March 12 March 14 





*Passenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. SAN JUAN sails from San Francisco March 3 
S.S. CITY OF SAN FRANCISCO sails from San Francisco March 24 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
SE Hoge Bldg. Wilmington,Del., MarineTerminal 
Baltimore. . -Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 
GRICE. .cccces 142 So. Clark St. 
Cincimmatl. ...00+<< Gwynne Bldg. 










Pittsburgh, 410 State Theatre Bldg. 
Philadelphia..... 240 Bourse Bldg. 








Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


ROTTERDAM and HAMBURG 


U.S.S.B. S.S. BRADDOCK, sailing from Pensacola 
February 28; sailing from Mobile March 10. 


LIVERPOOL and MANCHESTER 


U.S.S.B. S.S. MAIDEN CREEK, sailing from Pensacola 
March 8; sailing from Gulfport March 12; sailing 
from Mobile_March 16. 


LONDON 


U.S.S.B. S.S. SACO, sailing from Pensacola March 23; 
sailing from Gulfport March 27; sailing from 
Mobile March 31. 


BREMEN and ANTWERP 


U.S.S.B. S.S. HASTINGS, sailing from Mobile April 8; 
sailing from Pensacola April 12. 





Mobile Oceanic Line 


Operated for 


United States Shipping Board 


by Waterman S. S. Corp., Managing Operators 


| Mobile, Ala. 
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Questions and Answers 


In this department wll be answered questions of both legal and 
practical nature that confront — deal ng with traffic. A spec‘alist 
on interstate commerce law, whois a member of our legal department, 


wll give his opinion in answer to any s mple question relating to the law 


of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions a to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Demurrage—Free Time On Shipments Partly Unloaded and 
Reforwarded as New Shipments 

Pennsylvania.—Question: Car of steel arrived at destinattion 
on January 2nd, 1925, and was placed for delivery same day. 
On January 9th, consignee begins unloading and finds that he 
can accept only 10,000 pounds of the original shipment which 
weighs 80,000 pounds. He accepts the 10,000 pounds and refuses 
the rest of the: material turning the car over to the Agent as 
refused on the same day. On January 14th, consignor makes 
out a new bill of lading covering the rest of the material, ship- 
ping it to a new destination, with all of the freight charges 
and demurrage following. 

The question arises as to the proper demurrage to be 
assessed. Carrier clhims that 24 hours free time is all that 
should be allowed on the total demurrage, namely, between 
time of delivery and time that new bill of lading was issued, 
relying on Rule 2, Section B, paragraph 4 of the National Car 
Demurrage Rules and Charges. 

Our contention is that it is two separate transactions and 
while the car was not actually reloaded, a new bill of lading 
was issued which constitutes practically the same as reloading, 
and that 48 hours should be allowed on the inbound unloading, 
and 48 hours for the outbound movement from the time the 
car wag refused. 

Answer: From what is said by the Commission on page 238 
of its report in Chestnut Lumber Co. vs. D. G., 89 I. C. C. 236, 
it seems apparent that the provisions of Section B-4 of Rule 2 
of the Uniform Demurrage Tariff, are applicable to the move- 
ment in question. The Commission said: “The demurrage 
charges here in issue were assessed under section B of rule 
2 of the uniform code providing that 24 hours’ free time instead 
of the 48 hours permitted in section A will be allowed when 
cars are held for reconsignment, diversion, or reshipment. To 
such movements as have been shown above to have been reship- 
ments rather than new shipments, the demurrage charges 
were applicable. Rule 2, section B, also provides that when 
a car held for unloading is partly unloaded and partly reloaded, 
48 hours’ free time will be allowed for the entire transaction. 
This provision was applicable to cars which moved outbound 
with substituted lading.” In this case the Commission applied 
the provsions of paragraph B-4 of Rule 2 to what it termed 
as “New Shipments,” which are handled in the same manner 
as that in the instant case, being the only difference, as we 
see it, that the cars were partly reloaded in addition to being 
partly unloaded. 


Shippers Load and Count 


Illinois —Question: I have just read the answer to Massa- 
chusetts on page 308 of the January 31, 1925, Traffic World, 
and do not agree with the answer. 

The phrase, “shippers load and tally” has no effect on the 
carriers liability for loss, where the carrier has anything at all 
to do with loading or unloading the merchandise, such as 
Massachusetts states. 

In the second paragraph of his letter, the writer states 
that the car was loaded to a transfer point, and there trans- 
fered by the carrier. The question would then arise: Did the 
shipment check short or was it misloaded there? These are 
questions which have not been discussed or even mentioned. 

That the “shippers load and count” can be combated is 
my opinion as I have collected a claim of a similar nature. 

Answer: If the shipment in question broke bulk at the 
transfer point, this fact would, as you state, enter into the 
determination of the carrier’s liability, for the reason that 
there is a possibility that the loss occurred at that point, and 
therefore the burden would be upon the carrier to rebut the 
presumption that the loss occurred at the transfer point, upon 
the shipper’s proof of delivery of the full amount of the goods 
to the carrier. - See, in this connection our answer to California 
on page 1366 of the June 25, 1921, Traffic World, and Indiana 
on page 978 of the November 4, 1922, Traffic World, under 
the above caption. 

Reconsignment—Order Notify Shipments Held For Surrender 
of Bill of Lading. 

Oklahoma.—Question: A car of sugar from interstate point 
billed shippers order notify arrives at destination. The con- 
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signee did not give advance notice to place car on its bond 
with carrier. Carrier would naturally place car on hold track 
and hold for disposition. Car was ordered placed for unload- 
ing several days later and carrier assessed switching charge 
of $6.30. The consignee is located on tracks of the carrier 
moving car to destination. Please advise if switching charge js 
properly assessed. 

Answer: The charge to which you refer is, apparently, a 
reconsigning charge, which may, in accordance with the pro- 
visions of the reconsigning tariffs, be assessed on cars held 
for surrender or order bills of lading, and not a switching 
charge, there being no occasion for the assessment of a switch. 
ing charge on such a shipment, the point of delivery being 
located on the line haul carrier. 

Reconsignment—Order Notify Shipments Held Awaiting Des. 
ignation of Place of Unloading 

Washington.—Question: A car of grain was billed from 
Dante, South Dakota, by Jones & Co., consigned to the order 
of Jones & Co., notify Smith & Co., Seattle, Washington. 
This car was received at Seattle, Washington, at three a. m, 
January 3, and consignee was notified at nine a. m., January 3, 
by receiving railroad. Smith & Co. sent order bill of lading 
on this car to the receiving carrier by mail on January 2, and 
it was acknowledged as being receved at eight a. m. on January 
3. In the letter of transmittal, the carrier was advised to set 
this car at the warehouse of Grant & Co. to be unloaded for the 
account of Smith & Co. Smith & Co. to pay the freight 
charges, merely using the warehouse of Grant & Co. for stor- 
age. The receiving carrier refused to accept disposition order 
without the surrender of bill of lading. 

There was no diversion or reconsignment, simply a noti- 
fication as to what disposition to make of the car. Both Smith 
& Co. and Grant & Co. are located within the switching limits 
and on the rails of the receiving carrier. A diversion charge 
of $2.25 was made. Is this correct? Would there be a charge 
had the car been placed on the tracks of Smith & Co. instead 
of Grant & Co.? 

Answer: In our opinion a reconsigning charge was properly 
assessed in accordance with the provisions of paragraph (b) 
of Rule 11 of the Uniform Reconsigning Rules. See in this 
connection the Commission’s report in Docket 10173, Recon- 
signment and Diversion Rules, 58 I. C. C. 568, in which case 
the Commission held that a reconsigning charge was proper 
where cars are handled as in the instant case. 

Routing and Misrouting—Terminal Delivery vs. Road Haul for 
, Delivering Carrier 

Georgia.—Question: Kindly refer to your answer to Ken- 
tucky on page 256, of the January 24th issue of the Traffic 
World, relative routing and misrouting Terminal delivery vs. 
road haul for delivering carrier. 

Our case is as outlined in the last paragraph in your 
answer to the question where the routing is shown as “care 
of” the terminal carrier. You stipulate that in the Commis- 
sion’s opinion in Alabama Lumber and Export Company vs. L. 
& N. R. R., 23 I. C. C. 84, the Commission holds that where 
the term “care of,’ a certain named line, is used in the bill 
of lading routing instructions that the initial carrier has not 
misrouted the shipment in delivering it to that carrier for 
a road haul instead of a switch movement at point of 
destination. ; : 

Shall appreciate your going further into details in this 
respect and explain if the Commission does not make it incum- 
bent upon other carriers to see that the delivering line receives 
a road haul when a shipment is routed in “care of” such line 

We are not exactly clear as to what the interpretation of 
such routing would really mean, but it is assumed that Commis- 
sion would rule that such routing would intend that the Ter- 
minal carrier would receive a road haul on a shipment. 

Answer: In the case to which you refer, namely, Alabama 
Lumber & Export Co. vs. L. & N. R. R., 23 I. C. C. 84, the 
Commission held that the initial carrier had not misrouted 4 
shipment in delivering it to a line for a road haul where the 
terms “care of” was used in connection with that line, instead 
of forwarding the shipment over a route composed of other 
lines via which a lower rate applied, the line specified in the 
bill of lading being used as a delivering carrier by a switch 
movement at point of destination. 

In Alabama Lumber & Export Co. vs. L. & N. R. R., 28 
I. C. C. 84, there were only two carriers involved, i. e., the 
L. & N., the initial carrier, and the Central of Georgia, the 
bill of lading as that in whose care the shipment was to be 
routed. However, had there been one or more intermediate 
carriers involved, it is our opinion that the Commission’s find- 
ings would have been the same. 


Notice of Claim—Necessity for Filing 
Tennessee.—Question: Can you cite court decision to the 
effect that failure to file loss and damage claims within 6 
months’ period provided for in the bill of lading precludes the 
filing of suit within two years as provided in the same clausé 
in bill of lading? , 
In other words, if the shipper fails to observe the 6 months 
period on ordinary loss or damage claims, may he still resort 
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Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT HARRISON 


Sails from NEW YORK, March 5, 1925 
(Piers 22 and 23, New York Dock Co., Brooklyn. N. Y.) 
(and a sister ship every fourteen days thereafter) to the ports of 
Los Angeles Honolulu Shanghai Manila Penang 
San Francisco Kobe Hong Kong Singapore Colombo 


“PRESIDENT MONROE” 


Sails from SAN FRANCISCO, March 14, 1925 
(and a sister ship every fourteen days thereafter) to the ports of 


Honolulu Shanghai Manila Penang 
Kobe Hong Kong Singapore Colombo 
Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
through bills of lading will be issued at point of — from all interior points 
in the United States and Canada to Foreign ports and from for ports to interior 
destinations in the United States and Canada, via New York, ton, San Fran- 


cisco or Vancouver. 
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Dependable Service 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY CHICAGO, ILL. 









15 Moore Street 112 W. Adams St., Cent. 0906 
BALTIMORE............. Stewart Bldg. | SAN FRANCISCO. .. .Robert Dollar Bldg. 
SE ictcs.cocteed 111 Summer St. LOS ANGELES........ 626 S. Spring St. 
NORFOLK........... 128 W. Bute St. SEATTLE............ L.C. Smith Bldg. 
PHILADELPHIA....... 106 S. Fourth St. VANCOUVER... 402 Pender St. West 


That's 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 


From New York Westbound Eastbound from San Francisce Los Angeles 
S.S. Mongolia Feb. 26 S.S. Manchuria Maer. 7 Mar. 9 
S.S. Finland Mar. 12 S.S. Mongolia Mar.21 Mar. 23 


S.S. Manchuria April 2 S.S. Finland 
and regularly thereafter 
ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. ¥. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore —Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 


April 4 April 6 
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Different from anything you ever saw 


As made into boxes, Balsa Wood presents something entirely 
new. Lighter than cork, strong as pine, as resilient as spruce; 
constructed in a thickness which will protect the most fragile 
product; Balsa Boxes are different from anything you ever saw. 











Fresh meats, serums, fruits, candies—per- 
ishable and semi-perishable goods of all 
kinds are not only protected but saved 
when shipped in Balsa Boxes. 


Write the nearest office 
stating inside dimensions 
of containers you require 
and you will be quoted 
prices in any quantity. 
Or, if you prefer, a repre- 
sentative will call. 


BALTIMORE 
BOSTON 
BUFFALO 
CINCINNATI 
LANGDON, D. C. 
PEEKSKILL, N. Y. 
SAN FRANCISCO 
Ss) 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 


NEW YORK: 699 Washington Street CHICAGO: 327 So. La Salle Street > 
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to the courts and enforce collection of claims if suit is filed 
within the two year period? If there are no decisions on this 
point, will you kindly advise us your views? 

Answer: The courts have held, so far as interstate ship- 
ments are concerned, almost without exception, that the filing 
of a claim or notice thereof wthin the period of this time 
stipulated in the bill of lading is a condition precedent to 
the bringing of suit for loss of, damage, or delay to a ship- 
ment. See Fisk Rubber Co. of N. Y. vs. N. Y. N. H. & H.R. 
Co. 132 N. E. 715; Rogers & Co. vs. East Carolina Ry., 118 S. E. 
885; Freeman vs. A. C. L., 113 S. E. 169; R. P.. Hazzard Co. 
vs. Me. Cent., 116 Atl. 258; Apostolou vs. American Ry. Ex- 
press Co., 122 Atl. 326. 

However, in several decisions, where made an issue, it has 
been held that such notice is not necessary under the excep- 
tion in the requirement for notice in the bill of lading reading 
as follows: “Provided that if such loss, damage or injury was 
due to delay or damage while being loaded or unloaded or 
damaged in transit by carelessness or negligence then no 
notice of claim nor filing of claim shall be required as a con- 
dition precedent to recovery.” See Mann vs. Transportation 
Co., 96 S. E. 731; Talbott vs. Payne, 111 S. E. 328; Conover vs. 
R. Co. 20 Ill. App. 29; Hunt vs. Hines, 233 S. W. 798. To the 
contrary see the fcllowing cases: St. Sing, et al., vs. American 
Ry. Express Co., 111 S. T. 710; Henningsen Produce Co. vs. 
American Ry. Express Co., 188 N. W. 272, which holds that a 
claim for absolute loss does not come within the exception re- 
ferred to above. To the same effect see Davis vs. First National 
Bank of Long View, 245 S. W. 1009, and Lisburger vs. Bush 
Terminal R. Co., 192 -N. Y. S. 281, which holds that the excep- 
tion does not cover delay in transit. 

See, in this connection, our answer to New York, on page 
798 of October 11, 1924, Traffic World, under caption “Notice of 
Claim—Necessity for Filing as to Certain Classes of Claims.” 


Application of Sligo Rule to Shipment Reconsigned More than 
Once in Transit 


Alabama.—Question: Shipment of lumber from Brookhaven, 
Miss., destined Chattanooga, Tenn., was reconsigned in transit 
to Knoxville, Tenn. 

Upon arrival at Knoxville and before delivery was made, 
shipment subsequently reconsigned to Norton, Va., reconsign- 
ment charge being assessed for both reconsignment services 
and all charges billed forward as advances and paid at Norton. 
No through rate in effect. What is proper basis for construction 
of combination rate? 

Reconsignment tariff of delivering carrier provides only 
one change in destination will*be permitted, except subsequent 
change by consignee, consignor or owner, will be treated as 
reshipment and charged for at the tariff rate from the gecond 
reconsigning point. In the construction of a combination rate 
to cover this movement, can the factor applying from Knox- 
ville to Norton be treated in accordance with Agent Jones’ hasis 
or must we use the treated rate up to Knoxville, plus the 
straight local factor beyond? 

Answer: In our opinion, the Commission’s findings in Na- 
tional Lumber Co. vs. N. & W. Ry. Co., 88 I. C. C. 357, are ap- 
plicable to the instant case, for the reason that the movement 
beyond Knoxville, Tenn., was not a part of the through con- 
tinuous rail shipment, which is a condition precedent to the 
application of the rule in Agent Jones’ tariff. See, in this con- 
nection, the Commission’s report in Charles L. Bird vs. Director- 
General, 92 I. C. C. 494; also Chestnutt Lumber Co. vs. Director- 
General, 89 I. C. C. 236, in which case the: Commission held 
that it was unreasonable to assess a reconsigning charge in 
addition to the rate from point of reshipment. 


Switching Limits of Carrier’s Terminals 

Ohio.—Question: In a recent complaint, Settle Lumber Co. 
vs. Baltimore & Ohio Railway Co., the Public Utilities (om- 
mission of Ohio ruled that Madisonville, O., should be placed 
within the Cincinnati switching limits of the B. & O. 

Will you please state whether, in your opinion, this ap- 
plies to interstate as well as intrastate rates, or whether it 
will be necessary for the Interstate Commerce Commission also 
to place Madisonville within the Cincinnati switching limits? 

Will you also cite cases in which the Interstate Commerce 
Commission has ruled concerning the switching limits of large 
terminals? 

Answer: The ruling of the Public Utilities Commission 
has effect only as to intrastate traffic. A finding by and order 
from the Interstate Commerce Commission will be necessary 
in the event the carriers are not willing to apply the same 
basis to interstate traffic. 

With respect to the switching limits of large terminals, see 
the following cases: Settle & Co. vs. A.G. S. R. R.,, 39 I. ©. C. 
592; Gilmore & Co. vs. C. & N. W. Ry., 25 I. C. C. 403; Public 
Service Commission of Washington vs. N. P. Ry., 23 I. C. C. 
256; 26 I. C. C. 272; 61 I. C. C. 128; I. and S. Docket 1117, 
Camp Logan (Houston, Tex.) Rates, 49 I. C. C. 389; Dierks 
& Sons Lumber Co. vs. M. P. Ry., 24 I. C. C. 205; Badger Lum- 
ber Co. vs. A. T. & S. F. Ry., 58 I. C. C. 97, and 60 I. C. C. 278. 
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Reconsignment—Back-Haul or Out-of-Line Haul 

Ilinois.—Question: We have noted with interest your an- 
swer to “Illinois” published on page 192 of the January 17 
issue of The Traffic World, wherein you state it is your opinion 
that two separate refrigeration charges have been properly 
assessed. 

It is true that rule 95 of Perishable Protective Tariff No. 
2 contemplates diversion and reconsignments of perishable 
freight, but this rule merely covers the instructions which are 
to be given at time of diversion as to the class of accessorial 
service desired. Paragraph D of rule 200, which was referred 
to, specifically states that stated refrigeration charges shown 
include the service of icing and re-icing from point of origin 
to final destination, except, of course, as provided in rules 
75, 215 and 225. Rule 75, covering change in character of pro- 
tective service; rule 215, icing cars delayed at loading station, 
and rule 225, re-icing at intermediate stop or hold points, at 
reconsigning points and at final destination. 

Had the case in question been a reshipment, we would 
agree with the assessing of two separate refrigeration charges 
is correct, but as it was strictly a reconsignment, it is our 
opinion that only one charge, namely, that from California to 
Chicago, should have been assessed. 

This situation quite frequently arises, it being the practice 
of carriers to assess only one refrigeration charge. There’s no 
question but what the carriers ought to be entitled to some 
additional revenue by reason of this additional haul, but we 
believe that, from a strict interpretation of the tariff, this would 
not be permitted. 

In conclusion, would again state that, in our opinion, this 
question hinges on one fact alone, and that is whether it was a 
reshipment or a reconsignment. 

As we are vitally interested in this question, would appre- 
ciate a further reply in an early issue of your publication. 

Answer: While it is true that paragraph (D) of rule 200 
of Perishable Protective Tariff No. 2 provides that the stated 
refrigeration charges in section 2 of the tariff include the 
services of icing and re-icing from point of origin to final des- 
tination, this is a general statement and not one specifically 
applicable to a reconsigned shipment. In fact, there is no 
specific statement in the tariff as to what charge should be 
applied on a reconsigned shipment, although the provisions of 
item 95 clearly contemplate the reconsignment of shipments 
moving under charges named in the tariff. 

In the absence of provisions clearly providing for hack- 
hauls, it is our opinion that, under the findings of the Com- 
mission in Red Cedar Mfrs. Association vs. C. B. & Q,, 41 
I. C. C. 422; Northern Brokerage Co. vs. Director-General, 60 
I. C. C. 182, and Jackson Traffic Bureau vs. A. & V. Ry. Co., 
87 I. C. C. 258, the through charge is not applicable to a ship- 
ment such as that in the instant case. 


On page 424 of its opinion in the first case mentioned 
above, the Commission said: 


We have repeatedly held that reconsignment and diversion on 
basis of the through rate from point of origin to new destination, 
with a fair charge for the extra service performed, are reasonable 
practices. In each instance, however, we have made the non-ex- 
istence of an out of line haul and request for reconsignment or 
diversion within a reasonable time conditions precedent to the right 
of a shipper to demand such reconsignment. In this case the serv- 


ice required of defendant was analogous to that required for two 
local shipments. 


On page 183 of the Report in Northern Brokerage Co. Vs. 


Director-General, 60 I. C. C. 182, the following statement is 
made: 


The joint rate from point of origin to final destination, contend- 
ed for by complainant, was 35 cents. The reconsigning tariff applic- 
able in connection therewith provided that ‘‘reconsignment or 
change of destination to any point beyond: point where reconsign- 
ment is effected in the same general direction may be made on 
basis of through rates * * * without extra charge therefor.” 
Rockford is not intermediate to Princeton, but complainant con- 
tends that as they are in the same general direction from Kindred 
the through rate should apply. This position is untenable. The 
through rate can not be protected where reconsignment is effected 
at a point not on a through route to which the rate applies, or 
where a back haul becomes necessary, except under special tariff 
provisions lacking in this case. Rockford is at the extremity of 2 
branch line and, naturally, no through rate to Princeton applied via 
that point. Nonexistence of an out-of-line haul is a _ condition 
precedent to the right 6f a shipper to demand reconsignment at 
the through rate from origin to final destination. Red Cedar Shingle 
Mrfs. Association v. C. B G. BR Co., 41 1. C. C. 422. 


Damages—Measure of 


Oklahoma.—Question: Supplementing our letter of Febru- 
ary 7, 1925, regarding our request upon you to locate, if pos- 
sible, decision covering case of G. I. Crail, doing business a§ 
P. McCoy Fuel Company vs. the Illinois Central Railroad Com- 
pany, which was recently decided in the United States District 
Court, Minnesota, Fourth Division. 

We find on page 360, your issue of February 7, 1925, cov 
ering loss and damage decisions, that you have referred to 
the case in question under “Measure of Damages for Portion 
of Shipment Lost in Transit.” We very much desire that you 
favor us with your interpretation of the decision covering this 
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particular case. Some carriers contend that consignees are 
only entitled to the actual invoice cost of the goods plug the 
transportation charges, if any. 


Answer: The decision to which you refer, P. McCoy Fuel 
Co. vs. Ill. Cent. R. R. Co., 2 F (2d) 287, relate to measuie of 
damages for loss of coal in transit. In this case the plaintiff 
contended that he was entitled to the retail price of the coal 
at point of destination of $9.70 per ton, that is, such an amoynt 
as he would be obliged to pay in the market at destination 
for coal of a like kind and grade sufficient to replace that which 
had been lost, which the court said is equivalent to a conten- 
tion that the plaintiff is entitled to recover the amount for 
which, if he had the lost coal the same could be sold at retail. 


The carrier contended that the basis of recovery should 
be the value of the lost coal, as that value would have been 


in the car, if the contract of carriage had been properly per- 
formed, or $5.75 per ton. 


The court held that, inasmuch as there was no claim in 
the pleadings or proof that the plaintiff would be compelled 
to, or would, go into the market at destination and purchase 
coal, of the kind and grade in question, sufficient to replace 
the shortage, no recovery of damages on any such basis shvuld 
be allowed and that, therefore, the case fell within the ordinary 
class where such damages only as usually or naturally result 
should be allowed; that the plaintiff, through the default of 
defendant, lost 5,500 pounds of coal, which he would have had 
if the contract of carriage had been performed, and that he 
was entitled to this coal delivered to him in the car, and on 
defendant’s default to its value there, recovery being allowed 
at the rate of $5.75 per ton for the coal which was lost. 


BEDDING OF LIVESTOCK 


Hearing was held in I. and S. No. 2302, involving Jones Sup- 
plements 57 and 58 to I. C. C. 1420 and of B. & O. Supplement 11 
to I. C. C. 19583, publishing changes in the rules providing for 
the beeding of live stock cars by the carriers in C. F. A. terri- 
tory, before Examiner Hunter at Chicago, Feb. 13 and 14. 


L. E. Oliphant, member of the auxiliary committee of the 
C. F. A., testified on behalf of the carriers, giving a brief history 
of the situation with regard to bedding live stock and the rules 
covering the action. He said that, prior to federal control, 
there were no rules requiring the roads to provide bedding 
material. In December, 1919, he said, by the provisions of 
Freight Rate Authority 15766, rules were made for the furnish- 
ing of bedding by the carriers. Since that time there have 
been attempts to clarify the rules. 


In October, 1924, the carriers presented revised rules to 
the shippers and after criticisms had been made, again revised 
the rules and submitted them to the shippers by circular letter. 
The revised rules, he said, were approved by a number of ship- 
pers and others made only minor suggestions for changes which 
the carriers attempted to adopt before filing the tariff now under 
suspension. 

In completing his testimony, Mr. Oliphant said that the car- 
riers were not attempting to raise the rates, even though the 
rates might not be adequate as they were. He said that what 
extra charges there were would be made for excess bedding. 

W. C. Watson, of the transportation department of Swift & 
Company, and W. W. Manker, of Armour & Company, took the 
stand, representing shippers in support of the respondents’ posi- 
tion and the rules under suspension, with the exception of the 
rule requiring shippers to give 24 hour notice of what their 
bedding requirements would be on each shipment. Both entered 
testimony tending to show that there were a number of instances 
when to notify the carrier by 9 a. m. of the day prior to ship- 
ping would be nearly impossible. 

B. E. Reid, assistant freight traffic manager of the Cudahy 
Packing Company, representing the protestants, testified that, 
in his opinion, shippers should not be the ones to perform the 
bedding of live stock, and ‘said he interpreted the decisions of 
the Commission to mean as much. 

He offered a set of substitute rules for those now under sus- 
pension, and entered it as an exhibit, comparing it with the 
rules presented by Mr. Oliphant. 

C. B. Heinemann, representing the Live Stock Buying Organ- 
ization, entered testimony similar to Mr. Reid’s, and went 
through the substitute rules proposed. He indicated that he 
favored them. He opposed the rule requiring 24 hour notice to 
the carrier. 

Henry R. Park, of the Chicago Live Stock Exchange, indi- 
cated that he subscribed to the testimony of the protestant wit- 
nesses, and briefly made his objections to the rule of advance 
notice and to other rules. 


M. Lauthier, of the Cudahy Packing Company, explained 
how empty stock cars were bedded, and said that, if they were 
loaded with only a quarter of an inch of sand, as the rules re- 
quired, by the time the car was moved from the point of bed- 
ding to the loading point, there would be greatly less than the 
required amount of sand in the car. 

Mr. Oliphant, in entering rebuttal testimony, said that, since 
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there appeared to be such a concerted objection to the 24 hour 
advance notice, he was prepared to take steps for its withdrawal. 


RATES ON COTTON LINTERS 


The contention was made that rates on cotton linters should 
be built with relation to the cotton by-products rate, rather than 


the cotton rate, in the hearing of Docket 15358, the Burton Dixie 


Corporation against the Santa Fe et al., before Examiner Hunter 
at Chicago, Feb. 16. 

The complainant, through their attorney, H. C. Barnes, al- 
leged that rates on cotton linters, c. l. and 1. c. 1, moving be- 
tween January 6, 1921, and October 30, 1923, from points on 
the southwest to destinations in Illinois, Wisconsin, and C. F. 
A. points, were unjust, unreasonable, and unduly preferential 
in favor of competitive shippers. 

Mattress manufacturers and other users of cotton linters 
and cotton by products entered testimony tending to show that 
their shipments were limited, in the territory that they could 
reach, by unfavorable rates on the linters used in the manufac- 
ture of bedding. E. T. Linde, for Oscar Smith and Sons; S. J. 
Huss, for Huss & Company, and R. N. McIntyre, of McIntyre 
Brothers, testified as to the paying and bearing of charges on 
shipments and told of the differences between the grades of 
linters and hulls, as well as sweepings. 

Mathias Perz testified as traffic witness for the complain- 
ant and offered a number of tentative bases for the rate on cot- 
ton linters. He also entered exhibits comparing the rates on 
linters with those on cotton, contending that the linter rates 
were too high. He said one way of building the cotton linter 
rate would be to make it 75 per cent of the cotton rate—that 
is, the 1. c. ]. rate on linters. The carload rate, by his plan, 
would be 75 per cent of the 1. c. 1. rate. 

J. M. Strupper, of the Frisco, representing the southwestern 
lines, was the principal witness for the carriers. He gave a his- 
tory of the cotton rate, tending to show that, from the Texas 
points, it was depressed, made so by water competition and 
by the state commission. He said that Oklahoma rates, being 
intermediate, were also naturally depressed. It was his conten- 
tion that the depressed rates were not fair bases of compari- 
son and that, because there was not a great spread between the 
linter rate and the cottun rate, it was not evidence that the 
linter rate was unreasonable per se, merely that the cotton rate 
was too low, while the liner rate was on a fair level. 


NEW ENGLAND CAR DEMURRAGE 


The report of the New England Demurrage Commission 
for December shows 225,953 cars reported, with an average 
detention of 1.63 days, 85.3 per cent of cars released in free 
time, and $120,425 demurrage assessed, as against the follow- 
ing figures for December of 1923: 214,700 cars reported, 1.68 


days average detention, 85 per cent released in free time, and 
147,809 demurrage assessed. 


For the year 1924, there were 2,745,507 cars reported, with 
an average detention of 1.56 days, 86.8 per cent of cars re- 
leased in free time, and $1,399,029 demurrage assessed, as 


against the following figures for the year 1923: 2,923,427; 1.65; 
84.8; $2,088,307. 


ABANDONMENT APPLICATIONS 


The Great Northern has applied to the Commission for 
authority to abandon 7 miles of track between Windham and 
Lehigh, Mont. The tracks have not been used for two years, 
the company said. The line was built to serve a coal mine 
that has ceased operations. 


The Northwestern Pacific has applied to the Commission 
for authority to abandon 2.46 miles of single track in Sonoma 
county, Calif., built to serve lumber mills near Markham, Calif. 


N. Y. C. PLAN CRITICIZED 


Julian A. Gregory, chairman of the Port of New York Au- 
thority, criticized the New York Central’s west side develop- 


ment plan in an address before the City Club Wednesday night. 
Said he: 


The New York Central plan, as recommended by Borough Presi- 
dent Miller, does not take into consideration the welfare of Man- 
hattan as a whole, or of the five boroughs, and the many municipali- 
ties in the port district. . : ; 

If this plan is adopted, the New York Central Railroad will acquire 
what will be tantamount to absolute control of the waterfront on the 
Hudson River from Canal Street northward, so far as the handling 
of freight is concerned. : 

The advantage which it will have over the other trunk line rail- 
roads serving New York will be so great as to practically give it 4 
monopoly in handling freight to and from Manhattan. The result 
will be that freight rates will be determined on the cost to the 
New York Central of handling its freight, and, in determining that 
cost, the interest on the $25,000,000 or more which it may cost the 
railroad to compete its plan, together with the added cost for main- 
tenance, will be included as an expense. 

It must be borne in mind that the rates allowed the New York 
Central will be the rates allowed to all of the trunk line railroads 
and consequently as Manhattan may be affected, so will the west 
side plan affect the whole port district. : 

In other words, the very object of the Port Authority in seeking 
to reduce the cost of handling freight in the port district—that is, 
to reduce freight rates and their effect on the cost of living—will 
be defeated. 
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THE CHESAPEAKE & OHIO 





RAILWAY COMPANY 


Service Between The East and West 
THROUGH PULLMAN CARS 


Chicago - Cincinnati - Louisville - St. Louis - Indianapolis 


New York - Philadelphia - Baltimore - Washington - Richmond 
Newport News and Norfolk 


Best of Connections for All Points West and Southwest 
Superior Dining Car Service 


All tickets carry stopover privileges at White Sulphur, W. Va., The Hot Springs of Virginia, 
Richmond, Va., and Washington, D. C 


THE SCENIC AND HISTORIC LINE 


The C © O carries you through the canyons of the New River 
and over the beautiful Alleghany and Blue Ridge Mountains. 
An ever changing Panorama of Wonder Scenes, and into the 
richest field of historic interest in America. 


MONTICELLO—(at Charlottesville, Va.) The beautiful Colonial home of 
Thomas Jefferson. A National Shrine. 


RICHMOND, VA.—Rich in colonial and national memories. 
WILLIAMSBURG, VA.—Here stands William and Mary College founded 
in 1692. 


JAMESTOWN, VA.—(7 miles from Williamsburg.) Here in May 1607 
was founded the first English settlement in America. 


YORKTOWN, VA.—(8 miles from Lee Hall.) October 19, 1781, Cornwallis 
surrendered to Geo. Washington. 


WASHINGTON, D. C.—The Nation’s Capital. One of the most beautiful 
cities in the world. 


PC POA=AOAN v= I 
ayZ=O'V 


At the above points the traveler will find many interesting 
historical features too numerous to mention. 


JNO. D. POTTS, Passenger Traffic Manager 


T. H. GURNEY, General Passenger Agent 


Write Hichasend, Vieginin 


for Literature 


GEORGE COOMBS, Asst. General Passenger Agent J. B. EDMUNDS, General Agen¢ 
Cincinnati, Ohio Washington, D. C. 
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Digest of New Complaints 


No. 15813. 
Railway Express Co. 
Unreasonable charges on grapes and figs from Thermal, Cal., 





Sub. No. 1. Peter Martori, New York City, vs. American 


to Pier 20 North River station of Erie in New York City. Asks 
reparation. - 

No. 16490. Sub. No. 1. Swift & Co., Chicago, Ill., vs. C. & E. I. et al. 

Unreasonable rates on fertilizer materials from New Orleans 

and sub-ports thereof, Gulfport, Mobile and Pensacola to East 

St. Louis and Calumet City, Ill. Asks cease and desist order, rea- 

sonable rates and reparation. 

No. 16341. Sub. No. 2. Chamber of Commerce of Grand Island, Neb., 

et al. vs. Alabama Southern et al. 
Charges on sugar from New Orleans and points grouped there- 
with to Grand Island and Hastings, Neb., in violation of Sections 


1, 2 and 3 of the act. Asks cease and desist order and reason- 
able rates. 


No. een > 1. The Paragon Refining Co., Toledo, O., vs. C. I. & 
» CF Al. 


Charges in violation of Section 6 on tank car carloads of crude 
petroleum oil from South Union and Petrefco, Ky., to Toledo, 
O., and refined products therefrom to points in New York, Ohio 
and Michigan. Asks reparation. 

No, 16597. Wabash, Chester & Western et al. vs. Illinois Central et al. 

Cross complaint in this case filed by Illinois Central, Missouri 

Pacific, Mobile & Ohio, C. B. & Q., C. & E. I, Southern and 
L. & N., against Wabash, Chester & Western et al. Cross-com- 
plainants allege that cross-defendant has utterly failed to perform 
its duty under the act to provide itself with a reasonable number 
of cars or, in fact, any cars, for the interstate transportation of 
shipments of property in connection with cross-complainants. Ask 
cease and desist order and order requiring cross-defendant to 
supply itself with cars. 

16642. Francis M. A. Leach, New York, N. Y., vs. C. N. O. & 
T. P. et al. 

Unreasonable fates on cannel coal from Cannel City, Ky., to 
points in New York and New Jersey. Asks reparation. 

16643. Perry T. Fess, Madison, Wis., vs. Chicago, Harvard & 
Geneva Lake et al. 

Unreasonable rates on sand, gravel and cement originating at 
Buffington, Ind., and South Beloit, Ill.. and destined to Vaughan’s 
Siding, Wis., because of charges on haul from Darien to Vaughan’s 
Siding. Asks cease and desist order, reasonable rates and 
reparation. 
No. 16644. Jonesville Milling Co., Jonesville, Mich., vs. N. Y. C. et al. 

Unlawful and unreasonable charges on grain from Eaton, 
Helmar and Ossian, Ind., to Hopkins, Kalamazoo and Three 
an Mich., milled in transit at Jonesville, Mich. Asks repara- 
tion, 


No, — Harbor Coaling Corporation, New York City, vs. B. & O. 
et al. 

Rates in violation of Sections 1, 2 and 3 of the act on bitumi- 
nous coal from points in West Virginia, Pennsylvania and Mary- 
land to Black Tom Pier, New York harbor, for transshipment. 
Asks same rates as other piers in New York harbor and repara- 


No, 


No. 


tion. 
No. 16646. Nelson Steamship Co., San Francisco, Calif., vs. Butte, 
Anaconda & Pacific et al. 

Unlawful, discriminatory and prejudicial practices of defend- 
ants by refusal to establish and maintain through routes and 
joint or proportional rates with complainant between the states 
of California, Oregon, Washington, Idaho, Montana, North Da- 
kota, South Dakota and Minnesota. Asks for same ratés as are 
contemporaneously in effect between the same points as between 
by Rg of the Pacific Steamship Co. and McCormick Steam- 
ship Co 


—— Bisbee Linseed Co., Philadelphia Pa., vs. Pennsylvania 
et al. 

Unjust and unreasonable rates on flaxseed from Philadelphia to 
Chicago Heights, Ill. Asks reasonable rates and reparation. 
No. 16648. Darling & Co., Chicago, vs. Erie et al. 

Unreasonable rates on hair tankage from Gowanda, N. Y., and 
points in Buffalo territory to Chicago, Ill Asks reasonable rates 
and reparation. 

No. P oy “— Reliance Brick Co., Kansas City, Mo., vs. M. K. & 

« @ al. 

Rates and charges in violation of section I and 3 of the 
act on common brick from Iola, Kans., to Kansas City, Mo. Asks 
cease and desist order and reparation. 

No. 16650. Colgate & Co., Jersey City, N. J., vs. Pennsylvania. 

Unreasonable charges on soap, soap powder and scouring 
compound from Jersey City to Norfolk, Va. Asks reparation. 

No. 16651. Jacob E. Decker & Sons, Mason City, Ia., vs. U. P. et al. 

Unreasonable rates on salt from Kansas, Michigan and Ohio 
fields to Mason City, Ia. Asks reparation. 

No. 16652. Lindeteves, Inc., New York, vs. P. & L. E. et al. 

Unreasonable demurrage charges on steel shipped from Pitts- 

burgh to San Francisco, and on machinery from Paterson, N. J., 
to San Francisco, and on nails from Monessen, Pa., to San Fran- 
cisco, for export, due to defendants’ failure to deliver shipments 
in time for the loading on steamship under charter. Asks rep- 
aration. 
16653. Richmond Radiator Co., New York City, vs. New Haven. 
Unreasonable rate on core sand, fire sand and sea sand from 
Provincetown, Mass., to Norwich, Conn. Asks reasonable rates 
and reparation. 
N. C., VR 


16654. Bradshaw-Roberson Cotton Co., 
& GC. Tx ot at 
Unreasonable, prejudicial and preferential rates in violation 
of section 4 on cotton from points in the Carolinas to Danville, 
Va. Asks cease and desist order and reparation. 
No. 16655. The Grasselli Chemical Co., Cleveland, O., vs. Alabama 
Great Southern et al. 
Unlawful, unreasonable and discriminatory and _ prejudicial 


rates on nitrate of soda from Gulf ports, including New Orleans 


and Mobile, to Grasselli, Ind., and Lockland, O. Asks reasonable 
rates and reparation. 


No. 


No. 


No. Greensboro, 





N. Y. C. EMPLOYEES SUBSCRIBE FOR STOCK 
More than forty-one thousand employees of the New York 
Central Lines in twelve states and two Canadian provinces have 
become stockholders in The New York Central Railroad as a 
result of a special offering of the company’s stock. President 
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P. E. Crowley announces that subscriptions have been receijyag 
for 96,900 shares of stock, having a par value of $9,690,009 
The offering of 35,000 shares was oversubscribed 176 per cent 
In view of this oversubscription, the company has increase; 
the amount of stock available for allotment to 68,747 share 

The New York Central had 36,500 stockholders prior to this 
offering of shares to the employees. There will now be abou 
78,000, more than twice the former number. About one-fourth 
of the total number of employees in service have subscribed, 
The total number of investors in securities of all the lines ; 
increased to 170,000. 


REPARATION ON MINE TIMBERS 


A matter of reparation is involved in Docket 16252, the 
Bell & Zoller Mining Company against the Illinois Central ¢ 
al., and sub-numbers 1 to 8, heard before Examiner Hunter 3 
Chicago, February 18. The rates involved are on mine timher 
from Missouri points to destinations in Illinois. Reparation js 
sought on the basis of that allowed by the Commission jp | 
Docket 13915,.the Palmer case, concerned with the same con. | 
modity, rates, and points of origin. f 

W. Y. Wildman, representing all the complainants, saii } 
there would be no testimony with regard to the reasonableness | 
of the rate, but that witnesses would merely testify as to the { 
paying and bearing of charges. Representatives of the Bell © 
& Zoller Mining Company, the Chicago, Wilmington & Franklin 
Coal Company, and the New Staunton Coal Company, of St | 
Louis, entered testimony tending to prove that they paid and © 
bore the freight charges. | 

J. M. Strupper, for the Frisco and the defendant carriers, 
said he merely wanted to point out testimony entered by the 
carriers in Docket 16255, subsequent to the Palmer case, that 
the Commission had not taken into full consideration, in set- 
ting reasonable rates in the Palmer case, the bridge charge 
over the Mississippi. He said, in his opinion, the proper rate 
was that constructed on the full combination on East St. Louis, 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas. 
ury that the Colorado & Southern, the Fort Worth & Denver 
City, and the Wichita Valley, were entitled under Section 209 
to $995,035.91 to make good the guaranty under that section. 
It has further certified that those railroads have received ad- 
vances amounting to $485,000 and that there is due to them 
a balance of $505,035.91. 

The Commission has certified that the Wheeling Terminal 


Railway Company is entitled to $31,205.18 under Section 209 4 


of the transportation act, to make good the Government’s guar 
anty to it. 





TRAFFIC TEST UNNECESSARY 


The Commission has made the following announcement in 
regard to the consolidated southwestern cases, No. 13535 et al.: 


Consideration has been given to the petition of defendants 
dated January 22, 1925, for (a) extension of time for exceptions 
and (b) for conference concerning further procedure, looking 
to the preparation and submission of certain data. 

It is not thought that the value of such a traffic test as is 
suggested would justify the time and expense involved. How: 
ever, tonnage statements covering the carload commodities in- 
volved in the proceeding, for a period of not less than sit 
months, showing points of origin and destination of the re 
spective shipments, the rates and charges paid, and possibly 
other information, together with data showing the relative move- 
ment of less-than-carload traffic on the respective classes, would 
be of value in reaching final conclusions upon the issues. 

The date for filing exceptions is postponed to March 30, 192i. 

The defendant carriers will prepare and submit the fore 
going data within 90 days for the date hereof, and will serv¢ 
copies thereof on all other parties of record. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 2313, certain commodities from 
Fort Smith, Ark., and Springfield, Mo., to southwestern points, | 


assigned for February 19, at Kansas City, Mo., before Examine 


Weaver, was canceled. 

Hearing in No. 16353 (and Sub-No. 1), Columbia Bag Wool 
& Coal Corp. et al. vs. Lehigh Valley R. R. et al., assigned for — 
February 17, at Boston, Mass., before Examiner Sharp, wa 
postponed to a date to be hereafter fixed. 


COMPLAINT WITHDRAWN 


The complaint in Docket 14125, the Anaconda Copper Mit 
ing Company against the Director-General and the Great North 
ern, was withdrawn at the opening of the hearing before Er 
aminer Hunter at Chicago, February 16. Warren Nichols, fo 
the complainant, said he agreed that the Grasselli Chemicél 
Company case (81 I. C. C. 562) governed the situation involved 
in Docket 14125—namely, an intra-plant movement on compaly 
owned rails. The Commission dismissed the prior case 
the ground that it had no jurisdiction. The movement involve 


in Docket 14125 was within the limits of the plant at Blac 


Eagle, Mont., and concerned shipments of coal and coke, # 
well as limestone. 


- 
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By 

LMS 

to your 
customer’s 
door 

in Britain 


LONDON, MIDLAND & SCOTTISH RAILWAY 


OF GREAT BRITAIN 
“THE BEST WAY” 


Shippers to 
Britain 


can now obtain from the 
new-established L. M.S. 
Freight Offices in America 
the cost of delivering, 
storing or distributing 
their merchandise in 
Great Britain. 


The New York Office 
will be pleased to quote 
rates from most of the 
principal British Ports to 
any part in the interior. 


Traffic Managers and 
Freight Forwarders are 
invited to address 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND AND 
SCOTTISH RWY. OF G. B. 


One Broadway New York 


Advance arrangements made for hand- 
ling and storing any kind of freight 
either at the port or in the interior. 
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Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


February 23—San Francisco, Calif.—Examiner Flynn: 
16512—A. E. Green and Maurice Selig (co-partners doing business 


as A. E. Green & Company), et al. vs. Santa Fe et al. 


February 23—Fort Smith, Ark.—Examiner Knowlton: 
16105—Athletic Mining and Smelting Company vs. Ft. S. & W. Ry. 


et al. 
16305 (and Sub. Nos. 1 to 8, incl.)—Clark, McWilliams & Company et 
al. vs. Missouri Pacific R. R. 


February 23—Mobile, Ala.—Examiner Smith: 
16385—' 


The Mobile Chamber of Commerce and Business League Vs. 
A. & V. Ry. et al. 


February 23—Laredo, Texas—Examiner Gault: 
16266—Sames, Moore & Company et al. vs. Santa Fu Ry. et al. 


February 24—Mason City, Ia.—Examiner Mackley: 

16442—Mason City Brick & Tile Company vs. Santa Fe et al. 

February 24—Washington, D. C.—Examiner Turner: 

Finance No. Excess income of the Missouri-Illinois Bridge & 
Belt Railway. 

February 24—San Francisco, Calif.—Examiner Flynn: 

i. and S. No. 2316—Routing Coffee, Pacific Coast to eastern points. 

February 24—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Railway and Georgia & Florida Terminal Com- 
pany. 

February 24—Argument at Washington, D. C. 

Val. Dkt. No. 159—In re tentative valuation of the property of 
New York, Philadelphia & Norfolk Railroad Company. 

February 24—Macon, Ga.—Examiner Carter: 

16291—Georgia Quincy Granite Company vs. A. C. L. R. R. et al. 

February 25—Boston, Mass.—Interstate Commerce Commission and 
Dept. of Public Utilities of Mass.: 

* Finance No. 4353—Application of Boston & Maine R. R. to abandon 
portions of its Lowell & Lawrence and Salem & Lowell branches 
in Essex and Middlesex Counties, Mass. 

* Finance No. 4477—Application of Boston & Maine R. R. to abandon 
its line from Wakefield Center to Newburyport, in Essex & 
Middlesex Counties, Mass. 

* Finance No 4590—Application of Boston & Maine R. R. to abandon 
= South Reading branch in Middlesex and Essex Counties, 

ass. 

* Finance No. 4591—Application of Boston & Maine R. R. to abandon 
a portion of its Lawrence branch between Danvers and North 
Andover, in Essex County, Mass. 

February 25—Washington, D. C.—Examiner Gaddess: 

1. and S. No. 2324—Classification ratings on canned goods in. Official 
Classification territory. 

February 25—Chicago, Ill.—Examiner Gaddess: 

es Third Vein Coal Company et al. vs. Ill, Cent. R, R. 
et al. 

February 25—Washington, D. C.—Examiner Koebel: 

i. and S. No. 2276 (first supplemental order)—Furniture from South- 
ern points to Trunk Line and New England territories. 

1. and S. No, 2276—Furniture from Southern points to Trunk Line 
and New England territories. 

1. and §. No. 2276 (second supplemental order)—Furniture from 
southern points to Trunk Line and New England territories. 

13934—Standard Furniture Company vs. N. C. & St. L. Ry. et_al. 

Fourth Section Apps. Nos. 458, et al., filed by N. C. & St. L. Ry. 
et al., relative to rates on furniture from Chattanooga, Tenn., to 
New York, N. Y., Philadelphia, Pa., and Boston, Mass., and other 
eastern destinations. 

February 26—Des Moines, Ila.—Examiner Mackley: 

1. and S. No. 2312—Proportional class rates between upper Missis- 
sippi River crossings and Western Trunk Line points. 

February 26—Washington, D. C.—Txaminer Sharp: 

16278—Grangers Mfg. Co. vs. N. Y. C. R. R. et al. 

February 26—Jacksonville, Fla.—Examiner Carter: 


t. and S. No. 2332—Wet phosphate rock from interior points in 
Florida to Jacksonville, Fla. 
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February 26—Argument at Washington, D. C.: 
14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al 
Finance No. 3556—In the matter of the application of Southern Pa. 
cific Co, and its lessor Southern Pacific R. R. Co. for certificaty 
of public convenience and necessity authorizing the abandonment 
of lines and of operation of main line freight and passenger sery. 
ice over lines of applicants in the city of Los Angeles, Calif. 
Finance No. 3569—In the matter of the application of Southern Pa. 
cific Co., Southern Pacific R. R. Co. and Los Angeles & Salt Lake 
R. R. for certificate of public convenience and necessity for con. 
struction of new lines and extension of lines of railroad in th 
city of Los Angeles, Calif. 
February 26—Chicago, Ill_—Examiner Hunter: 
1. and S. No. 2328—Sand, C. L., from Eau Claire, Wis., to destina. 
tions in Michigan. 
February 26—Brownsville, Tex.—Examiner Gault: 
15959—Theo. Carfiel and Louis Morris, doin business as 
and Morris, et al. vs. N. Y. C. R. R. et al. — 
February 26—Lincoln, Neb.—Examiner Weaver: 
16480—John S. Robinson, doing business as the Norfolk Hide ané 
Metal Company, vs. Santa Fe et al. 


February 26—San Francisco, Calif.—Examiner Flynn: 
16154—C. S. Howard (doing business under the name of Howan 
Autimobile Company) et al. vs. Santa Fe et al. 


February 26—Birmingham, Ala.—Examiner Smith: 
1. and S. No. 2301—Lumber from Alabama to Canadian points. 

February 27—Concord, N. H.—Interstate Commerce Commission and 
Public Service Commission of New Hampshire: 

* Finance No. 4475—Application of Boston & Maine R. R. to abandon 
its North Weare and Manchester and Milford branches in Hills. 
boro and Merrimack Counties, N. H. 

* Finance No. 4476—Application of Boston & Maine R. R. to abandon 
operation of the New Boston Railroad in Hillsboro County, N. H 

Finance No. 4549—Application of Boston & Maine R. R. to abandon 

its Bethlehem branch in Grafton County, N. H. 


* 


its Belmont branch in Belknap County, N. H. 
Finance No. 4551—Application of Boston & Maine R. R. to abandon 
_ of the Peterborough R. R. in Hillsborough County, 


Finance No. 4552—Application of Boston & Maine R. R. to abandon 
its Keene branch in Hillsboro and Cheshire Counties, N. H. 

February 27—Washington, D. C.—Examiner Davis: 

* Finance No. 4627. the matter of the joint application of the 


* 


—In 
Southern Bell Telephone & Telegraph Co. et al for a certificate 
that the acquisition by the Southern Bell T. & T. Co. of the tele- 


phone properties of the other joint applicants will be of ad- | 


vantage to the persons to whom service is to be rendered and 
in the public interest. 
February 27—Kansas City, Mo.—Examiner Knowlton: 
I. and S. No. 2335—Petroleum oil, Texas points to Texas City, Tex, 
for coastwise or export movement. 
February 27—Washington, D. C.—Examiner Wagner: 
|. and S. No. 2338—Classification ratings on targets. 
February 27—Chicago, Ill—Examiner Gaddess: 


16371—Milk Producers’ Co-operative Marketing Company vs. B. & 0. : 


R, R. et al. 
16515—Benson Produce Company vs. Great Northern Ry. et al. 
February 27—Jacksonville, Fla.—Examiner Carter: 
16233—Jacksonville Traffic Bureau vs. A. & V. Ry. et al. 
February 27—Birmingham, Ala.—Examiner Smith: 
1. and S. No. 2293—Restriction in routing on lumber from C. of Ga 
Ry. points to C. F. A. and eastern destinations. 
February 27—Lincoln, Neb.—Examiner Weaver: 
16253—Clark Lumber Company et al. vs. C. B. & Q. R. R. ut al. 
February 27—Washington, D. C.—Examiner Law: 
Finance No. 3912—Excess income of the St. Paul Bridge @ Terminal 
Company. 
February 28—Birmingham, Ala.—Examiner Smith: 


16317—Watters-Tonze Lumber Company vs. Atlanta & £ Andrewi 
Bay Ry. etc. et al. 


March 2—Buffalo, N..-Y.—Examiner Fuller: 


* |, and S. No, 2288—Charges for opening, recoopering and rewrapping 
express packages for custom examination. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU CHARLES 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Traffic Managers Interstate Commerce Cases 
Rate ilation Exhibits and Comparisons 
Freight Audited Overcharge, Demurrage, 
Routing and Tracing Loss and Damage Claims 


CASEY & LEARNED, Inc. 
Bonded 


Transportation Specialists 
Interstate Commerce, rate compilations, car 


tracing, tings, export and import 
service, loss and cece ‘abe aaneeem, 


analysis and adjustments. Every department in 
charge of specialists. 
TRANSPORTATION BLDG., CHICAGO, ILL. 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 
630-632 Transportation Building 
Washington. D. C. 


General Freight Service Association 
Traffic and Transportation Specialists fer Shippers 
Laclede Gas Light Bidg., St. Louis, Mo. 


E. BELL BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and T. tion Matters 
Interstate Commerce and te Commission 


E. W. HOLLINGSWORTH 
Commerce Attorney 


Cases 


Oakland San Francisco 
Bank of Italy Bldg. 127 Montgomery Street 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Finance No. 4550—Application of Boston & Maine R. R. to abandon § 
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Illinois Central System Tells How Railroads 





View the Problem of Prosperity 





Our country cannot live half prosperous and the other half bordering on poverty. We 
cannot have real prosperity unless all kinds of business and all classes of our population 


share in it. None of us can afford to benefit at the expense of others. We must work 
together and profit together. 









All branches of economic activity are inter-dependent. We need prosperous factories in 
order that raw materials may be turned into finished products most efficiently and cheaply. 
We need prosperous farmers and laborers because these influential and productive factors 
of our-population must have money in order to purchase the goods and services which the 
rest of us have to offer. We need prosperous railroads because no other kind can render 
the adequate, efficient service essential to the carrying on of other kinds of business. 


















The complex economic system under which we deal with one another requires of its 
component elements, both corporations and individuals, an unselfishness that is commonly 
characterized by the expression, “Live and let live.” 


Because they perform a public service that is intimately related to all other kinds of 
business, the railroads are profoundly conscious of this inter-dependence of all of us for 
prosperity. The railroads contribute largely to general prosperity through their essential 
service and their vast expenditures, and they know that the best interest of the public, in 
turn, is to be found in railway prosperity, for that is what insures continued railway expen- 


ditures and adequate and efficient service. The record of railway efficiency in recent years 
is a record of benefit to the public. 


One of the quickest ways to halt general prosperity would be to cripple the railroads. 
But we do not believe the country stands in danger of that since the public has become 
better informed on the railway question. Public sentiment toward the railroads has under- 
gone a great change in recent years. There once existed a feeling of hostility and distrust 
which is now largely gone. Many things have helped to produce that improvement, includ- 
ing a change in the attitude of railway managements toward the public. The one thing 
that perhaps has done more than anything else to bring about the change is the wider 
knowledge of the fact that the railroads perform a vital service which, in the public interest, 


must be maintained through allowing them to share in the prosperity they help to 
create for all. 














Railroads are subject to all of the mistakes of policies and practices that other human 
agencies are subject to. But railway managements are keen to correct abuses and are ani- 
mated by a sincere desire to do their part to bring about general prosperity. The sincerity 


of their intentions is attested by their willingness to avail themselves of helpful ideas 
presented to them by their patrons. 










The very nature of the railway business makes those who are engaged in it approach 
the problem of prosperity from the viewpoint of inter-relationships. The Illinois Central 
System has sought to prove itself a good neighbor and a good citizen wherever its lines 
are located. It has found that it has benefited itself the most when it has done its best 
to contribute to the prosperity of others. 


Constructive criticism and suggestions are invited. 
C. H. MARKHAM, 
President, Illinois Central System. 
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Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, II 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 
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FACILITIES OF THE 
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® RAILROAD 4: 
SYSTEM » 


Take the shortest mm. = 
“Your consuming Markets 


BRIDGE THE GAP 


M: TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your a or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 
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Keystone Warehouse Co., Buffalo, N. Y. 
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Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal, Philadelphia, Pa. 
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New York to Trinidad, 
the Guianas and 
Virgin Islands 


Fortnightly Sailings 


COLOMBIAN STEAMSHIP CO., (inc.) 
17 Battery Place New York City 


Managing Operators 


AMERICAN DIXIE LINE 


New Orleans to Irish, United Kingdom 
West Coast Ports and Glas: _ 
A Sailing Every 20 Day 
New Orleansto Liverpool and iosedheanes 
Fortnightly a 
New Orleans and T i Ports to London 


Mectth 


Geitage 
Houston a: 
Li 


Galveston to 
verpool— Manchester 
A Sailing every 10 Days 
UNITED G s.S. CcO., (Inc.) 
Whitney Central Bldg., New Orleans, La. 


AMERICAN MERCHANT LINES 
New York to London 
Pa Sailings London 
to Hull 

Hampton Roads Leith 

2 Sailings a Month d 

, a ndon 
Philadelphia te Hull 
Boston Leith 


2 Sailings a Month 


J. H. WINCHESTER & CO., (Inc.) 
17 Battery Place New York City 
Managing Operators 


AMERICAN REPUBLICS LINE 


Brazil and 
New York ; 

Sutton — 
Monthly Sailings 
Philadelphia 

Baltimore 


Jacksonville 


Savannah 
Monthly Sailings 
Philadelphia ~ River Plate 
Hampton Roads Ports 
Monthly Sailings 
INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 
Managing Operators 


ATLANTIC 
AUSTRALIAN LINE 


Brazil and 


to eer Plate 
Ports 


per: ee New Orleans — — mE 
on 2m 2 fees ——- nent o Sails _ to Liverpool, Manchester to Manch eter, Aronmoath Co Cardif 
and New Zealand Ports Gulf Porte ta Havre— Antwerp London, Havre, Antwerp, Bost Balinre Ha on dope Phil. 
re ee wee ote 1 2 Sailings a Month Rotterdam, Hamburg, to ~ mone Sailings 
UNITED STATES & Spanish Moditerrencen ond North egreRneeEnel SHIPPING Bremen Baltimore, age re New York to 
African Po ° . 
AUSTRALASIA S.S. CO. | A Sailing every 20 days CO., (Inc.) WATERMAN $-S. CORP. lnstiner new ent Bob, rag 


8-10 Bridge St., New York Cit 
Managing Operators 


TAMPA 











GULF-WEST 
MEDITERRANEAN LINE 


614,WhitneyCent’] Bidg., New Orl’s, La 
Managing Operators 


THE TRAFFIC 

























Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (Inc.) 
New Orleans, La. 


Managing Operators 


AMERICAN EXPORT LINES 


North Atlantic Ports to all Mediterran- 
eanPortsincluding Adriatic, Black Sea 
and Levant Po: French Mediterran- 
ean, WestCoast of Italy. 2SailingsaMonth 
North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers. 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 
Greek Syrian Coast Ports and Alex- 
andria. 2 Sailings a Month 
THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


Managing Operators 
































AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE 


South Atlantic Ports to 
Liverpool and Manchester 
Monthly Sailings 
Bremen and Hamburg 
Monthly Sailings 
London, Rotterdam and 
Antwerp 
Monthly Sailings 
THE CAROLINA COMPANY 
Charleston, S. C. 


Managing Operators 


AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Scandinavian and 
Baltic Ports 
2 Sailings a Month 


mocns & McCORMACK CO..,(Inc.) 
5 Broadway ew York City 


Managing Operators 


‘A INTEROCEAN S.S. CO. 
Managing Op 


New Orleans and other Philadelphia — Rotterdam 
New York Amsterdam 
Gulf Ports A Sailing every 10 days 
(except Mobile) Saag to Antwerp 
to Baki A Sailing every 12 days 
‘ a altimore 
Brazil and River Plate Ports Hampton Dente, — 


67 Exchange Place 


Philippines & Dutch 


40 West Street 


New Orleans, La. 


WORLD 


United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE) AMERICAN DELTA LINE| AMERICAN DIAMOND LINES 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 


New York City 
Managing Operators 


AMERICA FRANCE LINE 


Baltimore to’ Havre 
Philadelphia Dunkirk 
A Sailing every 20 days 


New York 
A Sailing every 10 days 
Philadelphia to Bordeaux 
New York St. Nazaire 
A Sailing Every 20 Days 
COSMOPOLITAN SHIPPING CO., (Inc.) 
42 Broadway New York City 
Managing Operators 


to 


North Atlantic Ports to 
China and Japan 


Monthly Sailin ‘4 
st Indies 


Monthly Sailings‘ 
Gulf Ports to Far East 


(China, Japan and Philippines) 


Monthly Sailings 
ATLANTIC GULF AND 
ORIENTAL S. S. CO., (Inc.) 


17 Battery Place, New York City 
Managing Operators 


AMERICAN 
SOUTH AFRICAN LINE 


New York 
to 
South and East African Ports 
Monthly Sailings 
A. H. BULL”& COMPANY, (Inc.) 
New York City 
Managing Operators 


MISSISSIPPI VALLEY|MOBILE OCEANIC LINE ORIOLE LINES 
EUROPEAN LINE 


erators 



























































Mobile, Pensacola, 


Mobile, Ala. 
Managing Operators 
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AMERICAN DISPATCH LINE 


Gulf Ports (except New Orleans) 
to 
East Coast of South America 
A Sailing Every 3 Weeks 


MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 




































ROOSEVELT STEAMSHIP 
COMPANY, (Inc.) 


44 Beaver St. New York 
Managing Operators 


AMERICAN PREMIER LINE 


Gulf and S. Atlantic Ports to 
French Mediterranean, 
West Coast of Italy 
4 Sailings a Month 
Adriatic Greek Levant, 
Constantinople, Malta, 
North Africa, (East of Bizerta) 
Monthly Sailings 
UNITED GULF S. S.CO., (Inc.) 
Whitney Central Bidg., 


New Orleans, La. 
Managing Operators 


| AMERICAN 
WEST AFRICAN LINE 


New York 
(Gulf via New York as offers) 


to 
Azores, Canary Islands, Madeira 
and West Africa 
Monthly Sailings 
-H. BULL & COMPANY (Inc.) 
40 West Street New York City 
Managing Operators 


nm, Baltimore, Hampton Roads to 
Fortnightly Sailings 


Cork or S 
ae NAVICK 


Managing Op seh 


















ae Rei 





SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Mont. 
New Orleans to Bremen a 


PAN AMERICA LIN 


New York to 


TEXAS STAR LINE/|UNITED STATES LINES] YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 














Houston and Galveston 























Rio de Janeiro, Santos, |Remburs: 2Sulings a Mont to ae. ee 
n am 
Montevideo and burg. 2 Sailings a Mont Havre and Antwerp am - a wn nd 2 tie 
a Houston and Galveston t iy 
Buenos Aires Bremen po Reterdam Weekly Sailings Bremen 


2 Sailings a Month 2 Sailings a Month 
Houston to Bremen and Ham 
° 2 Sailings a Mont 
LYKES.-RIPLEY S.S.CO..,(inc. 
925 Whitney Central Bldg. 
New Orleans, 
Managing Operators 


| UNITED STATES SHIPPING BOARD FLEET CORP. 


LYKES-RIPLEY S.S. CO 
(Inc.) 


Houston, Texas 


Fortnightly Sailings Weekly Sailings 





MUNSON STEAMSHIP 


UNITED STATES LINES ROGERS & WEBB 
67 WallStreet New York ™ 


45 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators 














Managing Operators Managing Operators Managing Operators 
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Great Northern 


Assures Still Better Service For Shippers 


The Great Northern Railway has just pur- 
chased four giant locomotives, the largest in 
the world, at a cost of $100,000 each. These 
engines which weigh 900,000 lbs. each were 
built by the Baldwin Locomotive Works. 


This is only one link in a great chain of im- 
provements designed to make the Great North- 
ern Railway the finest railroad property in 
America. 


Encouraging comments from Great Northern 
shippers indicate that the Great Northern Rail- 
way’s speedy, reliable freight service is fast be- 
coming the standard by which dependable 
service is gauged. 


Great Northern representatives have some in- 
teresting facts to tell you regarding our service 
which it will be to your advantage to hear. 
They are as near as your telephone. 


BOSTON, MASS., CINCINNATI, OHIO, DES MOINES, IA., NEW YORK CITY, N. 


Vu 
H. G. Dow, Asst. G. F. Agt. 
Chas. H. Walker, General Agt. J.H. Brinkman, General Agt., A. J. Cheeseman, T. F. A. Bees 
294 Washington St. 609 Traction Bldg. ° 425 Kraft Bldg. ‘ pWoelworth Bldg. 5660 
Phone Congress 140 Phone Main 249 Phone Market 942 PITTSBURGH, PA 
7... igart, c A tes 
BUFFALO, N. Y., CLEVELAND, OHIO, KANSAS CITY, MO., * Empire —. " 
A. Kneubuehl, T. op F. P. Engel, General Agent, W. J. Farrell, G. A. Frt. Dept., Peas ‘Smit field 1762-1763 
683 Ellicott Ahan 508-9 Hippodrome bids 516 Railway Exch. Bldg. PHILADELPHIA, PA., 
Phone Seneca 4166 Phone Cherry 1537 Phone Main 3852 F. G. Smith, General Agt., 
409 Finance Bldg. 
CHICAGO, ILL., DETROIT, MICH., MILWAUKEE, WIS., - ph gaa 3275-6 
T. J. Shea, Asst. G. F.A., E. B. Clark, General Agent, E. A. Fradenburgh, Gen. Agt., J. M. Sanford, General Agt., 
226 W. Adams St. 619 Free Press Bldg. 810 Majestic Bidg. 203 Boatmen’s Bank ldg 
Phone State 6300 Phone Main 7270 Phone Grand 1006 Phone Olive 51 


ST. PAUL, MINN., 


HELENA, MONT., G. H. Smitton, Freight Traffic Manager. SEATTLE, WASH., 
L. B. Woods, Assistant General A. J. Dickinson M. J. Costello, 
_ Freight and Passenger Agent Passenger Traffic Manager Western Traffic Manage’ 
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OUTHERN PACIFIC LINES | 
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‘Where they reach Where to reach them 











Not only the f ; 
scenery 

alongthe 

line but the / 
line itself 
a thing of 
beauty. 


A railroad 
en panorama. 
Presenting an 
attractive 
combination 
of grace and 
utility. 
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